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REPOET 


OV TUB 

GANGES BRIDGE OOMMITTEB. 


Tho Ganges Bridge Committee was convened under the instructions oon- ‘ 
Tntrniiiieforir veyed in the Ecsolution by the Govern- 

ment of India, Department of Commerce 
and Industry, No, 10252“-1026ii (RaUways) dated the 28th December 1906, 
and was constituted as follows': — 


Mn. G. Moylc, jOiroolor of Railway Construction . . President. 


Mb. E. G. Ddmayne, Vice-Chainnnn, Port Commissioners, \ 
Calcutta. 

Mn. W. A. Iitglis, Secretary to the Government of 
Bengal, Public Works Department. 


Mb. Radha Rauah Kab, Bengal National Chamber of 
Commerce. 

Mb. Nobmak McLeod, Messrs. McLeod Sr Co., Bengal 
Chamber of Commerce. 

Majob a. D. G. Sufemy, B.E., Agent, Bombay, Baroda andJ 
Centr.'il India Railway. 


Hlemlers. 


Mb. J. II. IiOVEH, Deputy Consulting Engineer for Railways, Secretary. 
Calcutta. 


The Committee was directed to assemble directly after the Christmas 
holidays, and its duties wore defined as under — to consider and report on the 
following : — 

(1) The ovQction of abridge at Sara iolinlc up the metre and broad gauge 

sections of the Eastern Bengal State Railway. 

(2) The provision of a bridge at Godagiri to more distinctly serve the 

interests of the Bengal and North-Western Railway. 

(3) A sohemo suggested by the Railway Board for the construction of a 

bridge at Rampur Eoalia, connected by short links with the 
Ranoghat-lCatihar and Eastern Bengal State Railways and with 
Calcutta by a new metre gauge lino via Meherpnr and Ranaghat. 

(4.) The project which the Oommittoo recommends as offering the best 
settlement of the complex question of the location of a bridge 
over the Lower Ganges. 

In pursuance of these instructions, a detailed inspection in company with the 
responsible oflioials oonoemed was made of the lines and termini in the neighbour- 
hood of Calcutta on the left hank of the Ilooghly, including the Kidderpore Docks 
and the import jetties. The three proposed bridge sites- wore also generally 
examined, and a Sub-Committee visited Madras and there examined the terminus 
where at the harbour both broad and metro gauge lines are snocessfully 
worked, and received evidence regarding the handling of trafiio in this yard 
from tho Traffic Manager of the Madras Port Trust. 

A largo number of witnesses, represonting the various interests, have been 
examined. Written statements have also boon received from several public 
bodies whiob, together .with tho ovidonoo recorded, will bo found in the 
Appendices to this report. 
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. Statements or witnesses were also invited from the following Local Govern- 
mentS] Associations and iPirms wlio did not respond : — 

United Provinces Government. 

Bengal Dooars Railway Company. 

Messrs. Bird & Co. 

Messrs. Landale & Clark. 

Messrs. Landale & Morgan. 

• j to iUe consideration of tke guestions before the Committee it 

IS desu’able to point out that the precise meaning of £he following onenine 
words of *tue resolution is not clear ; — ** The question of the most suitable site 
for the erection of. a bridge across the river Ganges near Calcutta with the 
object of affording the metre gauge system north of that river direct’acoess to 
the country to the south baa been under consideration for some time.” This 
might be taken to imply that the object in view was confined to the extension 
of the metre gauge to Calcutta,, were it not that the other schemes to be 
oonsideied, involved the linking up of lines of different gauges north and south 
of the river. To avoid any chance of misconception the President ascertained 
by personal interview with the Secretary, Department of Commerce and Industry, 
that the extract was not intended to hear snoh a restricted interpretation. 


2. Erom the exhaustive report submitted by Mr. P. J. E. Spring, o.i.b„ 

Urgenovfor a bridge ' Engineer, Indian Public Works 

urgenoyior a bridge. Department, ’in October 1903, and the 

evidence, now recorded, supported by perusal of Government documents to which 
we have had access, there is overwhelming proof .not only that a bridge 
across the Ganges is very urgently required, but that it has been so for many 
years past. Particular attention is invited to the fact that only so recently 
as last year, the prices of food and grain in some localities served by the metre 
gauge line of the Eastern Bengal State Railway were raised to famine rates 
through the temporaiy failure of the railway ferry between Damukdia and 
Sara, and, had the block been further accentuated, the keenest distress might 
have resulted. 


This state of affairs was quite beyond the power of the Railway Officials to 
foresee or provide against, and is one which is liable to recur at any time in an 
even more pronounced form, either from changes in the river or from other 
causes. It has also to be borne in mind that the conditions under, which trade '' 
is conducted and financed at the present day are very different from those exist- 
ing in former years, and require far more efficient means of transport and com- 
munication than were provided and accepted as sufficient in the past. In fact 
the railway ferry at Sara which serves the very important traffic ^.between 
Calcutta and Northern Bengal, Eastern Bengal and part of .Assam, even at 
the best and apart from its extensive liability to, interruption, is an entirely 
inadequate means of comnnmioation for present day requirements. The ineffi- 
ciency of the ferry ooramunioatiou.and ite frequent dislocation are, we believe, 
a source of very considerable loss to the 'commercial community and at the 
same time checkin a very marked degree the material progress of the, country. * 

We venture to express the opinion that, from the public point of view, the 
urgency of the provision of a bridge in place of the ferry has not been 
altogether realised by the Advisers of Government, and the repeated requests of 
the commercial community for a bridge, which are contained in the correspond- 
ence, have scarcely received the attention they merited. Public opinion is 
unanimous that the necessity for a bridge^ over the Lower Ganges is one of 
extreme and absolute urgency and that a project foi’ its provision should find an 
immediate place in the Government Railway Programme. 

It is clear the mercantile community cannot understand the" neglect of 
the many representations made by them, being aware of the fact that the want 
of a bridge is detrimental to the best interests of the State and to the bqst 
interests of the trade which they represent. It is quite evident from state- 
ments and figures submitted to us that the loss to the State is considerable and 
that the present inadequate ferries with their contingent difficulties and 
expenses, are but very inefficient substitutes for a bridge. 
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Economically the construction of< a, bridge is abundantly justified. In 
fact, tbe capitalized saving in working the combined traffic over the bridge 
as compared with that of the ferries will go some way in meeting that outlay. 
Again, the cost of workidg by ferries must increase in direct proportion to tbe 
traffic bandied and might probably amount to 16 to 18 lakhs per annum within 
ten years, lyhile the additional cost of working tbe largejf traffic over a bridge 
would be comparatively quite small. 

It may be presumed that traffic will continue to develop*' in the future 
as it has iu the past, and it may, reasonably be predicted that once a bridge 
is built the impetus given to trade by inmroved transport will result in a 
relatively larger increase in the future. 

We consider, therefore, that from every point of view the construction of 
a bridge is urgently called for, and confidently advise that no further time 
should be lost in its commencement. 


3. Erom the records already referred to there is no indication that prior 
i it. to the year 1896 the question of the Lower 

of the Ganges. gauge south Ganges Bridge WM considered on any other 

, grounds than as a means of improving com- 
munications at Sara. Subsequently, however*, other interests became involved 
as it was recognized that the Bengal and North-Western, and the Tirhut State 
Kailway systems required an alternative route to Calcutta. As a conse- 
quence Godagiri came prominently into notice as a siio, and it is a remarkable 
fact that it came to be accepted as the proper one to'serve these other interests 
before any investigations had been made to prove whether this really was the 
case. ' This premature acceptance of .Godagiri was, to say the least of it, unfor- 
tunate, for it has considerably complicated the question we have been investi- 
gating and has given rise to outlay which might otherwise have been avoided. 


There is nothing to show that prior to 1906 the extension of the metre 
gauge south of tbe Ganges was ever seriously contemplated. On the contrary, 
at the time the Eanaghat-Moorshedabad line to Godagiri was commenced, 
towards the end of 1902, it was definitely decided to build that line on the 
broad gauge, as it was then recognised that the entry of the metre gauge into 
Calcutta would be attended with extreme difficulty and expense, Mi*. Spring, 
judging by his report, certainly never considered tbe extension of tbe metre 
gauge across tbe Ganges as in any way connected with tbe scheme for the 
Lower Ganges Bridge, but assumed that the broad gauge would cross the river 
and extend to a transhipment yard near Nattore. It is further to be noted that 
early in 1906, when the Bengal and North-Western Railway made definite 
proposals to build a bridge at Godagiri at their own expense, they also 
contemplated the extension of the broad gauge across the river with an exchang- 
ing station on the north hank. At the end of 1906 the Railway Board 
propounded an entirely new scheme, which not only provides a bridge, but 
includes the extension of the metre gauge to-Calcutta, and, as we understand 
from their notes, into certain Oaloutta termini. This Inst scheme,, therefore, 
contains novel features which place it on an entirely different footing from any 
previous proposals, and raises very intricate and important questioqs gravely 
affecting the interests of Calcutta trade. 

It is not clear from the memorandum issued by the Railway Board 
whether they projpose to carry the metre^gauge into Howrah and the termini on 
the west side of the Hooghly, but it it understood that this fs not contemplated, 
and that by Calcutta termini only termini on the east side of the river are 
referred to. Erom this it necessarily follows that no matter what terminal 
facilities are provided, transhipment cannot be entirely avoided. , The 
considerable traffic crossing the Hooghly by the Jubilee Bridge near Naihati 
must necessarily be transhipped at or near this junction, as it includes the 
traffic 'for various millS'Sind priv’ate premises on the west side of the river which 
are connected with the’ East Indian Railway aud with the Bengal-Nagpur 
Railway by sidings. Tufact a transhipment yard at or near Naihati is essential 
for the e.xchange of traffic- with the East Indian Railway and to serve the 
termini commencing at Bandel Junction and extending to below Shalimar on 
the Bengal-^lagpur Railway. - 
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4. The entry of the metre gauge iato Calcutta must' of course either be — 

■r i a x.1. j. complete, i.e., into all termini now 

Introduction of the metre gauge g0j.ye(j jjy tii0 standard gauge ; or 

(2) partial, i.e., into such terminL only 
' as conditions permit. 


to Calcutta termini. 


In respect to the first alternative we, as the result ot personal 
inspection' of sites, and from evidence tendered during the enquiry, have no 
hesitation in deciding that the general adoption of the two gauges, laid either 
as separate or mixed tracks, is practically impossible. 

As the Eailway Board have expressed the opinion t&at “ with regard to 
the terminal arrangements there is no reason to suppose that there will 'be any 
practical difioulty which is not susceptible of removal iu providing them,” and 
further have instanoed Madras and Karaohi as ports, the former served and the 
latter desirous of being served by both gauges, it is necessary to somewhat fully 
explain the reasons on which our decision is based. 

As regards the termini on the east side of the Hooghly, these commence at 
Naihati, where two large mills are served by private sidings, and extend to Budge 
Budge. There are, op shortly will be, 29 mills or private premises with siding 
conneotion to the Eastern Bengal State Eailway, all of which are practically 
termini receiving trafdo from metre gauge sources. 

The following Eastern Bengal State Bail way termini have also to be 
considered : — 


Ohitpore Ghat connected with the main line at Canal 

Do. delivery yard f Junction. The Port Trust Railway 
Oossipore do. do. f has two connections with the Eastern 

Dltadanga do. do., j Bengal State Eailway at Ohitpore Ghat. 

Sealdah passenger terminus. . 

Do. goods do. 

Baliaghatta passenger terminus. 

Do. goods do. ' 

Dock Junction (whore the Eastern Bengal State Eailway connects 
with the yards of the Eidderpore Docks). 


Budgo Budge. 


And in addition to the above the undermentioned termini of the Port Trust 
' Eailway must also be dealt with : — 

The delivery and despatching stations between Ohitpore Ghat and the 
Jetties. 

The Jetties. 


The grain sheds at Eidderpore Docks. 

The hide do. do. 

The tea do. do. 

The various berths for loading and unloading ships’ cargo at 
Eidderpore Docks. 

Traffic from metre gauge, sources is dealt with at present at all the above 
terminal points, and all of them ought to be served by metre gauge lines and 
rolling stock, if trade is to receive the facilities it now receives from the broad 
gauge. 

6. The jute mills served by the Eastern Bengal State Eailway really extend 
Mm premise for 40 milcs fpom Naihati to’Budge Budge. 

The Bailway Board apparently overlooked 
the existence of these termini when drawing up their memorandum, but they 
must have considered them subsequently, because in their note of Eehruary 6th 
leee Appendix A®J they make a proposal to construct a loop line along the river 
face, t,c., from Naihati to Ohitpore, in order to serve them independenfly of 
^e main traffic lines. It is not clear from the Board’s note whether this is to 
be a single mixed gauge line, or to consist of broad gauge and metre gauge tracks 

I' 
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alongside each other, or whether double mixed gauge tracks are intended. 

- XJnfortuaately the proposal was placed before us after we had examined all the 
witnesses interested iu it, and wo were therefore unable to ascertain from them 
how far it is practicable or whether they thought the mills concerned would be 
likely to apjiroTe or accept it. However, anyone acquainted with the cireum* 
stances of the localities through which this loop would pass, as some of us 
happen to be, would certainly feel some doubt concerning its feasibility 
and know that the cost would he very considerable. The milbowners 
would most certainly oppose the proposal, because they are perfectly satisfied 
with the^ existing arrangements and because they know that it would be 
ditiioult, if not impossible, to accommodate both gauges inside their premises, 
or to work both gauges iC they^ could he introduced. Moreover, the loop would 
not serve mills or private premises as follows :-rtwo large millH at Haihati, one 
at Canal Junction and seven mills and premises between Canal Junction and 
Budge Budge, so that if it was constructed traffic for many mills would still Lave 
to bo transhipped. The Bailway Board have considerably enij)liasised tbe fact 
that under tbeir sohome transhipment would be avoided. If theroWe for a 
large portion of tbe trade this is not so, tbe advantages are apparently 
over-estimated. 


It must be remembered that large sums have been spent both by Govern- 
ment and by mill-owners on the existing sidings between Naihati and Canal 
Junction atid also on passingsidingsaud signalling arrangemeats for protecting 
and working trains to and from mill premises. Not only would this outlay, a 
largo portion of which has been met by the mills, be to a very great extent lost, 
but heavy further expenditure would be involved by tbe introduction of a second 
gauge. Apart from all considerations of cost, oompUoation in working must 
result from the introduction of a second gauge into premises which are, as a 
rule, ill-adapted for duplication of tracks, and on this ground it is probable 
that milbowners would never agree to any such radical change of present 
arrangements. 


Bov the foregoing reasons, and also as the proportion of metre gauge to broad 
gauge traifio is loss than one-fourth, we consider tbe idea of admitting metre 
gauge to mill premises should bo abandoned. 

6. The authorities of the Eastern Bengal State Railway have recorded the 

j u opinion, with which we concur, that the 

Ol.vtporo Ghat. Balln«h«t(a. and Scldah. gauge • iuto 

Chitporo Glial is absolutely impossible. 

As regards Sealdah and Baliaghatta, formerly the termini respectively of 
the Easlorn Bengal and Calcutta and South-Eastern Bail ways, these will in 
some future year be merged into one general terminus for passengers and goods. 
The authorities of the Eastern Bengal State Railway have shown that the metre 
gauge could not be introduced into the present broad gauge yards, all the spare 
space in which is certain to be required for foreseen broad gauge extensions. 
They however anticipate no difliculty, apart from tbe cost, in providing a 
separate terminus, passenger and goods, for the metro gauge alongside the 
broad gauge yard, and wo consider their proposals in this respect feasible 
and, should the metre gauge be extended to Oaloutta, likely to meet public 
requii’oments. 

7. The Eastern Bengal State Railway authorities further consider that 

the introduction of the metre gauge into the 
Chitporo. ooBBipore, and uitsdnnea doll- Ohitpore, Ultadanga, and Oossipore yards is 
votjr yot 8, inadvisable, and when it is considered that 

these yards are already congested with broad gauge traffic during the busiest 
period of the jute season, it must bq admitted that there is force in these 
obieclions. It may bo true that the admission of the metre gauge stock 



of a smaller gauge would have to bo handled iu placo of those of the larger 
sau^o diaplaoed. In fact, the total number of wagons of both gauges would 
bo "reater for the same traffic. Again, it is not possible to understand how the 
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same. quantity of traffic tliat is now bandied in broad gauge wagons could be. 
•delivered ia tbe' same tiine if it .' were divided (between broad and, metre gauge 
wagons. Indeed tbe^ca'pacity of a yard for a fixed traffic would be unfavour- 
ably affected in two ways ; ■nr8t, in:tKe*ibcrease in tbe number of wagons to be 
bandied, and - Secondly,'' in the time taken to handle them. ' We believe . that 
gi’ave risk of disastrous congestion dt Ghitpore-'Uvill' 'bei-iiieurred' if. the mixed 
gauge ,is^ introduced there, and even if it were introduced it ' would be necessary 
to construct separate receiving,' marshalling a‘nd departure yards for its use. 

' The result of' rapb. ''an-', ej^eriment" however would ■ be' -so ' uncertain -tlidt -it 
would probably- b'e. best to ptbvid’e an entirely ' separate metre gauge terminus, 
as near to the '-present broad gauge 'terminus as oiroumstances may show to be 
possible; and tb run' no' risk- of dislobating tlie very important ' and valuable 
business in’ jute,- which'-is perhaps the* backbone of- Oalcutta' trade and' for 
which Cbitpore -and its various extensions have, always been the natural 
termini. ' i ^ ^ 

8. No difficulty is antibipated in 'extending' tlie metre gauge to Dock 

1. ^ ^ ’ ' Juhctioh where it ' will nomb in contact 

DookJuuotion and Buaeo Budge.. ^ Poj.t T,ust Tards,' fv6m whiehthe 

Kiddei’pore Docks and the various dep6ts connected with thorn are , served. It 
can he further extended to Budge Budge, either as a separate ti*aek onby a third 
rail in the existing broad gauge track, and can he introduced ibtq .the .Budga' 
Budge terminus without difficulty'. */ ’ - 

9. It has been represented to its that though' mixed gauge tracks might be 

laid in these termini siich an- arrangement 
Budtaofidin^he^jettiM?® will be quite impossible to work, and after' 

very ‘ careful examination of the various 
sidmgs and yards, and from a full consideration ' of the circumstances, we are 
bound to concur aud to state emphatically that any attempt to introduce the 
metre' gauge will assuredly lead'to 'endless confusion and dislocation, and to a 
most serious increase in the congestion which is already periodically experienced. 
As an example of what has influenced us in these views we may explain -that at 
Hatkholah, Rnthtolla, Armenian Ghat and other ppints on the Port Trust Rail? . 
way_ between Ohitpore and the Jef-ties there are three' parallel tracks, the two, 
outside tracks being used for loading and unloading and the pentre tijaek.for run- 
ning and shunting purposes. These tracks are frequently, and in fact generally, 
taxed far beyond their capacity, and if it were attempted to work them on the 
mixed gauge, the result would be absolute chaos.,. ._Nd relief ' is possible by the 
provision of more tracks because the space occupied by these is bounded by the 
river on one side and by the business part, of the, city, bn the other. River 
reclamation is quite out of the question, and the acquisition of .private property 
would not only be financially impracticable but would also necessitate the 
removal of the private dep6ts which this, section of railway, is specially designed 
to serve. - ' ' 

10: The Railway Board have not proposed to. introduce the metre. gauge 

here, but we, have nevertheless -examined the 
conditions and are quite satisfied tbat,it is as 
impossible. to work two gauges at - the, dock 
Jetties. The same difficulties existdh respect 
the same extent. It' might be .possible 'to 
handle the wagbiis of the two gauges _on a 
mixed track, but this oould only be,' .done at the certain risk of, .accidents 
and of considerable delays in, parrying out sbuntihg operations. The- Port 
Trust authorities strongly object to the traffic of , the hide sheds beiug handled- 

on any other than the broad gauge. ' - 

11. The introduction of the metea.gauge-into the,Tea,Wareli'ou8es„is an. 

Teashod.atKidderpore. cu^neering ' possibility but .only if laid as a 

' - • ■ mixed track. Owing, ho-n'ever, to the traffic 

being worked over scissors crossings, the complications of moving -stock would 
be so enormously increased as to render prompt unloading., of -wagons -arriving 
with tea; and the loading of same for shipment impracticable: .,No..'8pace 
available for sepai’ate tr.'ieks, and even- if there were, the. cost, would .be out of 
all proportion to the advantages gained, considering that only about 26, 000 tons 


Bhips’ bevtha and Ude sheds at mdder< 
pore- 


berths as at the berths at the 
of the hide godowns.hut not to 
lay the third rail and even, to 



REPORT OP THE GANGES BRIDGE COMMITTEE, 

1 

of tra, are receiTcd by rail irbioh are dealt with at these warehouses, The- 
arrangenienfs here luay be described as two rows of warehouses of two and four 
storeys, betweeu which are three broad gauge tracks with platforms between 
the tracks and the walls of the warehouses. One row of warehouses is on the 
riverside so as to command river craft. Tea brought by rail is delivered on the 
platforms and into the warehouse, whilst it is also loaded into broad gauge, wagons 
on the same platforms for delivery to the shipping sheds. The structural altera- 
tions necessary to provide space for metre gauge working would? require that 
the w’arehouses should be dismantled and rebuilt, an operation which, even if 
praoticablc, would be far too costly to be justified in the interests of trade. 

12. The Bailway Boaid, in their note of the 6th Behruary 1906, state as 
Kantapukur etitln ahoda. folloWB 


“■With certain structural alterations the Kail way Board are of opinion 
that direct access can be given to these localities, i.e,, .... 
and Kantapukur grain warehouses at the Docks to a suflSoient 
number of sheds to deal with the traffic brought by the metre gauge 
and suoh alterations would iu no way preclude both gauges having 
access to such sheds.*^ 

"We may say at onoe that it is quite impossible to set apart certain sheds 
for one gauge and the remainder for the other. The conditions under which 
warehousing is done prevent tins. Oonsisnmcnts Imve to bo distributed to the 
various sheds as rapidly as possible, and quite irrespective of whether they 
originate from broad gauge or metro gauge sources. To meet the requirements 
of trade the metro gauge must, if admitted at all, have access to all the sbeds) 
and can, wo believe, only obtain such access by laying a third rail on the 
existing broad gauge tracks. 'Wlicn business happens to he so brisk at 
these sheds that they become glutted, it is the practice to utilizo sheds in other 
dep6t8 and in any part of the Kiddorpore premises where space may be avail- 
able, and it must i)e understood tliat metre gauge wagons could not parti- 
cipate in these facilities for dealing with ov(*r-flow, so that on occasions it 
would become necessary to tranship their contents at Naihati. The metre 
gauge would require its own separate receiving, marshalling and departure 
sidings near Dock Junolion, and a third rail would have to he laid in the tracks 
loading to the giaiu sheds as well as in all the tracks along one face of the 
sheds, the broad gauge trades on tbo other face being reserved for loadiog grain 
for shipment into broad gauge wagons for conveyance to the ship’s side. It is 
difficult to foresee what effect such arrangements would have on the working of 
the dep6t, but, in the opinion of the omcinls concerned with this working, 
considerable extension in slieds and lines would be required in consequence of 
the complications wliich might arise in handling wagons of two gauges during 
times of exceptional pressure. It may bo added, however, that space for suoh 
extension is available, tliougli at great exponso. 

13. Although the Kailway Board have not suggested the introduction of 

tlio metre gauge into the Budge Budge Oil 
Dop6t, wo are of opinion that it could he 
effected, 

14. Krom the foregoing remarks it will bo seen that the introduction of 

tbo motro gauge, if given separate acoommo- 
motro gauKo tormtai. ^t Baliagbatta and Sealdah 

goods and passenger yards and at Obitpovo delivery yard, and as a combined 
arrangement to the Budgo Budge OilDepbt and Kantapukur grain sheds. 
As regards Sealdah and Baliagbatta, the Bastorn Bengal State Kailway have 
estimated that a separate pas.scnger and goods terminus of the metre gauge in 
the immediate vicinity of these stations would cost 52 lakhs. No estimate has 
been prepared for a separate terminus at Chitporc, but, from the nature of the 
surrounding property, we are satisfied that the cost would certainly not he less 
than at Sealdah and Baliagbatta. As regards the cost of terminal accommo- 
dation at Kantapukur and Budge Budge, 'it may be remarked that the cost ol 
extending the lino from Canal Junction to Dock Junction has first to no 
considered. Tliis extension could not commence near Sealdah but would have 
to take off near Canal Junction. The Eastcin Bengal State Bailway have 


Uudeo Btidso Oil Dopdt. 
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estimated tlie cost of a double track extenaon at 32 lakhs. It is considered* 
however^ that a single track sho.uld be suflScient to deal with the traffic nhen 
the estimate would be'reduoed to approximately^ 2Jli lakhs. A shunting yard 
would be required near Dock Junction for receiving, sorting and despatching 
trains to and from the*Kantapukur and Budge Budge dep6ts. The cost of 
this is ver^ difficult to estimate because the price of land here is doubtful : it is, 
however, notdikely to be less than 1| lakhs. The cost of taking a third rail 
to and into the Kantapukur dep6t should not exceed two and a half lakhs. 
The Eastern Bengal State Kail way have estimated that a third rail could be 
laid to Budge Budge and into the dep6t there for one lakh. The total cost 
therefore of introducing the metre gauge to the Kantapukur and Budge Budge 
dep6fcs would he about 29 lakhs. Adding this to say 104 lakhs, the cost of 
terminal accommodation at Sealdah, Baliaghatta, and Chitpore, we obtain a 
probable total cost of partial terminal accommodation of about 138 lakhs. 

In view of these figures and of the fact that a considerable portion of the 
traffic still remains to be transhipped, combined with the difficulty in work- 
ing the mixed track in Kantapukur, and the comparatire smallness of the 
grain and oil traffic, we cannot regard this^ partial admission as altogether 
satisfactory, and we are convinced that the commercial and trading commu- 
nities of Oalcutta would not consider it as meeting their requirements in the 
manner they have hitherto enjoyed. They would also feel that the oxtra cost 
of working and interest charges would eventually fall on the trade. Apart 
from these considerations, we would draw attention to the fact that the 
"Wheat and Seed Trade Association, who are principally interested in the subject 
of the metre gauge entry into the Calcutta termini and who were expected to 
strongly support the proposal, have deprecated its admission in the dearest 
language [see Appendix S]. It may also be noticed that thongh one witness 
laid some stress on the advantage of avoiding transhipment in the 'case of oil, 
subsequent enquiries have elicited the fact that no extra allowance for leakage 
is made for wagon to wagon transhipment and that therefore the matter is 
hardly as serious as has been represented. 

' Before we conclude our remarks on the admission of the metre gauge to 
Calcutta termini, we will refor to paragraph 17 of the Railway Boord‘s memo- 
randum dated 19th December 1906 [see Appdidix A*J, which might bo taken 
to imply that, because both gauges run into the Fort of Madras and becauso 
the authorities at Karachi are pressing for the entry of the metro gauge into 
their Port, there should be no particular difficulty, which is not susceptible 
of removal, in providing terminal arrangements for the metre gauge at 
Calcutta. We deputed, with a view to the examination of these arguments, 
two members of the Committee to visit Madras to inspeot the arrangements 
of the two gauges at the harbour there, and to examine the Troffio Manager 
of that Port [see Appendix J]. The important feature in regard to Madras, 
as pointed out to us by our Sub-Committee, is that the two gauges 
both ran into the town of Madras, one from the west and one from the south, 
before the harbour and its various works were constructed, so that in designing 
these works which are served by mixed tracks they wore laid out for the 
express purpose of meeting the requirements of both gauges. In Calcutta 
the far more difficult problem exists of accommodating the two gauges, which 
would both enter the city from the same direction, in termini and yards which 
have been designed for the accommodation of one gauge only. Possibly if tho 
process which has been followed at Madras had been adopted at Calcutta in the 
earliest days of Railways, the two gauges might have been provided with 
termini suitable for the traffic, and convenient to trade, hut to do so now is a 
problem for tbe solution of which there are, as far as we know, no precedents 
and no examples. The ciroumstancos under which exports are disposed of at 
Madras differ widely from tliose obtaining at Calcutta as will be seen from 
Appendix J, and it is important to understand that-— 

(1) no vessels come alongside the jetties or into Docks at Madras, and 

all cargo is shipped or unshipped by lighters ; 

(2) scarcely any export cargo is taken direct to tho harbour by the two 

Railways; 
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(3) nearly all import cargo, except coal, heavy ma.terials required to he 

handled ,by cranes, and oil, is removed by carts and is not desr 
patched by rail j , • * . ’ . 

(4) the Port authorities only receive a small number of loaded wagons at 

the export .sheds. Empty wagons for coal, heavy 'materials, and 
oil, which require no shunting or sorting, are all taken over from 
and handed back to each Railway at definite points. . 

It is scarcely necessary for us to remark that the -rail-borne trade handled 
at Madras is inconsiderable and not comparable with that handled at Calcutta. 

We made enquiries from the Karachi authorities regarding tlie Remand for 
the entry of the metre gauge into their Port, and their reply will be found in 
the Appendices {see Appendix T]. We conclude that they do not intend to 
admit the metre gauge to their premises, hut that they anticipate that tranship- 
ment will be effected outside these. 

We have not referred so far to the effect on working cost if the metre 
gauge is introduced into the Calcutta termini, cither wholly or partially ; in 
either case there will ho a largo increase in interest charges on the cost of new 
metre gauge lines and accommodation, whilst at the same time there yvill be a 
loss of net earnings on broad gauge Hues in consequence of the diversion of 
trafiio. In addition to the above, the actual cost of trorking the traffic in the 
Calcutta termini will he enhanced. The commercial community would 
certainly protest most strongly against any increase in the charges now levied on 
trade to meet the considerable extra annual outlay involved, and it would pro- 
bably have to he borne by the Eastern Bengal State Railway and the Port Trust. 

Talcing all these factors into consideration, we do not consider the time is 
ripe for the admission of the metre gauge into Calcutta. 

16. Having come to the conclusion that the admission of the metre gauge 

into the termini in Calcutta is undesirable, its 
Eitensionofthemetre gauge south extension south of the Ganges has now to' 
of the Ganges. considered, as on this the scheme formu- 

lated by the Railway Board must stand or fall. The only result connected with 
the extension of the metre gauge south of the Ganges would be the transfer of 
the main transhipment station between the broad and metre gauges to the south 
from the north bank of the river. The sense of evidence taken points most 
distinctly to the desirability of the transhipment station being located as far as 
possible from Calcutta owing to cheapness of land and labour and to the extra 
broad gauge lead thereby obtained. We .are further influenced by a considera- 
tion of the cost of the Railway Board’s scheme put forward in paragraph 13 of 
their memorandum. It is there estimated to amount to 390 lakhs, whereas we 
have prepared an approximate estimate, amounting to over 600 lakhs, mainly 
compued from figures obtained during the course of the enquiry {see 

Appendix K). 

Wo fully recognize that a most incalculable benefit would bo conferred 
on the vast tracts of country in Bengal, Behar, the United Provinces, and Eastern 
Bengal and Assam, which are served by the metro gauge, if that gauge could 
be extended to Calcutta so as to meet the requirements of trade completely and 
without the least restriction. Wo further recognize and admit that every 
possible and reasonable facility ought to he given to metro gauge Railway 
Administrations to attain this end ; and if it can bo attained, oven though at 
oonsiderablo sacrifice, this sacrifice ought to ho made, but we are unable to 
rocoramood that the efficiency and usefulness, present and future, of the Calcutta 
broad gauge termini should bo sacrificed to this end. India is, only movv, 
bc"‘iuning to fully recognize, and to respond to, the advantages and facilities 
■ conferred by railway communications, and the effect of this somewhat tardy 
development must be a severe strain on tlio resources of open linos. These 
resources arc likely to demand considerable improvement if the requirements of 
trade are to be- mot in even a reasonable manner, and very large outlay will 
therefore be necessary in future on open linos. This being the case it is scarcely 
likolv that the Government of India, who have to finance nearly every railway 
in tlio country, will in the near future be able to increase or even maintain its 
ffi-ants for now lines and extensions. We venture to. doubt therefore if the 
expenditure of -perhaps over 600 lakhs, entailed by the adoption of the scheme 
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he did this, and believe that it n'ould be bad economy to build a bridge for a 
single line. We will however discuss this point later {see paragraph 30). 

The approaches to the bridge and transhipping yard would cost practically 
the same at each of the three sites ; the length of the graded approaches, 
including the bridge itself, may be taken as 6 70 miles and the cost as 
12§ lakhs. 

The cost of a transhipment station, including passenger stations and 
receiving, marshalling and departure and transhipping yards, is taken as 
10^ lakhs. 

We may now proceed to discuss. with reference to cost the comparative 
merits of each in detail. 

(1) 6 odagiri.— The total cost of the bridge would be — 




Lakhs. 

r 


Rs. 

Bridge ....... 

> * 

. 110 

Approaches and transhipment station 

• * 

. 28 

Connecting lines 

• • 

O 

r—t 

m 


Total 

287 


The Eastern Bengal State Railway traffic will be overled by 4.01 miles, Par- 
batipur to Calcutta via Godagiri being 269J miles, Parbatipur to Calcutta via, 
Eaita 228^ miles— dififerenoe 40| miles. By constructing longer and therefore 
more costly connecting linos the overlead of 40J miles may be largely reduced. 
The connections required in the case of Godagiri are direct lines from Parbatipur 
and Smtahar. The extra cost of constructing these lines would be 79,85,361, 
and the distance by which traffic is ovorled would be reduced to 12 miles. In 
the long run it might be economical to construct the longer c )nnectioas in the 
first instance. 

(2) Isabpw . — The total cost would be — 


Bridge . , ’ . . 

\ 

• 

Lakhs. 

Ks. 

... 120 

Appioaches and transhipment station 


23 

Connecting lines ■ . . . . 

• 

o 

r-* 



ToT.tL . 249 


The length of overload can be reduced in the case of the Eastern Bengal 
State Railway by constructing a connecting line from Raninagar at an extra 
cost of Rs. 12,21,132, and the distance from Parbatipur to Calcutta will be- 
reducedto228^ miles, or the same as via Raita, so that there will be no overlead 
of traEBc. In the case of the Bengal and North-Western Railway traffic no 
improvement in connecting lines is f easi bio. Eor an extra expenditure, therefore, 
of Rs. 12,21,182 the overload on the Eastern Bengal State Railway can be 
obviated. In this case also it might be economical to construct the longer, or 
more costly, connecting line in the first instance, 

(3) Baita . — ^The total cost will be— 

Lakhs, 

Rs. 

Bridge ISO 

Approach lines and transhipment station .... 23 

Connecting lines ' . . , . 59 

Tot&l . 212 


No shortening or improving connecting line is feasible ; the length of 
overlead of traffic cannot, therefore, be redaoed in the case of Raita. 
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The cost of bridges at the three different sites with their various connections 
discussed under each site is abstracted in the tabular form below : — 


1 

^ i 

' Schemr* * | 

1 

Cost of bridfto 
iritli nppniaoiios ^ 
ond tnvustipinont 
Btntion. 

Cost of short 
conncctioas. 

'AdditioBsI cost 
of improved 
coniioctions to 
shorten rontos. 

TOIAli 

orTLArs 

Orericad of 
' Tisfllo. 

' 1 

1 

(J) Kaita 

Bs. 

153,00,000 

Bs. 

69,21,454 

Be.' 

• *« 

Be. 

212,21,454 

'Milee. 
B. & N.-'W. B, 13& 

(E) leabpur . 

148,00,000 

105,82,870 

J 2,21,182 

261,04,008 J 

B. ScN.-W.B. 3| 
B. B. S. E. .Ml. 

(3) Ifabpar . 

(4) Godagiri 

(5) Godagiri 

1 

143.00. 000 

, 138,00,000 

133.00. 000 

105,82,376 

104,08,273 
j 104,08,273 

• •• 

79,85,361 

! 248,82,876 1 

316,93,084 ^ 
237,08,273 

B.&N.-W. B. 3^ 
E. B. S. B. . 8k 
E. B. S. R. . 12 
Do. . 40|^ 


"Exora this it will be seen that under total outlay Kaita has a great 
advantage over the other sites, the difference varying from 26 to 105 lakhs, 
and also that the length of overload is very little greater than in the case of 
Isubpnr (3). • 

There, is also another point in favour of Baita compared with Godagiri. 
If Godagiri is selected the existing double track from Eauagbat-Poradah, 67 
miles, would be wasted and its usefulness thrown away, whereas it would be 
necessary to double 89 miles of single line — Banaghatto Bliagwangola — a work 
never likely to bo required to accommodate local tralho. 

17. Mr. Spring iu his report has stated [ see paragraph 2, chapter 16] : — 
„ ,, .. “So far as the mere bulling of the 

Engineering value of alternative is concerned there is nothing to 

the best of my professional judgment to 
cliooso, between the several alternative bridge sites. So far as the training of 
the river also is concerned there is but little to choose.” 


Although the Railway Board in their momorandum apparently differ from 
the above diofa, we, as a Committee, after recently inspecting all three sites, see 
no reason whatever to reject or question them, though wo may perhaps suggest 
that expert opinion, and possibly Mr. Spring himself, might adviso that the 
Godagiri site, under present conditions, is not so well adapted for the training 
of the river as the other two sites. We may decide therefore that in effect for 
.construction purposes one site is as good as another. 

18, It will be convenient at this point to show how Isabpur, assuming that 

the question was not complicated and to 
. Special considerations affecting .j, extent governed by existing lines, 
Isabpur and Godagiri. would undoubtedly bo the proper site to 

select for a bridge, inasmuch as both railways could then obtain the shortest 
possible route to Oalculta. As already pointed out above, au unfortunate mis- 
take appears to have been made in assuming Godagiri as the proper site to serve 
the Bengal and North-Western Railway before any measures had been taken 
to verify Ibis assumption. Mr. Spring proved in bis report that Isabpur, or the 
crossing near there which he selected in 1903, provided a route from Katibac 
tO'Calcutta which was practically the same iu length as that between the same 
placps via Godagiri, At that time scarcely any work could have been done on 
the Bana'»hat-Moorshedabad lino and none beyond Moorshedabad, whilst the 
Kdtiliar- Godagiri lino had not oven been located. If instead of proceeding 
■ with these lines, the lines connecting Katibor and Olmadanga to the Isabpur 
site had been constructed that site would now have possessed far greater 
advantages than Baita does at present, inasmuch as the outlay would have 
been about 62 lakhs less aud there would ])avo been ho overlead of traflp. 
The pstiniatod expenditure oh the lino to Godagiri is. as follows, excluding 
rolling stock and ferries 


Ranagliat to Lalgola , , 

Eatilinr to Godagiri 


86,79,660 , 

89,30,770 


Totai. 


176,16,430 
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To complete tbe comparison between Godagiri and Isabpur, the cost of 
doubling a single broad srauge line — Bbagwangola to Banagbat— must be added, 
say, Its. 63,91,74.1., bringing up tbe total cost to Rs. 2,4.0,08,174.' The probable 
cost of a corresponding line to Isabpur is as follows : — 

Rs. 

To Isabpur [ page 11 ] • * . * * *. 106,8&,876 

Prom junction o£ lino from Isabpur with Kntibat-Godngiri 

lino to Katihar • • • • • # , i 72,42,576 


Totai . 178,25,452 


The lines to connect Isabpnr would, therefore, have cost Rs. 01,8^,722 
less than those built to Godagiri, and the outlay necessary to construct a bridge 
and the transhipping station would have been : — 

Lnklis. 

Rs. 

Bridge . . . • • • • • 120 

Approaches and twnsbipmonfc station • . . • . 23 

Totai. . 148 

Bridge at Raita 212 

Saving .......... 09 

If Godagiri bad been abandoned, as perhaps it ought to have been when 
Mr. Spring submitted bis report, nearly 62 lakhs might have boon saved in 
connecting lines and a bridge could have been built at a saving of 69 lakhs. 
Altogether over 130 lakhs, or enough to build a bridge, might have been saved 
and the problem now before us, as a Committee, would have boon perfectly 
simple. 

19. In comparing tbe relative traOic advantages of the alternative bridge 
, . 1.1 sites, it is necessary to form some osti- 

Relative traffic advantages of the three ton-milengo which will 

bridge sites. ^ probably be diverted from tbe shortest 

route in each case. It is obvious that a large proportion of the Bengal and 
Nortb-'Westem Railway traffic to and from Calcutta will be the subject of 
competition or arrangement, so that an appreciable percentage of this traffic 
must continue to cross the Ganges above Godagiri and will not use a bridge 
located on tbe lower reaches of the river. On tbe other band, provided the 
Katibar-Ganges link continues to be operated by State Agency, the whole of the 
entirely local traffic between tbe Eastern Bengal State Railway stations and 
Calcutta will cross tbe river by a oonvbniontly situated Lower Gauges bridge. 
Prom tbe returns submitted by the Bengal and North-Western Railway and 
printed as Appendices B® and D*, of the traffic crossing by tbe ferries at Tari, 
lli^ba, Mokameh, Mongbyr, and Manibari, it will be seen that for all practical 
purposes the traffic carried via Mokameh need alone be considered. This 
traffic fluctuated largely during the seven years 1900-1906, for which statistics 
have been furnished, but as during the last two years abnormal conditions 
consequent on partial failures of tbe wheat and seed crops prevailed, the figures 
relating to thC year 1901 are selected for examination. Analysis of the 
returns for this year shows that the total goods traffic, amounting to 736,786 
tons, which crossed at Mokameh was divisible as under • 



Outvardi. 

lott-ards. 

Totai. 

Cosl 

Railway material ....... 

Short traffic . . ..... 

Calcutta public traffic ....>« 

Other earnmgs ....... 

Tons. 

• ■ • 

17 

29,488 

808,820 

6,812 

Tons. 

156,670 

86,888 

138,049 

588 

Tons. 

i56,670 

36,900 

20,488 

506,878 

6,830 

- 

404,646 

332,140 

786,786 


The colliery, non- Calcutta and other traffic aggregating 193,008 tons could 
he retained by the East Indian Railway in competition, and is not likely to be 
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I’outcd via a Lower Ganges bridge, while railway materials would unquestion- 
ably trare] over the Bengal and North-Western Kailwav route and use such a 
bridge. The balance of traffic, consisting of about 600,000 tons of public 
merchandize imported^ into and exported from Calcutta, would bo subject to 
competition or arrangement. Tlio administration of the Bengal and North- 
Western Baihvay considers it could secure the whole of this traffic, while the 
Agent of the East Indian llailway maintains that with fair treatment, i.e., . 
provided equal through rates prevail by both routes, the traffic would continue " 
to travel via Mokaraeli. With this apparently conflicting evidence an exami- 
nation in some detail of the nature and weight of the various commodities 
crossed at Mokameli is necessary in order to form some idea of the division of 
the traffic between the rival routes during competition. The outwards traffic of 
the Bengal and North-Western llailway, including that carried short of Calcutta, 
consisted mainly of the following ; — grain and seeds 335,000 tons, saltpetre 

11.000 tons, tobacco 10,000 tons, sugar 7,000 tons, and miscellaneons merchan- 
dize 34i,000 tons. Practionlly tho whole of tho first four commodities and a 
preponderating weight of the last could be routed to serve the interests of the 
Bengal and North- Wostcra Railway, so that tho division of this outwards traffic 
between the two crossings might fairly be assumed to ho in the ratio of 10 vid 
Mokameh and 3S7 via tho Ganges bridge. In regard to traffic in the opposite 
direction, tho largest items arc piece-goods 16,000 tons, im-tals 10,000 tons, oil 

17.000 tons, gunny 7,000 tons, salt 65,000 tons, and miscellaneons morohandize 

20.000 tons. The competition for i>ieoe-goods, oil, gunny, and misoellancous 
items would probably he .severo, but the route favoured by the Bengal and 
North-Western Railway should secure about three-fourths of tho tonnage des- 
patched from Calcutta. Tho East Indian Railway, from tho fact that tho bulk of 
the salt and a portion of tho metal traffic originates on the Howrah side of tho 
Hooghly, has some advantage in competing for these commodities and might 
sucooed in carrying two-thirds of tho traffic. On these assumptions, tho inirards 
traffic of tho Bengal and North-Western Railway despatched from Calcutta 
would he carried vid Molvamoli “and the Lower Ganges bridge in the respective 
proportion of 65 and 70. Summarizing tho foregoing results, and applying them 
to tho figures for ItJOl, the Calcutta traffic under competition would have been 
routed in the approximate proportions of 76.000 tons vid jMokamoh, and 

430.000 tons vid the route farourabloto the Bengal and North-Western llailway. 
Adding these weights to those of tho non-competitive items refcivcd to previ- 
ously, it will bo seen that, had compofcition , existed in 1004, the Bengal and 
North-Western Railway could in all probability have, out of a total traffic of 

736.000 tons crossing .at j\Io}<anich, diverted 467,000 tons to a bridge route over 
the Lower Ganges and could not have influenced 269,000 tons. 

This estimate being based on the existonoo of competition gives figures which 
would he approoiahly niTccted by any agreement for the division of traffic, and 
it is consequently necos-^ary to enquire into the probability of such an arrange- 
ment being oomo to. G'>vornmont would naturally he desirous that competition 
should ho avoided, hut it is doubtful whether it would endeavour to enforce any 
drastic preventive measures. In tho first x>laco, by having sanctioned the con- 
struction of railways from Katihav and Banaghat to tho Ganges at Godagiri, it 
has to all intents and purposes established a jiraoticnl route vid tho latter 
crossing, so that any interference with the reasonable use of tho new connection 
would not only stultify past .aotion, hut might lay Government open to an 
undesirable charge of subjecting tho Bengal and North-Western Railway to 
unfair Ircatmcnt. In the second place, tho accordance of the fair treatment 
demanded by tho East Indian Railway would involve restriction- of tho liberty 
of a railway to vary rates between its sanctioned maxima and minima 
and might form an awkward preaedont, Tho East Indian Railway would 
certainly not submit tamely to tho loss of some 460,000 tons of traffic having a 
load of *264 miles. It is true that ns matters now stand it could not hope to 
secure the traffic in competition, and that any reductions of rates might pre- 
judicially affect tho earnings from traffic unconnected with the Bengal and 
NortU-WosIcrn Railway, but it could compel the administration of this Railw.ay 
to loAvor its rales for Calcutta and perhaps for other traffic to a very serious 
extent. It is moro than probable under these circumstances that both sides 
would find it financially advisahlo to hold up rates and either divide their 
ooinpctitivo traffic in fairly equal proportions, or in dofcronco to tho interests of 
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Government, to agree to an arrangement on the lines suggested in paragraph 
29 of this report. 

On the basis of these assumptions, and of an equal division of conipetitive 
traffic, the tonnage carried via Mokameh during 1904 could be re-distributed 
as under : — 



Ti& 

Malmmoli. 

T'ii 

Oaiices 

Bridge. 

Calcutta competitive traffic ....... 

Eailway materials ....•••■ 

Trafiio sbort of Calcutta ..•••-•• 
Other traflSc 

Tons, 

263,439 

'156,070 

20^488 

C.S-iO 

Tons. 

253,499 

ac’ooo , 

Totai 

416,447 

290,830 


The second alternative, on the basis of the arrangement suggested at the 
end of paragraph 29, would result in the following division, it being assumed 
that the whole of the traffic in question must pass through Barauni Junction 
and that railway material would still bo carried by the route 'most favourable to 
the Bengal and North-TTestern Eailway ; — 

Tods. 

j\fo]mDioIi ..••••.. C90,SSG 

„ Ganges Bridge ....... 36,000 

730,786 


The Agent of the Bengal and North-Wostorn Railway anticipates that the 
contemplated extension of his lino by *42 per cent, will increase the traffic 
carried between it and Calcutta by 50 per cent. This forecast appears some- 
what sanguine as regards the near future, and sufficient allowance for general 
development of goods traffic over the extended system will probably bo nlfordcd 
by adopting the tonnage given below as the weight of the Bengal and Ivorth- 
Westorn Railway traffic crossing a Lower Ganges bridge : — 

Tons. 

(1) With competition 000,000. 

(2) Under agreement !— 

(a) Equal division competitive traffic •. . . 400,000 
(i) Under terms detailed in paragraph 29 . , 50,000 

As regards passenger traffic, the highest number crossing at Ulokamoh in 
any one year was ’692,900, in 1906, of whom about ono-half travelled to and 
from Calcutta. TJnless, of course, the Bengol and NortU-'Westera Railway 
blocked its service between Barauni Junction and Mokameh Gh&t to an extent 
which neither Government nor the public would tolerate, it is doubtful whether 
any largo number of passengers would desert a route which, wijilo decidedly 
shorter, also comprises a longer length of broad gauge line than its rival. Ten 
per cent, of the whole fraffic would probably he an outside estimate of the 
possible diversion by Katihar allowing a 60 per cent, increase for the extension 
of the system, and considering 20 passengers as equivalent to tlie ton, the ' 
weight of Bengal and North-'Western Railway passenger traffic carried across 
a Lower Ganges bridge would be under 6,000 tons. In determining tho total 
Bengal and K’orth-'Western Railway traffic likely to n<?0 a Lower Ganges 
bridge, this figure may, therefore, be added to tho estimated tonnage of goods 
before detailed. 

In regard to the trans-Ganges traffic of the Eastern Bengal State Kail way, 
the tonnage of Calcutta traffic now handed over to the East Indian Railway via 
Hanihari Gh&t may be taken as the volume of traffic for which a via Godagiri 
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route would be tlie shortest. The latest awailable (1905) statistics ‘give the 
amount of this traOio as — 

Goods 88,738 ions. 

P.issengors . . ‘ • . • . 10,969 (numbei). 

The traffic crossing the river at Sara is for the same period returned as — 

Goods . • . « • . • . . . 4:66, 840 tons. 

• Fnssongers •.••••••. 359,690 (number]. 

There is every reason to suppose that these figures will increase, though 
possibly the development of traffic may not be so extensive or rapid as in the 
case of the Bengal and North-Western Eailway, whioh is not to the same 
extent restricted by the financial programme of Government. Bor the purposes 
of this report it may bo assumed, without serious error, that such increase will 
be 30 per cent., against 60 per cont. allowed for the Bengal and North- 
Western Eailway traffic. 

This assumption completes the approximate estimate of tonnage necessary 
for ibo formation of an opinion on the rolative suitability from a traffic aspect 
of the Godagiii, Isabpur and Eiita sites for the Lower Ganges bridge. Each 
site involves a certain increase of lead over tliat of the shortest route, and 
obviou-sly tho one which reduces the diversion of traffic to a minimum is best 
suited to transport requirements. The following st-itemont, based on the ton- 
nages estimated here, is designed to exhibit the loss in ton-mile-ige conse- 
quent on the adoption of each site under the different conditions previously 
discussed — 


Conditions undor wliloh traflto is 
cai-ried. 


2 

(ff) 


(*) 


UaDEB COMPETITIOK— 

Tons y B. AN.-W. R, 005,000 J 


110,000, 


earriid 1 It. B. S. B. 

Miles of ovcricnd 
I, OSS in ton-iniltago . 

UaBEK At^BBEMEST— 

Eqnnl division of oompetitivo 
traOio. 

Tom 'f B. .t N.-W. R. 405,000 \ 
carried (.B. B. S. B. 110,000 ) 

Mites of ovoi lead . . 

1/ues ill ton.iuilingo . . . 

Tebmb oiveb m FAnAanArn 20 

Tons <B.*N.-W, B. 53,0001 
candeitiE. B.S. B. 110,000 > 

Miles of overlcad 

Boss In tou-roilcsgo 


OODAOIBI. 

ISABrUB. 

Baita. 


15. B. 
State 
Enilnay. 

Total. 

Bengal 

ntid 

N.-W. 

Baihvav 

and 

B. B. 
State 
Bailtvay. 

15,B. 

State 

Railtray. 

Total. 

Bengal 

and 

N.-W. 

Railway 

and 

E. B. 
Scato 
Eailwoy. 

E.B. 

Stats 

dailway. 

Total. 

721,000. 

030,000 


721,000 

030,000 

«.• 

721,000 

680,000 

I*. 

0 

41 

••• 

4 

9 

... 

14 

0 

so. 

0 

25,830,000 

25,830,000 

2,884,000 

6,070,000 

3,554,000 

10,004,000 

0 

10,091,000 

4 

621,000 

030,003 


521,000 

030,000 

*•« 

621,000 

030,000 


0 

41 

... 

4 

0 

«». 

14 

0 

... 

0 

25,830,000 

26,830,000 

2,084,000 

5,070,000 

7,761,000 

7,291.000 

0 

7,201,000 

171,000 

030,000 

•*» 

171,000 

C30,O0C 

... 

171,000 

030,000 

• a. 

0 

41 

••• 

4 

0 

*• 1 

14 

0 

tl 

0 

25,830,000 

2.3,630,000 

1 084,000 

5,070,OOC 

0.851, OOC 

2,301,000 

0 

2,301,000 


I 



1 

1 


1 

1 


■ Eroni this table it will he soon that, as regards suitability from tho 
traffic aspect, Godagiri is quite cut of tho question, while Raita possesses an 
advaniogp over Isabpur except under unrestricted oompotition. 

20. So far as tlio public is directly concerned, the selection of tho most suit- 
able site for tho bridge is governed by the 
Bridge looatiou as affected by pubho conditions necessary to socui’o cheap 
rcquircMientB. freight charges, decrease of loss and 

0 
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damage to consigaments, quick transport, personal convenience, and rapid 
bridge construction. Lovr transport obargcsaro mainly dependent on direct- 
ness of route, and would perhaps ho best assured by building the bridge at 
Isabpur, though the dillorcnco in the overloading between this site and that 
at Raita is so small -as to be negligible. The location of the bridge at 
Godagiri would distinctly increase the length of the routes travelled 
by the bulk of trans-Ganges tmllic, and result in an appreciable and 
permanent tax on trade. In the majority of cases loss and injm'y to consign- 
ments can be directly traced to transhipment, and accepting the impracti- 
cability of gauge conversion north of the Ganges the drawback can only ho 
best removed by placing the bridge at Isabpur and extending the metre 
gauge over it to Calcutta. The through spoed at which goods can be carried 
depends on transhipment, lead, and the proportions of broad and metro gauge 
in the route. Of these transhipment is generally the greatest source of delay, 
and as before remarked its elimination is easiest at Isabpur. For shortness of 
route the Isabpur site also holds a slight advantage over that at Baita, while 
both are decidedly superior to the one at Godagiri unless heavy expenditure on 
connections is incurred. The mileage of a broad gauge liiie in the Godagiri and 
Baita routes is dependent on the location of tho junction between the two 
gauges, hut in the near future there would probably be but little difference 
in the two lengths. In regard to passenger traffic, tho main requirements 
are that the arrival and departure times of trains at principal stations should 
be nt suitable hours, and that change of carriage he avoided or, at any rate, . 
made at convenient times. 

21. Bapidity of construction is perhaps a minor factor in the choice of 

i. a -j-i. i? ^ould no doubt take longer to 

Location as affected by rapidity of construct a bridge at Isabpur than at 
construction. Godagiri or at Baita, hccauso tho site is 

not connected with main lines and little or no w'ork could ho done till the 
connecting lines were built. Godagiri is nearer tho main source of stone 
supply than Raita, and this no doubt might give it somo advantage in tho time 
likely to ho required for tho construction of the bridge. Rut aflcr all tho 
longer lead for stone supply can ho overcome by increased plant and, with proper 
arrangements, no more time should he required to construct a bridge at Raita 
than at Godagiri. 

22. In paragraph 12 of tho momorandum by tho Railway Board, some 

, , . stress is laid on tho advantage likely to he . 

Location as affected by the opening secured by tho adoption of the Board's 
up of new country. Rampur Boalia schemo in opening out 

a new tract of country south of tho Gauge.'!, and in paragraph 15 of the 
same it is stated that this would confer solid advantages on tho trade 
of the Port. Prom information supplied to ns by tho Government of 
Bengal, Public Ti^orks Department, wo are enabled to state that up to 
1903 that Government did not include in its sohemes for new lines sub- 
mitted from time to time to the Government of India any proposals for 
a line through the tract of country refoiTcd to by the Railway Board, In 
1903, however, the District Board of Nuddea began to advocate tho construction 
of a light feeder railway from Krishnagar viu Meherpur to Jolinghoo or say 
to the right bank of tho Ganges opposite Bnmpur Boalia. The Government of 
Bengal consulted Mr. J. Munro, c.n., formerly of tho Indian Civil Seirice, 
who possesses great local knowledge of this tract, in regard to tho proposals 
for this light railway. Mr. Mxmro, who was opposed to the schemo, wrote as 
follows : — 

“ Nudde.! is a poor district and tho ryots of tlio tract througli which 
the lino passes are, ns a whole, in many places the poorest in 
Buddea. The tract is notorious in times of pressure, scarcity, or 
famine and the ryots generally have not much to spare for travel- 
ling.” 

Tllr. Munro considered that it would be a better policy to improve the 
waterways serving the tract, rather than to provide railway communication. 
The Eastern Bengal State Railway authorities have since prepared a detailed 
survey and project for tho light railway from which it appears that the gross 
earnings are estimated at Bs. 1,37,882 per annum, equivalent to Bs. 48 per 
mile per week. Tho country is fairly well served at present by the rivers 
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Commercial aspect of the various 
bridge sites. 


Matablianga aud Ohurni on tlio east and by the Jelingbee on tbe ivest, streanis • 
whicb. are navigable by small boats throngbout the year and by steamers during 
tbe rains.^ A railway, other than a light feeder lino through tliis tract, is not in 
our opinion demanded at present, and it Trill certainly not confer any solid 
advantages on Calcutta as a port. - 

23. We think that due weight should be attached to the fact that the bulk 

of the goods traffic Tvbioh noTV uses the 
Sava ferry route, is jute and that Haifa is 
undoubtedly tbe most desirable and con- 
venient route for this, a staple which is perhaps more important to_tlie Calcutta 
trade than any other. The present traffic in jute via Sara is capable we believe 
of very considerable expansion. By the construction of the projected lino from 
some point north of Sara to Sorajganj a large and fertile tract of country entirely 
devoid of railway oommunioation will be opened up. Ample evidence has been 
tendered in the course of _ our enquiry to show that this lino will he of 
considerable benefit to the jute trade and industry. If the bridge is built at 
Haiia, it will he possible, and pei'haps economically correct, to construot an 
extension to Serajganj on the broad gauge. In fact u’o have been told by 
the Manager of the Eastern Bengal State Eailway that the project has been 
prepared for a broad gauge line. Direct unbroken oommunioation on one gauge 
from Serajganj to Calcutta would undoubicdly be a very groat boon to the 
jute trade. If, however, the bridge should be built at Isabpur the extra lead 
from Serajganj to Calcutta will bo so great that the traffic prospects might 
not bo Buob as would justify a broad gauge lino. And if, again, a bridge were 
built at Godagiri tbe extra lead would be, we believe, prohibitive to such an 
extent that tbo branch to Serajganj would never be built. Clearly then since 
if tbe bridge is built at Baitn far bettor facilities can be given to Serajganj, 
which is, next to Narainganj, tbo largest jute mart outside Calcutta^ than 
at any other site, llaita possesses advantages in a commercial sense which 
the other sites do not. Jute may bo considered typical of tbo Eastern 
Bengal State Railway traffic, and wheat and seeds of tbe Bengal and North-' 
Western Railway traffic. Wc desire to remark that tbo trade in the former, 
to the host of our holiof, must always he very much more stable than in the 
latter. The vast mill industry of CaleOtta ran.st obtain its slocks of raw jnte 
annually and Bengal has practically a monopoly of jute export, because jute 
is practically speaking not produced in any other country. On tbe other hand, 
the wheat export trade from Calcutta is of a most uncertain character, whilst 
the consumption locally is small. Linseed, too, is possibly not free from un- 
favourable inQuonoes sinco it is produced in various countries. Our conclusion 
is, therefore, that Baita is best suited for a bridge, judged from a commercial 
aspect only. 

2di. Tbo Railway Board have expressed the opinion that tbe location of the 
. -j Lower Ganges Bridge at cither Sara or 

Avoidance of duplication of tbe ridge. Godagiriwill eventually be followed by 

tbo building of a second bridgo at tbo other site, and that tho only way of 
avoiding this duplication lies in tbe selection of tbo intermediate position 
atRampur Boalia (Isabpur). The Agent of the Bengal and Nortb-Weslorn 
Railway has stated in his evidence that unless tho bridge is built at Godagiri 
or Rampur Boalia his administration will construct one at the first mentioned 
place. The Manager, Eastern Bengal State Railway, considers that the 
over-lending of traffic by over 25 miles would justify the construction of 
another bridge, and on this ground maintains that a bridgo at Godagiri would 
not enable one to be dispensed with at Sara, and that the adoption of tbo Sava 
site would obviate tho necessity for bridging tho river at either Rampur 
Boalia or Godagiri. In respect to Bengal and Korth-Westorn Railway 
traffic, bridges at Isabpur and Raita would, as previously shown, 
increase Odlcutta leads by 3-2- and 18f miles, respectively, and that 
as regards Eastern Bengal State Bailway traffic, bridges at Isabpur and 
Godagiri would increase distances by 8^ . and 40J miles, respectively. TJndci’ 
these circumstances it is quite clear that the location of the bridgo at Godagiri 
must nocGssitato the provision of a second bridge at no distant date to serve the 
Sara traffic, while tlie adoption of either tbo Isabpur or Raita site will avoid all 
real necessity for a bridge at Godagiri, Unless based on erroneous miloago, or 

0 2 
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on reasons connected witb competition, the contentions of the Bengal and 
North-Western Railway are difficult to understand.' In competition with the 
East Indian Railway no doubt every mile added to tl»e longer route will 
militate against its success in securing traffic ; but if so small an increase as 
about 14 miles can jeopardise its power of attraction, the encouragement of the 
route can hardly be to the interest of either Government or the public. '.We 
therefore think that the prediction implied in the memorandum, of the Itailway 
Board regarding the ultimate necessity of two bridges over, the Lower Ganges 
may be disregarded, and that the possibility of an Upper Ganges Bridge 
being constructed between Bliagalpore and Molcameh is a far more probable 
contingency. The advantages likely to be conferred on trade by the Lower 
Ganges . Bridge are almost certain to stimulate the demand for one over the 
Upper Ganges, and if this is built, the necessity for a second Lower Ganges 
Bridge .will never be likely to arise. 

26. It has been shown that the building of a second bridge over the Lower 

, Ganges can be avoided if either 'Isnbpur or 

Maintenance of a ferry in addition is selected as the site for a bridge, 

0 a ri g . .£ jg s6lect'*d further ex- 

penditure, either on improved communications or on a second bridge at Eaita, 
would be necessary in the immediate future. If Raita is selected it may be possi- 
ble to close the ferry at Godagiri, for there is scarcely likely to be any develop- 
ment'of local traffic demanding it or which would make such a forry remuner- 
ative or even pay its working expenses. If, however, Isabpur or Godagiri is 
selected the Sara ferry would certainly have to be rotuined to servo the local 
traffic between Obuadonga and Nattore in the one case and between Ranaghat 
and Nattore in the other. Even this reduced ferry would cost possibly li to 
2 lakhs a year to work. This is another consideration of some importance in 
favour of the Raita site. > 

' 26. At this stage it will he convenient to briefly summarize the relative 

, advantages and disfidvantages of the three 
Summary of comparative merits of proposed bridge sites at Godagiri, Isabpur, 

and Raita ns judged by conditions uncon- 
nected with the extension of the metre gauge south of the Ganges. It is to he 
noted in the first place that, so far as physical suitability is concerned, there is hut 
little to choose between the three sites, and that any small advantage at i resent 
existing rests with Isabpui’, In regard to cheapness of construotion a bridge and 
its connections at Raita would cost from 25 Co 36 lakhs of rupees loss than 
similar works at Godagiri or Isabpur. The Raita site would also avoid a waste 
of the money already spent on duplioating tracks between Ranaghat and Porndab, 
and obviate the necessity for any further doubling of broad gauge lines south of 
the river. The adoption of any site hut Raita will not admit of the abandon-, 
ment of tho present expensive and difficult ferry service at Sara, and unless 
sites at either Sara or Isabpur be selected there is a strong probability of a 
second bridge over the Lower Ganges being required. So far as public 
convenionoe is concerned, crossinga at Raita or Isabpur olfer about equal 
facilities, while one at Godagiri would be decidedly inferior unless heavy outlay 
on direct mil conuections ho incuiTcd. As regards rapidity of construction tho 
Godagiri site is perhaps the best, though it holds hut slight advantage over 
that at Raita. Both these sites however are decidedly bettor than the one at 
Isahpm*. So far as the opening up of new country is affected, this factor has 
been shown to he of comparatively small importance and can safely be 
neglected in weighing tho relative advantages of the different sites. Unless 
large expenditure is incurred on tho construction of chord lines, a bridge at 
Godagiri is far less suited to traffic requirements than bridges at Isabpur of 
Raita. As between these two sites it will probably ho found that under actual 
working conditions the latter will involve less over-loading of traffic and also 
better suit the transport of the commodities in which Calcutta is specially 
interested. 


27. It may be as well to compare tho cost of transporting the traffic over 

tlie Ganges at Sara by- ferry and by 
bridge. As regards the present ferry 
the Manager, Eastern Bengal State Rail- 
way, has submitted a statement to show the annual cost of working 
Appendix E*). 


Comparison of cost of working a 
ferry with working a bridge. 



KEPOnT OF THE GANGES BHIDGE COMMITTEE. 


21 


It is pci'linps difficult to estimat-j the cost of •working a bridge with any 
approach l,o accuracy. But the following is ofCercd as an approxiunte forecast. 

already shown *in paragraph 10, the cost of a bridge at B-aita with its 
approaches and transhipment station will amount to 1 63 lakhs. It is considered 
correct to include the cost of a transhipment station and also that of handling 
in the ■w’drking cost of a bridge, because the cost of the transhipment is 
included in tho working cost of the ferry. It is assumed tliat the comI)ined 
traffio, when a bridge is opened, will be on an average 38 fr.ains a day from tho 
Bengal and North-Western Bailway and Eastern Bengal State Railway single 
metre gauge lines; and that 26 broad g.'iuge trains will suffice to cai'ry on 
this traffic. Also that tho transhipment of one million tons in a year will 
cover all tho requirements of 38 trains a day, passenger and goods. Tho 
rate of working a train mile on the broad gauge section of the Eastern Bengal 
State Railway has been taken from tho administration report of Indian Rail- 
ways for 1905, and the cost of administration and special and miscellaneous 
expenditure has been deducted in order to arrive at a fair actual rate. That is 
Rs. 2*09 per traiu mile. 


Forecast of toorHuff frajfic over a bridge at Maita, 


Rb. 

(3) Zatercst on ISS Inkhfi at 3^ per cent. . . . 6,73,760 

(2) Maintenance at 1 per cent, per annum . . . 38,260 

(3) "Working trains 20, for 305 days for 5*70 miles, at 2*09 

per train milo l,lS;06i 

(4) Cost of tr.anshipping 1 million tons at 2 annas a ton . 1,25,000 


Total . 6,60,054! 


If the traffic doubles itself the relative increase in cost will be small, since 
the additional interest charges under (1) would only inorcaso to a very small 
extent on account of further outlay at the transliipping station, while ’(3) and 
(4) would be perhaps doubled. Possibly the total annual cost of working 
double the traffic over the bridge would be 11 lakhs, or not much in excess 
of what it now costs to work the present Eastern Bengal State Railway traffic ’ 
alone by ferry, and this without reference to consequent economies at other 
ferries. 


28. In the carrying of passengers and goods between Calcutta and the 
m , . , country north of tho Ganges served by the 

iransmpmem;. metro gauge systems, tho avoidance of tran- 

shipment is of such advantage tiiat no ordinary diffioultios should be allowed 
to prevent its aocomplishment. 

To passengers tl>o matter is mainly a question of increased comfort 
in travel, but with regard to goods, though the mercantile community, as 
will bo seen from the evidcnco tendered, do not anticipate tliat wagon to 
wagon transhipment will be the cause of much delay or loss or damage, 
yet there is tho ' loss to tho carrying agency in handling and in the looking up 
of stock. 


The delay caused at the. existing ferry at Sara is very variable, depending 
largely on the pressure of traffic, tho state of tho river, and other incidental 
ciroumstance.s, but witli a bridge this delay will be capable of great 
reduction. Wc are informed by tho Agent of tho Bombay, Baroda and 
Central India Railway, wlio has supplied valuable information regarding the 
well-known Sabarmati transhipment station, that tho detention to wagons is 
from 18 to 20 hours. This detention of course represents a loss to the railway, 
but it is a loss which cannot be easily measured in money. Tho delay to goods 
wagons practically amounts to this that a certain quantity of rolling stock 
has to bo provided to do tho same work which, without transhipment, could be 
done by a less quantity. Similarly coaohing stock will also bo detained, 
but the quantity and time involved are probably loss than in the case of goods 
.stock, though the cost may bo nearly as groat. Too many assumptions have 
to be mado to admit of any exact estimate being prepared, but a rough calcula- 
tion has been mado [see Appendix L] which shows that tho cost of detention of 
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rolliu" stock at the transhipment station on the north bank of the Ganges 
' -vrould be about 2} lakhs per annum. 

An estimate of the total cost of transhipment between two gauges has beea 
prop^red from information supplied by the Bombay, Baroda and Central India 
and' Eastern Bengal State Kail ways [see Appendix N]. 

Since the conversion of tlie metre gauge railways on the north of the 
Ganges is, as pointed out by the Kailway Board, beyond tlie scope of practical 
finance, the adoption of some arrangement whereby the bodies of the metre 
gauge stock can be rapidly and cheaply transferred to and worked on broad 
gauge trucks, is worthy of consideration. This has been suggested in the 
evidence tendered by Mr. T. McMorran and the statement submitted by 
the Manager, Darjeeling- Himalayan Railway, and although the arrangement 
referred to involves serious di£Q.oulties when applied to Indian rolling stock, 
it is possible that the problem^ admits of practical solution. The idea, 
at any rate, deserves consideration and experiments might perhaps, with 
advantage, be carried out on a small scale to test the feasibility of this 
method. 

29. Taking Barauni as the starting point for the Bengal and North- 
Beasonahle facilities to he afforded Western Kailway trafSc, this being the 
to the Bengal and North-Western station where traffic would be diverted from 
Railway. the vi& Mokameh route for a Lower Ganges 

Bridge route, the distances to Calcutta are : — 

Miles. 

rid Raittt 378^ 

„ Godagiri 359 J 

Idore by Baita ......... 13$ 

That is 3'8 per cent., and such small extra mileage can surely not be con- 
sidered unduly prejudicial to the interests of the Bengal and North-Western 
Railway. 

The Directors of the Bengal and North-Western Railway altaoh great 
importance to the provision of a route independent of the East * Indian Rail- 
way between their system and Calcutta. The ostensible reason given in 190S 
* for their insistence on the attainment of this object was that the East Indian 
Kailway was unable to deal with the traffic at the time when its prompt 
transport was most important. Whatever may have been the state of affairs 
prior to 1903, the Agent of the Bengal and North-Western Railway is now 
unable to furnish us with a single recent instance of the blocking of 
ordinary traffic by the East Indian Railway, while the officials of the latter 
administration assert that, since 1902, there have been no complaints of any block 
at Mokameh ferry owing to the East Indian Railway failing to supply wagons 
for onwards cairiage or of delay in transhipment, nor have there been any 
complaints as to fault in the provision of facilities for outwards traffic to the 
metre gauge railway. Difficulties oertainly have occurred iu connection with 
the transport of coal ; hut the Bengal and North-Western Railway were not 
solitary sufferers in this respect, and the trouble was attributable to shortage 
of broad gauge stock, and congestion at the coal-fields, rather tlian to any 
cause removable by the provision of a route independent of the East Indian 
Railway. At the same time the numerous ocoasious when the Mokameh ferry 
service was interrupted by stress of weather and vagaries of the river show 
that the Bengal and North-Western Railway ought to have a reliable route to 
Calcutta, though that can hardly he advanced as a substantial reason for 
such route to be independent of the East Indian Railway. The true cause 
would seem to be a natural and not altogether unreasonable attempt to secure 
as long a lead as possible over the home line for its Calcutta traffic. This object 
wiU. be obviously best attained by the exchanging station with the foreign railway 
being at an end, and not near the centre of the system. If this explanation 
be correct the insistence of the Bengal and North-Western Railway on the 
Hatihar. instead of the Mokameh route, and the value placed on the shortening 
of the former connection, is not difficult to understand. A similar policy is 
adopted by praotioally every railway in India, especially iu connection with 
its outwards traffic, and unless carried to extremes cannot be considered 
unreasonable. Unfortunately, in their endeavours to secure longer loads, the 
administration of the Bengal and North-Western Railway do not err on the 
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side’ of moderation ; and though we hare every sympathy ' "with - efforts 
• directed to a - fair ■ distribution ' of the Calcutta trafiio , between the two 
routes* 'vt'o cannot view as reasonable the attempt made to secure the 
■whole at a heavy loss to Government and a substantial sacrifice of public ' 
interests. This opihion'would seem to be also shared by the Eailway Board, as 
during the course of our investigations they authoritatively stated .that 
the whole of the railway giving access to Calcutta from the Bengal and 
Nortb.-^' estern E-ailway via Eaiibar is to be owned and worked as a 
State Railway. As this decision will doubtless lead to considerable modifica- 
tions of Ibe concessions indicated by the Board and Agent of the Bengal' and 
North-'Vl^estern Railway, no useful object is served by discussing them, and 
our, remarks will, therefore, bo confined to a considoratiou of the condi- 
tions necessary to give that system reasonable access to Calcutta. The 
distances for .charge between Barauni and Mokamdi and between Barauni and 
Ratibar are 27 and 112 miles, respeotively, so that the via Ratiltar route gives 
the Bengal and North-Western Railway an extra lead of 85 miles. Assuming 
an annual traffic of 600,000 tons carried at an average rate of ^-th pie per maund 
per mile, and a fair charge for haulage, the profit to be obtained by carriage 
under competitive conditions at i^jjtb pio per maund per mile over this additional 
distance may ho placed at 3^ lakhs of rnpees per annum, an amount which 
would be realized by the gross receipt of the same volume of traffic carried 
19 miles at ■Jth pie per maund per mile. In other words, the Bengal and North- 
Western Railway would lose nothing by abstaining from competition in return for 
the gross receipts of 19 miles of tho East Indian Railway portion of the Mokamch 
route. Under actual conditions, many oases would arise whore the Bengal 
and North-Western Railway would not have to go down to P>e per maund 
per mile on the Katihar route, and also considering the loss they can cause 
the East Indinn Railway, it is questionablo whether they would he satisfied 
with hare compensation. Under these oiroumstonces, an allowance of the 
receipts of 19 miles w'ould ho insulflcient, but if tho length be increased to 
30 miles, tho Bengal and North-Western Railway would receive liberal 
compensation for tho routing of their traffic via Mokameh. The Manager, 
Eastern Bengal State Railway, estimated in 1906 that, neglecting the set-off of 
the Government share of tho profits of the Bengal and North-Western 
Railway, the loss to the State by diversion of that Railway’s traffic via 
Katihar would be Rs. 3-1 -2 per ton, if an average rate of fth pie per maund 
per mile wore assumed. On tho basis of 600,000 tons of traffic this loss would 
approximaloly amount to Rs. 18,60,000 per annum, so that even if tlio State 
absorbed tbo whole profits of Rs. 3,50,000 for which the Bengal and North- 
Western Railway are struggling, a loss of Rs. 16,00,000 would be incurred 
by tbo diversion of -tbo traffic in question from tlio shortest route. It is, 
therefore, utterly opposed to the interests of Government that the Katihar route 
should bo encouraged to oompeto ’U’ith the shorter one via Mokameh. With 
this fact in view, and also in order to avoid interference with the existing 
rights of the latter route to reduce rates and fares to tho sanctioned limits, 
we are of opinion that tho total charges by tho longer should exceed 
those of the shorter ronlo by at least the “competitive' differenoo.” 
Subject to these restrictions tho Bengal and Nortb-Wostorn Railway might be 
allowed running powers, between Katihar and tho traushipmoat station near 
Nattord, the right to quote such rates and fares over the Nattoro-Calcuttu section 
as -would not affect the local rates and fares of tho State line, and unprejudiced 
treatment at tho transhipment station. As regards the quotations of rates and 
fates, tho restriction of this power to traffic passing botwcou Bengal and North- 
Western Railway stations aud stations on tiio Eastern Bengal State Railway 
between Naibati and southern termini would appear to meet requirements. 
Independent control of the transhipping station is not absolutely necessary, 
but if it can bo arranged without compromising State interests, might be 
introduced in doforonco to the known views of the Bengal and North-Western 
Railway. One method of offeoting this oonoession consists in controlling tho 
coods transhipment station by a joint committee, composed of ropresenlativos 
of the two Railw'ays concerned and of tho Port Trust Railway, the discipline 
and appointment of tho staff being vested in tbo last named authority. The 
foregoing proposals may bo summarised as under — 

(1) Both routes to bo available to tbo public. 
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(2) On all trafiic caiTied from Bengal' and Nortli- Western Bailway 

stations via Mokameh to Calcutta, that railway to be credited with 
30 milps of the East Indian Kailway portion of the route in 
addition to its own lead. 

(3) Bates and fares via Mokameh and viS Katihar to Calcutta termini 

to difEer by the competitive difference. 

(4) Subject to the above restiiotions, the Bengal and North-Western 

Kailway to be allowed to quote through rates between stations on 
its system, and Naihati to Budge Budge, Diamond Harbour, 
and Mutla, stations on the Eastern Bengal State Bailway. 

(5) The imposition of blocking charges of every description, designed 

to upset these proposals, to be generally prohibited. 

(6) The Bengal and North-Western Bailway to be granted running 

powers between Katihar and the transhipment station near 
Nattore. 

(7) The goods transhipment station to be worked under impartial manage- 

ment. 

30. In paragraph 16 above allusion has been made to the number of 

, .. -la- 1 . -a tracks for which a bridge should be built, 

building the bridge consider this is a matter which 

* deserves very careful consideration we offer 

the following remarks. Mr. Spring’s estimates of the cost of a bridge, whether 
at Raita, Isabpur or Godagiri, are for a single line bridge* It is dijQQ.cult to 
understand wliy he did not estimate for a double line, because he recognised 
that the broad' gauge line for which his bridge was designed must be doable 
track from Calcutta to the Ganges and he provided for such double track in the 
cost of connecting lines. There can be little doubt that a very considerable 
trafiSc could be worked over a single line bridge, the 'approaches to which are 
double track. Still it is difficult to bolieve that more than one train could 
be worked over it in 16 minutes, considering the delays in starting heavy 
goods trains and in working them with absolute continuity and regularity. 
Assuming an average of 15 minutes per train, 96 trains per day could be passed 
over the bridge. On the assumption that the broad gauge line is extended over 
the bridge, it may be reasonably expected that a single track would accommodate 
the traffic for at least the next 16 years, and it may also be predicted that 
the time will come when a single broad gauge track will not accommodate all the 
traffic. From this point of view then, alone, a bridge ought to be built for double 
track : but there is another reason why this should be done. Circumstances may 
arise in the future under which extension of the metre gauge system to the south 
of the Ganges becomes desirable ; if a bridge is built single track it is certain that 
it will not accommodate both gauges, whereas if it is double track the accom- 
modation of both will be provided for and the cost of a second bridge will 
he avoided. The total cost of a single track bridge, exclusive of approaches, 
is estimated by Mr. Spring as varying from 110 to 130 lakhs, according to the 
site selected, and it is believed that the extra cost of a double track bridge will 
not amount to more than 13 to 16 lakhs, of which fully 80 per cent, would 
be in extra girder work. Considering, however, that a large proportion of the 
outlay of the bridge will not vary, whether the bridge is for single or double track, 
it seems extremely reasonable to insist that it should be built for the latter. ' 
Taking the extra outlay of 11 to 14 per cent, above Mr. Spring’s estimate, 
the expenditure common to both a double and a single line bridge will vary from 
70 to 90 lakhs for a bridge costing from 110 to 130 lakhs. 

31. The Agent, East Indian Bailway, raises in paragraph 9 of his statement 

of 28th January last (s^e Appendix tbe 

Safetyof the Kosi Bridge. question of the future safety of the Kosi 

Bridge. 

Obviously if the Kosi Bridge was at any time destroyed by the Ganges, 
the route for the traffic of the Bengal and North-Western Railway and Tirhut' 
State Railway, which it is proposed to create via the Lower Ganges Bridge, 
would lose all its advantages. W e therefore considered it desirable to ascertain 
what the actual position of the Kosi Bridge is. Letter No. 828 C., dated 9th 
February 1907, from the Consulting Engineer for Biailways, Lucknow (see 
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Appendix G), shows that the Ganges which, sinoe 1904, had been in such close 
proximity to the Kosi Bridge that damage to the training works caused the 
authorities of the Bengal and North-Western Railway great anxiefy, has 
recently commenced to recede. If the Ganges continues to recede, no doubt the 
opportunity will he taken to extend the training works in such a manner 
as to entirely prevent any danger to the Kosi Bridge in future years. 

32. The question referred to us is so intimately connected with the more 

difficult and' complicated one of diversity of 
Conclusion. gauge, that we at once realised that it was 

our first business to investigate the 
proposal to extend the metre gauge to Calcutta. We, however, recognised 
that we were not concerned with the general policy of Government as regards 
the admission or exclusion of this gauge to or from the great ports at present 
served exclusively by the broad gauge, and that it was merely our function to 
advise Government whether, in the particular case referred to us, it was 
desirable to extend the metre gauge to Calcutta as part of the general scheme 
for constructing a bridge over the Lower Ganges. 

Our view throughout the enquiry has been this — that there would be every 
advantage in extending the metre gauge, so long as it could be shown that 
full and complete terminal facilities could be afforded to it. We, therefore, 
made very thorough and careful enquiries info all the circumstances of the 
numerous terminal points, and into the working and handling of traffic in 
'them. We were conscions that we were placed in a very responsible position 
in advising Government regarding terminal facilities, and we frankly admit 
that we should have been glad to avail ourselves of the best and most 
reliable expert professional opinion on working two gauge termini bad it been 
possible to obtain this. Suob expert opinion ns we were able to obtain from 
the officials of the railways concerned was unmistakeably adverse to the admis- 
sion of the metre gauge ; but then these officials bad no experience in dealing 
with two gauges in the same termini, and they perhaps regarded the introduc- 
tion of a second gauge with some apprehension. 

We, therefore, have bad to roly on our own judgment and are unani- 
mous in the conclusion that complete terminal acoommodation cannot be 
provided. Partial accommodation, we believe, is practicable, but we cannot 
advise this, because we do not feel justified in supporting a scheme which, while 
being expensive, would still require a part, and probably by far the larger part, 
of the metre gauge traffic to be transhipped in order to deliver it at its natural 
termini. In our belief trade requires complete terminal accommodation 
without break of gauge ; and, if it cannot have that, the only alternative is 
entire transhipment. 

We are strongly of opinion that there can be no possible objeot in 
bringing the metre gauge south of the Ganges if entire or any substantial 
iran^lpment is required ; for, to do this would entail very large outlay, whilst 
the existing broad gauge lines already provide very ample transport facilities 
which are susceptible moreover of great improvement at comparatively small 
outlay. 

We have come to the definite conclusion, therefore, that we cannot 
recommend that the metre gauge bo extended to Calcutta. 

As regards the selection of a site for the bridge, and taking Godagiri 
first, we consider that this site cannot be compared in prospective advantages 
with the other two sites, and that it is to be regretted that it ever came promi- 
nently into notice. We hold that Isabpnr (Rampur Boalia) and Raita (Sara) 
are from a general point of view the two sites from which a selection should be 
made. The former of these, if the connecting line to the Eastern Bengal State 
Railway metre gauge line was built so as to shorten the route for the traffic of 
that railway, would, without doubt, be the more desirable, since it would then 
provide routes entirely acceptable to all the interests concerned. ^ But a far 
greater outlay (49 lakhs) would be involved and tlie_ completion of the 
work would be* seriously delayed. Unquestionably, if no lines existed on either 
side of the river, Isabpnr would provide an ideal site for trunk lines serving the 



26 


■ BEFOBX OF THE GANGES BBIDGE COMMITTEE. 


vast teriitoiy now 'occupied by metre gauge lines. But existing liuM cannot 
bo ignored, - and economy must alwayb be accepted as a ruling factor in the 
construction, of a bridge. Baita, on the other band, possesses some advantages 
vrbioh cannot bo secured by selecting Isabpur, and a bridge can be provided at 
the former site at a minimum outlay ; its only drawback being that the route 
for Bengal and North-Western Bailway traffic will be some 10 miles longer than 
by Isabpur, and that no improvement in connecting lines, so as to ^orten 
this, is feasible. 

As far as we see, provided the bridge is built for a doable broad gau»e 
track, the selection of Bampur Boalia (or Isabpur) is not essential to tSe 
introduction of the metre gauge, should the same at any other time be deemed 
advisable. A comparatively small deviation from the direct route would 
enable the metre gauge to serve from Eaita the same country the BailwaV 
Board desire to open up, although we are not satisfied the tract of country 
specified, at present requires additional railway facilities. Looking to the 
present state of railway^ finance, and reoognising that the funds for new 
railway works are limited, it is more than ever necessary to reduce 
expenditure on the bridge to a minimum, especially when the fact is accepted 
ijhat no distribution of the outlay over many years is advisable on a work 
which essentially demands rapid construe tion. 

We hold that Eaita provides the cheapest and, therefore, the best route 
for the Eastern Bengal State Railway traffic j and that since this traffic has 
no alternative route snob as the Bengal and North-Western Railway has via 
Mokameh, and is never likely to obtain one, it is entitled to the greater con-- 
sideration. Raita (or Sara) as a site has been accepted as unquestionably 
feasible by (1) Sir E. L. O’Oallagban’s Committee of 1890, (2)- Mr. 'E. J. B, 
Spring, the expert speoially deputed to investigate the Lower Ganges 
Bridge question in 1903 ; and it is preferred by the Governments of Ben^ab 
and of Eastern Bengal and Assam, while the Government of the United 
Provinces has refrained from expressing a preference for any particular site. ' • 

Again, the Government of India have recorded the following in the 
Histories of ’Bailway projects, 1904j-0B : — “ Of the three ^ sites examined 
Godagiri, Isabpur and Sara, the balance of advantage beihg in favour of tho 
Sara site tho Government of India have, recommended the construction hf the- 
bridge at that place,” 

We, therefore, as a result of our deliberations and supported by the 
views of the above authorities, leoommeud that the bridge be built at Raita.- 
■; The above conclusions may bo stated briefly thus : — ' ' , ’ 

(1) the metre gauge ought not to be extended south of the Ganges ; 

(2) the bridge should, be built at Raita. - - . - - / 

We wouldagain empbasise the fact that we consider the oonstruotion of’ 
a bridge over the Lower. Gauges is a matter of extreme urgency, and in tbis- 
we are .unanimously supported by all the witnesses who have’ come- before us,J 
event thpugh they have not been in agreement as to the most suitable situation! 

We do not think it is outside our sphere to lay before the Government of' 
Indiatwhat’has Beembrbught pronunently to our notice, viz., the universal hope 
and expectation of the commeroial oommunity and of the general public, that'/ 
tbeiinyestigation and report of this Committee will result in immediate and 
uraotieal action, as. rightly or wrongly there is a strong impression that the' 
appointed for the express pui-pose of assisting the Government/ 
of. India to come to an early final decision.'' Wo cannot conceal, from-'OurscIvesi 
the fact, and, we would respectfully desire to impress-the same on the.tJovern— 
xnenc of India (and we should be wanting in our duty if we did not do so). that . 
the mer^ntile community and.the general public have been, for many yearsi 
urmng the necessity fqr. a bridge across the Lower, Ganges, that , they oannojt' 
imderstand why, there.sbould have been such great delay iuineeting what'i8;an. 

A ^8®t, that the necessity has now become one of extreme urgency, 
and that the appointment of this Committee would point .to the.fact that the- 
question is now, ripe for a final decision. 
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XTrgency for a bridge. — ^The witnesses were unanimous on this point. 

y \ 

Admission of the metre gauge to Qalcutta termini. — ^The Port Trust, 
Eastern* Bengal State Railway and East Indian Railway witnesses were 
strongly opposed to the idea, and considered introduction throughout an 
impossibility. As regards partial admission while it would be possible to 
introduce it to a few termini they foresaw great complications in working and 
could see no advantage' to be derived, at all commensurate with the cost that 
would be incurred. Three witnesses considered it quite feasible, they gave 
their ideas in a general way and were unable to offer the Committee any details 
as they were unacquainted with the local conditions. The remaining witnesses 
were against the proposal. 


Eostension of metre gauge south of Ganges. — Most of the witnesses were 
examined regarding this and were with two exceptions in favour of keeping the 
transhipping arrangements north of the Ganges, the chief reasons given being 
less congestion, cheaper labour and land, and longer broad gauge lead. 


Bridge site. — Two witnesses were in favour of Qodagiri, one preferred 
the site near Rampur Boalia and the remainder advocated Sara. 


Transhipment. — ^The general opinion of the witnesses questioned on this 
was, that wagon to wagon transhipment is not the evil it is popularly supposed 
to be. The witnesses representing the mercantile community, while complain- 
ing of the loss and damage and delay under the existing arrangements at 
Sara, had not experienced and did not anticipate much inconvenience from 
ordinary wagon to wagon transfer in a well-managed transhipment yard; 
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EVIDENCE OF ME, W. B. HAtTCHlON, M.I.C.E., ENOINBEB.US^HIEP, BASTEBN BENGAL STATE 
' - ^ ' BAHiWAT, Taken on tho ISlih Jannaty, 1907. . 


1. Q. (Mr. MeZeod.) -^What is your opinion of the three sites before 
na and which we inspected ? — should not say that one possessed any great 
constmotional advantage over the other. 

2. Q. (Major Shelley.) — There, would be four sites if yon put in the 
Eampur ' Boalia site? — That is not a site at all from my point of view. 
I'rom an engineering point of view it is absolutely out of the question. The 
river is now to 6 miles south of Bampur BoaHa. 

• 8. Q. (Mr. MoLeod .) — ^Then there is no preference with regard to the 

_ three sites? — Isabpur at present seems to be one of the best of the sites, but 
there is very little difference between any of them. 

4. Q. Would it not affect the cost of the bridge if a site were chosen 
where the leading lines were completed, as against other sites where this is not 
the case ? — Tes. 

6. Q. It would materially affect the cost of the bridge and make it 
cheaper? —If the bridge were at any intermediate site where there is no 
approach line we ought to make approach lines ; there is material to be 
collected from several parts of the conntey j there are limestone, coal, protective 
stone, stone for the piers, iron work generally, machinery, sheds and cement, 
most of the materim except protective stone and probably some of that would 
be more quickly railed to the bridge site ; there would be delay if river transport 
were adopted. 

6. Q. There would be greater delay at Isabpur than at Sara or 
Godagici ? — Tes. 

7. Q- Do you consider a bridge over the Ganges an urgent matter ? — ^It 
has been urgent for the last ten years. 

8. Q. And there is great loss of money from the fact that there is no 
bridge there ? — There is. 

9. Q. Can you estimate as nearly as possible the direct loss ? — ^It has 
been estimated that the actual cost of maintaining the Sara ferry is about 
7 to 8 lakhs per annum ; of course against that you must put' the maintenance 
of the bridge. 

10. Q. (Mr. Dumayne .) — ^Have you special expenditure this year? — ^This 
year there has been heavy additional expenditure of 2 to 3 lakhs over and above 
the ordinary charges. 

11. Q. (Mr. McLeod.) — The ordinary charges were about 7| laths 
of rupees a year? — Tes, roughly speaking. These also include fires and 
depreciation, 

12. Q. So that if you take everything into account it would amount to 
something like 11 lakhs ? — ^It might be about that this year. 

13. Q. (Major Shelley .) — Do the 7^ lakhs include the actual cost of 
works ?— Tes. I can only speak from hearsay as regards the 7 to 8 lakhs, I 
have not calculated the figures myself. 

14. Q. What do you estimate would he the cost of maiatenance of the 
bridge ? — ^I cannot say that straight off, I could give you the information 
later on. 

E 2 
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16. Q. (President.) —Would it be less' than lakbs ?— Tea. 

16. Q. Would lakhs be about it ? — I could not say bffi-haud. 

17. Q. {Mr, McLeod .) — ^In connection uith tho present ferry there are a 
great many losses ? — ^Tes. 

18. Q. Oould you name some of them? — Detention of rolling 6took> loss 
by fire and theft, and wrecks of fiotilla. 

19. Q. Oould you roughly estimate the number of carriages required by 
the Safa ferry ? — I could not. 

20. Q. What do you consider the value of a wagon per hour P — Twelve 
annas a wagon per hour was the oaloulation made by me some years ago, and 
there has been an increase in the size of wagons since then. 

• 21. Q. How long does the busy. season last? — From the middle of July 
to the middle of Marob. 

22. Q. Supposing that the ferry is working smoothly, how many hours 
are wagons detained on account of transhipment P—I am not a traffic expert, 
but I should say at least two days, on each side, they cannot turn a wagon 
round on an average much under that. 

23. Q. Have you over seen a mixed gauge worked at a terminal or port ? 

— ^No. ' * 

24i. Q. You have never seen the terminals worked at Madras ?— No. 

25. Q. Do you know the terminals' at Calcutta ?— I- know the Eastern 
Bengal State Hallway terminals very well. 

26. Q. Ootild the mixed gauge be worked with advantage ? — No. 

27. Q. Would it cause delays ? — Tremendous delays. 

28. Q. In working a ferry year by year you have certain incidental ex- 
penses ; can you over caloulnte on these works being permanent ? — ^We never 
can oaloulato what will happen from year to year. 

29. Q. Do you find that the coolie transhipment traffic at transhipment 
stations is too great for the coolie force now ? — 1 beliovo difficulties from labour 
frequently arise. 

30. Q. Were the traffic to increase to any great extent, then it would bo 
almost impossible to provide the labour required ? — ^It would be more costly 
than at present. 

31. Q. Would it not be a very serious matter for tho trade aotos^the 
Ganges suppossing a cholera epidemic were to occur ? What would happen ? — I 
am afraid tho whole of the goods transhipment working, or at all events 90 per 
cent., might be oompletoly arrested. 

32. Q. And in the case of a strike ? — Tho same thing would occur. 

33. Q. No goods oould pass backwards or forwards except a small quantity ? 
— No, and that only by very great exertions and by paying highly for those 
exertions. 

34. Q. Had you a serious block at tho ferry during tho past season ? 
—Yes. 

?^B. Q. How long did it last ? — I cannot say. 

36. Q. Are they now working under normal conditions or otherwise ? — I 
cannot say ; I don’t know if there is any block now, 

37. Q. Was it a fact that once or twice during the block there was danger 
of complete stoppage ? — Not this year. 

38. Q. Can you say anything about the oilcot of this block on prices on 
the other side of the Ganges ? — cannot say. 

39. Q. You are not aware that there was almost a rice famine because of 
the stoppage at Sara ? — 1 know that Calcutta merchants sent in several com- 
plaints about not getting stores for their garden coolies. I am not acquainted 
with that part of the business. 

40. Q. What is tho average cost of transhipment pof ton or per maund 
across the ferry ? — cannot say. 
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41. Q. Are thefts prevalent at the ghat ? — Yes, there are complaints. 

42. Q. And the railway have to pay large sums on aoOount of these 
thefts? — I believe so. 

" 43. Q. The construction of a bridge would mitigate that to a large ex- 
tent ? — ^Tes. . . ‘ 

44. Q. Because you have move command over the place, the lead being 
short, there would be better supervision ? — Quite so. 

45. Q. Has there been any fire on board the flats ?-— Yes, 

46. Q. Ifor which the railway were responsible and had to pay ? — They 
had to pay in one case I know. 

47« Q. If the bridge were constructed, would that risk not be greatly 
minimised ? — ^It would be done away with. 

48. Q. {Major Shelley.) — What are the details of the figure you mentioned 
of 7-^ lakhs for working the ferry service? — The witness gave items of 
engineering charges. A statement of details of all costs will be obtained from 
the Manager. 

49. Q. The lakhs relate to what? — It relates to everything; it is said 
to be the whole cost of working and maintaining the ferry both from an 
engineering and from a traffic point of view. 

50. Q. As regards the terminals in Calcutta could a mixed gauge be intro- 
duced into all station yards on the Eastern Bengal State Bailway ? — Yes. 

61. Q. 1 understood it was praotioally impossible in certain portions ? — 
Of course we could lay the tracks .except perhaps over slip switches, but 
we could not work them. 

52. Q. In other words from a traffic point of view this is impracti- 
cable ? — You could not work the goods yards on mixed gauge tracks. 

53. Q. In what yards would it be impracticable? — At Ohitpore and 
Sealdah goods yards j those are the two higg<*st yards. 

64. Q. The entry of the metre gauge, so far as you are concerned, would 
involve a very heavy outlay in giving separate entries into these yards ? — 
Very heavy. 

66. Q. Could you give us any idea of the cost ? — No. There is one very 
heavy item ; wo have laid portions of tbo lines with cast-iron sleepers and these 
would have to como out unless separate tracks wore laid. 

66. Q. As regards passenger traffic there would bo no practical difficulty 
in bringing the metre gauge into Calcutta? — ^It would be an easy matter com- 
pared with goods traffic, but the platforms would have to be lowered, 

67. Q- Failing the possibility of a universal metre gauge into Calcutta, 
is it possible to tranship at a convenient distance outside, say, Naibati?— Yes, 
quite possible, but land is expensive. 

68. Q. It would bo an expensive work ? — Yes. 

59. Q. Would any advantage accrue in any respect ? —None whatever. I 
don’t see any advantage in Naihati over any other station. 

60. Q. {F7’esident.) — Or Sara ? — None. 

61. Q. {Major Shelley.) — As regards transhipment at Parbatipur and 
Santahar in the event of the broad gauge being taken across the river, these 
would be comparatively small works ? — Of course you would have to split up 
transhipment ; a very great amount of jute comes down from above Parbatipur. 
I cannot sny what would' bo tbo cost of transhipment, but any way I should 
prefer a central station. 

62. Q. {Mr, Dumayne^ — What would be the coat of the Ohitpore yard ?— 
I cannot say. 

03. Q. What is tho area occupied ?-^I cannot say. 

04. Q. Oould wo get information as to tho cost of works and ' land 
separately ? — Tho witness said he would send in to the Committee^ figures on 
these points, separately as regards tracks, land, shedding and miscellaneous 
leee Appendix B], 
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65-i Q. Have you considered the question of putting sidings into the mills 
below Naihati ? — ^Yes. 

66. Q. As a practical aiTaugement ? — Yes. 

67. Q. What would it involve ? — ^In the first place, on whichever side of the 
main line of the Eastern Eengal State Railway broad gauge you place the 
metre gauge you will have level crossings at each junction. That is to say, if 
the metre gauge is on the east you must oross all the metre gauge wagons over 
the broad gauge to get info the mills on the west side of the line ; if the metre 
gauge is placed to the west then you have to oross all the broad gauge wagons 
over the metre gauge, that is twice, once when going and once when returning. 

68. Q. Would it be practicable to work the metro gauge and broad gauge 
at the same time into the mills ?— Yes, it would be-practicable; 

69. Q. Erom an engineering point of view ? — Yes. 

70. Q. Erom a trafSo point of view ? — Yes, there would be difficulties 
of construction ; we would have to make some alterations in .the weigh-bridges 
and turn-tables of which they have a large number ; they would require careful 
construction, and there would be difficulty in -making points and crossings as 
many of the points arc on curves. Seventy-five per cent, of the crossings would 
have to be specially made ; you could not use the standard crossings. 

71. Q. {Major Shellen.) — What are the usual terms on which sidings 
are given to the mills ?— Mills pay for all the work up to formation level, the 
railway pays for rails, sleepers and ballast. 

72. Q. Supposing that a siding is abandoned ? — Whatever is paid for 
by the railway could be taken back by tlio rnilwiiy. 

, 73. Q.' Then the cost of laying a third rail should be borne by the 

Government ?— Yes, except that inside the mill boundaries, nverytlung is paid 
for by tho mills. 

74. Q. Then the cost of a third rail inside the mill premises would have 
to he borno by the mill-owners, unless a special arrangement had been made 
by Government ?— Yes. There is another thing about tho track, wo would 
have to lay tho same section of vail as is now in the track ; all the permanent- 
way would have to bo of tho same typo. 

75. Q. {Mr. Dumayne.) — Can you say what the cost of this arrangomeut 
of laying the metre gauge into mill .sidings would be ?— I cannot say. 

76. Q. {Major Shelley.) — How many mill sidings are there? — 25 to 30 
and more are in prospect. 

77. Q. {Mr. Dumaync.) — Would you bavo to add say about 60 per cent, 
more for everyihing including M-eigh-bridges, other bridges and works ? — No, 
only the cost of tho third rail and points and crossings, except in cases where 
the mill sidings are laid witli cast-iron sleepers j there aro two sidings laid with 
cast-iron sleepers. 

78. Q. Would not now weigh-bridges bo required for metro gauge 
bogies ?— That is a question. They could not work metre gauge bogies on the 
present system without disconnecting some portions of tho gear underneath the 
wagons ; you could not turn metro gauge bogies on flio present turn-tables 
without altering either tho turn-tables or the bogies. 

79. Q. Would there ho delays in shunting with a metro and a broad 
gauge ? — behove so, special bufler frames with metro gauge couplings would 
have to be put on to the shunting engines. 

80. Q. Would there be an increased amount of shunting in having a 
mixed gauge ? — I don’t see how you ' could work the two classes of stock at 
tho same time on tlie same sidings. 

81. Q. In terminals would you not have to lay marshalling sidings 
to separate broad and metre gauge stock? — ^It would probably bo found 
convenient, 

82. Q, Yon would have to increase tho number of sidings? — Yes. 

83. {Mr. McLeod.) — You have said that in connection with having two lines 
there would be crossing from one side to another in, the way you explained. 
Would that not involve very serious delay to passenger traffic ? — Yes. 
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8^1. Q. And also be exceedingly dangerous ?— Yes, ' 

85. Q. In moving -wagons at eaob mill siding junction, -working all day 
and night ?• — Yes, there -would be a danger point at every crossing. 

86. Q. {Majot' Shelley.) — Each crossing -would have to be interlocked ?— T es 

87 . Q. It -would almost necessitate a special line for passenger trafdc ?-— 
Yes. On whichever side of the broad gauge the metre gauge line is situated, you 
■will have to cross one or the other.' One solution to avoid the danger points is to 
raise one of the lines over the other. If the line be raised, the cost would be 
enormous. If not, the danger of level crossings will be very great. 

88. Q. It would bo very dangerous to have mill sidings of any appre- 
oiable grade ? — Yes. 

89. Q. {Mr. Kar .) — ^You have told us -that front an engineering point of 
view you consider the site for coustruotiog the bridge at Sara Ghat is as good as 
that of Godagiri. Do you say so from a traffic point of -view ? — I believe that a 
bridge at Sara would serve the traffic of Eastern Bengal far better than one at 
Godagiri. 

90. Q. (Mr. MoLeod.) — How long have you known the traffic at Sara ?*— 
Since 1878. 

91. Q. (President.) — You recently inspected all the possible sites from 
Godagiri to below Sara ? — Yes. 

92. Q. What particular place would you select as the best practicable site 
at present ? — Just below Isabpur and above the off-take of the Burral river. 

98. Q. What do you consider the essential conditions of a thoroughly 
practicable site ?— I should like a hard bank on one side of the river, the 
abutment on the other side of the river on dry ground, and a greatest depth of 
20 feet of water. 

9'1. 0,. Do you consider these conditions would facilitate the construction 
of the bridge ? — Yery much. 

96. Q. Do you think they would load to a saving in time and money in 
the construction of the bridge P—Yes, to a great saving. 

96. Q, So much so that you would always advocate the adoption of an 
ideal site ? — Yes. 

97. Q. You say that the si to below Isabpur is at present an ideal site. 
Do you agree that that site in another year might be equally unsuitable ? — 
Yes, in anotlior year it might be altogether unsuitable. 

98. (J. Practically speaking it would bo impossible to select the exact 
site until you arc in a position to build ? — Yos. 

99. Q. Would you agree that it would nob be possible to do so until 
certain preliminary conditions had been settled ? — Yes, not until the material 
for the wells and guide bunds and the plant wore ready. 

100. Q. I think you will agree that the actual site might bo at any point 
in a 5*mile reach ? — Yes. 

101. Q. Would you get a site within a 5-milo reach ? — You probably 
would if you selected the reach. 

102. Q. Would you probably get it within the Isabpur reach ? — 

Yes. 

103. Q. Assuming that the Isabpur site were selected, do ydu think that 
the actual commencement would bo dohiyed in making connecting lines ? — 
It -would. 

104i. Q. You could not carry on preliminary operations at the same 
time ? — There would be great oxpeiiso. 

106. Q. Making these connecting lines would greatly delay the oonstruc- 
" tion of the bridge, would it not, and add to tho cost of it ? — Yes. 

106. Q. What period would elapse from tho beginning of operations to 
tho time that the bridge was open for traffic in the ease of Sara, and 
Godagiri ? — Pour years. < 

107. Q. All the same time ? — ^Yes, practically the same. 
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108. Q. At sites where- the rails are not np to the river side ?— Pive 

years. These are the shortest times ; it might take longer. . - 

109. Q. Assumin g that the Isabpur (Rampur Boalia) soheme is aecepted, 
do you consider that -the construction of the double metre gauge Hue to 'Oaloutta 
and the alterations necessary in the Oalcutta termini, would delay the completion 
of this route ?> 7 -I don’t think it would. Within tlie five years you could build 
a double metre gauge line down to Oalcutta, and have all the alterations made 
to the sidings. 

110. Q. Have you considered what termini the metre gauge will ~ be 
serving in Calcutta ? — All the Eastern Bengal State Railway termini in 
Calcutta. 

111. Q. Including docks ? — Yes, if you don’t serve the docks, you will 
have to tranship. 

112. Q. Do you, as an engineer with considerable exporienoe, and ' a 
practical knowledge of the railways connected with Calcutta, advise that 
the metre gauge should ho brought into Calcutta ? — Not into our existing 
yards certainly. 

113. Q. Do you anticipate any construction difficulties in getting the 
metre gauge into the existinsj yards ? — Great difficulties, for one item, the 
interlocking gear would be of the most complicated description. 

114. Q. Do you think that the mixed gauge would be practicable in 

these yards ? — No. ' 

116. Q.. Supposing it was practicable, do you think that the capacity of 
the -yards would have to be considerably increased in consequence ? — Yes, 
undoubtedly. 

116. Q. If it became necessary to enlarge the termini in consequence of 
the mixed gauge being worked, do you think it would be practicable to effect 
this ? — It would bo very expensive ; the cost of acquisition and compensation 
for land and houses would be very high. 

117. Q. It would be something enormous ?~Somothing very heavy. 

118. Q. Accepting the general arrangement oi receiving, terminal and 
departure yards, do you think that this could be worked by the mixed 
gauge ? — No, only in separate yards. 

119. Q. At all the big termini ?— It might be done with passengers 
on the mixed gauge. 

120. Q. I am talking of goods traffic ? — It would not bo economically 
possible. 

121. Q. Do you think that bringing the metre gauge track alongside the 
broad gauge and taking it into the mills would affect the carrying capacity of 
the broad gauge ? — ^Yos, to a considerable extent, the crossings would cause 
great delays. 

122. Q. Would it necessitate the construction of two more broad gauge 
tracks between Naihati and Calcutta? — ^I think you would have to construct 
additional tracks for passenger service. 

123. Q. As regards crossings, I think you said the apparatus for effecting 
the crossings would be very costly ? — ^Very costly. 

124. Q. And there would be great risks at every place ? — ^Yes. 

125. Q. I think you suggested 31 crossings. — ^There are 26 to 30 mill 
sidings. They would not all have separate crossings. 

126. Q. Have you formed any general impression regarding the mixed 
gauge? Would there be any dislocation of the terminal working during the 
construction of the mixed gauge arrangements, and subsequently when these 
are brought intense ?— There would be dislocation of traffic during alterations 
to tracks. 

127. Q. Assuming that mixed gauge' working is introduced and in order 
what would be the outcome ?— "You would have great detentions both to' metre 
and broad gauge stock, and heavy losses to the railway owing to these 
detentions. 
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128. Q. Do you think that dislocation might ultimately occur, and that 
dislocation would be followed by- the shutting out of one gauge ? — Tes. 

129. Q. You agree that it is possible this would occur sooner or later ?—Yes* 

130. Q. And that you would then have to go back to transhipment ? — ^Tes. 

131. Q. And the money spent oh mixed gauge might he wasted ? - Yes. 

182. Q. The capacity of the ferry is limited by the river frontage ? — I 
suppose so. Yes, at Damukdia; On the Sara side there is plenty of room 
at present. 

133. Q. The present ferry must bo limited ? — Yes. 

134 Q. Sooner or later the ferry will have to be duplicated ?~Yes. 

135. Q. If you duplicated the ferry. Would that double the cost ? — ^Yes. 

136. Q. If you reached the present final carrying capacity of the present 
ferry, you would have to increase the ferry arrangements, and *so increase the 
cost ? — ^Yes. 

137. Q. Assuming that the ferry has been hnilt with sufScient plant, 
steamers and flats to cany the traffic to-day, are not conditions likely to occur 
at any time which would render that plant entirely inadequate ? The ferry 
might have been worked succes-sfnlly between points 1 to 3 miles apart for 
some years, when suddenly changes in the river might increase the ferry 
tracks 12 to zO miles and reduoe the capacity of the plant below actual 
requirements ? — That is quite true. 

138. Q. In fact, yon are liable to find your ferry plant absolutely inade- 
qu.ite in any year?— Yes, also your permanent- way ; you might find you 
suddenly require many extra miles of permanent-way, but might not always 
get it in time. 

189. 0,. (Mr. JTar .) — ^If you found it practicable to introduce the mixed 
gauge into docks and jetties, how do you propose to deal with the existing 
platforms for receiving both broad gauge and metre gauge wagons there?— I 
cannot say, that question would undoubtedly arise. 

140. Q. All other thines being equal, do you not consider that the interest 
aud oouvenience of the mercantile community should greatly influence one 
in selecting the site of the bridge ?— Undoubtedly, that is the principal thing. 


EVIDENCE OF MB. T. MoMOBBAN OF MESSES. DUNCAN BEOS. & CO., BEPEESESTINn THE INDIAN 
TEA ASSOCIATION. Taken on tlio 22ad Jaaaary, 1007. 


1. Q. (Mr. Moheod.) — How long have you been in Calcutta? — ^Ahout 
16 years. 

2. Q. You are the senior resident partner of Messrs. Duncan Bros. ? — Yes. 

3. Q. It is one of the oldest firms in Calcutta ? — I believe it is. 

4. Q. Your firm are largely interested in the tea industry, and also are 
agents for a large jute mill near Calcutta ? — That is so, 

6. Q. You have taken an interest in questions relating to the tea and 
jute industries ? — Yes, my firm have been identified with tea questions parti- 
cularly. 

6. Q. As a member of the Bengal Chamber of Commerce, the Indian Tea 
Assooiation, and the Indian Jute Mills* Association, yon have closely followed 
the trend of events as regards these industries ? — Yes. 

7. Q. You are aware that these Ajssooiations and others^ have for some 
time been ndvooating the immediate construction of a bridge across the 
Ganges at Sara ? — Yes, 

8. Q. Have you ever hoard of any important section of the mercantile 
community pressing for a bridge at any other site ?— No, I think Sara Ghat 
has always been montioDcd as the site. 

r 
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9. Q. As the bulk of the traffic across tho river is mainly the concern of 
the commercial community, don’t you think they should have the largest 
voice in tho bridging of the river in preference to other interests ? — think 
those who provide the traffic should have a say in the matter. 

10. Q, Have you seen tho note prepared by the Railway Board in connec- 
tion with the bridging of the Ganges ? — Tea. 

11. Q. In paragraph 2 there is a statement to this effect — 

“ a scheme favoured by the mercantile community of Calcutta who, 
it is believed, couple with it the conversion to standard gauge of 
the metre gauge lines of the Eastern Bengal State Railway which 
lie to the north of the river.” 

How far is that statement justified?— I don’t think the two have been 
coupled ; it has no doubt been suggested as a possibility. I am not aware that 
the two things have been coupled or that they are essentially related. 

12. Q. In fact that is a question that the demands of tho, 'trade will decide 
according to subsequent requirements ? — Tes, undoubtedly, 

13. Q. Then in paragraph 6 of tho same note it is said — 

“This coupled with tho conviction that tho entry of tho metre gauge 
to Calcutta cannot long be postponed.” 

Have you ever heard of any damantl by the trade for tlio introduction of 
the metre gauge into Calcutta terminals ?— ITo, I cannot say that I have. 

14 Q. One of tho questions that this Committee has to decide is tho 
feasibility of introducing the metre gauge into Calcutta terminals. In the event 
of our deciding the question in the negative, do you see any necessity for the 
cost of a douhlo metre gauge lino to the vicinity of Calcutta ? — Certainly not, 
I think all the advantages of tho metre gauge will be lost unless the goods can 
be delivered at tho present terminals. 

15. Q. Assuming that it cannot bo brought in, would it not bo preferable 
to have the transhipment on the other side of ilio Ganges ? — Tes, I think there 
would ho many advantages in transhipping there rather than in the ■v'icinity of 
Calcutta unless tho railway could he brought into Calcutta, and goods dis- 
charged into the tea sheds or shipping sheds. 1 think it should be north 
rather than south of tho Ganges. 

16. Q. "What is tho quantity of tea traffic across the Sara ferry ? — Tho 
tea traffic is not big in point of tonnage. 'Erom Jalpaiguri and Darjeeling tho 
quantity which came over the lino in 1905 was 23,000 tons. According to tho 
Administration Report the quantity is said to bo 26,7 19 tons, but I think that 
quantity also includes the tea that came c.T-stcamcr via Dbubri or Goalundo. 

17. Q. It would be of great importance to have the tea brought direct hy 
metre gauge into the tea warehouse ? — Yes. 

18. Q. If, however, tho cost of introducing tho metro gauge into Calcutta 
was so great as to further delay tho construction of a bridge across tho Lower 
Ganges, would tho toa industry prefer to wait iudefinitoly until money was 
available, or wonld they rather suffer the cost and inconvenience of tranship- 
ment from wagon to wagon it sticli ftu'lhered tho imraodiato construction of a 
bridge ? — They would rather suffer the inconvenience of transhipment than 
have a delay in the construction of tho bridge. 

19. Q. "What are the chief drawbacks in transhipment ?— As regards tea 
tho ohief drawbacks in transhipment are the risk of damage to the tea itself, 
damage to the chests, and the possibility of theft. Tea has, however, received 
preferential treatment at Sara, and is transhipped from wagon to wagon. 

20. Q. Would transhipment of toa from wagon to wagon in a properly 
organised yard minimise to a groat extent tho drawbacks yon refer to? 

Tes, especially if the ferry could bo relied upon. 

21. Q. Assuming that the bridge was made, would transhipment from 
platform to platform minimise these drawbacks ?— Not only that but it would- 
reduce the time in crossing. 
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22. _ Q. Are you aware that during the busy season there is considerable 
congestion of traffic at .the Oalcutta terminals, and sometimes great delays 
ooour? — Tea, I know that. 

23. Q. Would not the delays in your, opinion be greatly increased by the 
introduction of a mixed gauge even if the same were feasible from an engi* 
neering point of view ? — ^From what I. have seen of the arrangements at the 
docks and jetties I should think it would be exceedingly difficult in practice to 
work the metre gauge, alongside the broad gauge, but that is an, engineering 
.question on which I am not competent to express an opinion. As to its 
expediency I have grave doubts. Looking at the space available it seems to me 
it would be exceedingly difficult to handle both typos of wagons there. I give 
that opinion, of course, without laying claim to any professional knowledge. 

24. Q. In the same way would you consider such a revolution in the 
Calcutta terminals justifiable under the present circumstances?—! should 
doubt the wisdom of such a revolution. 

25. Q. Would you consider the introduction of the metre gauge line into 
Calcutta a retrograde step P — I am inclined to regard it as a retrograde step. I 
think what'the trade demands is that we should rather extend the broad gauge 
according-to the requirements of trade. 

26. Q. According to trade statistics move than 80 per cent, of the import 
and export trade of Calcutta is brought or taken over by the broad gauge rail- 
ways j would it not be a very serious step to advise altering the terminals to 
accommodate the balance even if the same were practicable ? — ^Tes, I think it 
would he a serious step ; it would tend to delay. 

27. Q. As regards the Railway Board’s note, can you understand how 
• tlie Bampur Boalia scheme can meet the full legitimate needs ot trade at a 
minimum cost to the State when the cost of connecting linos is greater than 
.at Sara Ghat ? — I cannot understand that, and I think that the scheme as put 
forward does not convey the commercial view. 

28. Q. According to the present statistics, the tonnage crossing at Sara 
Ghat is much greater than at any other Ghat on the river. Can you under- 
stand why it should, be diverted to some other site to moot a less trade ? — No, 
I cannot understand it. 

29. Q. Would it not appear more logical and less costly to bring the 
lesser to the greater, all other things being equal ? — Yes, I think so. 

30. Q* The Bailway Board put forward the suggestion that one bridge 
at Bnmpur Boalia will meet all the requirements of the trade. Can you 
understand why a bridge at Sara Ghat would not do the same, seeing that, 
according to Mr. Spring, it would only divert the lesser trade from the Bengal 
and North-Western Bailway, 12 miles, and a bridge at Bampur Boalia would 
divert the larger trade at Sara to about the same extent ?— I think it is more 
reasonable to carry the smaller trade to Sara Ghat. 

31. Q. If a second bridge is required would not the best situation be at 
Mokameh, thus giving the shortest route for the Bengal and Nortli-Western 
Bailway traffic to Calcutta ? — That is a little outside my sphere. I understand 
that is the shorter lead, and I think naturally it would be advantageous 
to carry the trade by the shortest route. 

.‘32. Q. Then looking at the financial consideration of tho question, would 
it not appeal to you as a business man that tho best sohome would be that 
costing less in now connections, while, at tho same time, serving the. traffic 
equally well ? — Certainly. 

33. Q. From your experience of tho trade of Calcutta, the bridging^ of 
the Ganges is a matter of supremo importance and ought to have an immediate 
and urgent place in tho Government programme ? — That is certainly the case. 

34. Q. In your business as tea garden agents; you employ large numbers 

of coolies ?— rYcs. ^ • , 

35. Q. Have you found that cholera or such epidemic among thorn 
entirely dislocates work for the time being ?— 'Yes, unfortunately we -have had 
that experience. 
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S6. Q. W^ould, in your opinion, such an epidemio among the coolies at the 
Sara ferry be attended with most 'serious consequenoes P — 1 should think it 
would dislocate trade entirely. 

37. ' Q. You have no reason to suppose that the coolies there are more 
immune from epidemics than elsewhere ? — ^No. 

38. Q. In fact as there is no GoTcrnment superTiaion there, epidemics 
are likely to occur more frequently ?— Yes, they are probably less looked after 
than on a tea garden. 

89. Q. Axe you aware that there was a serious block at the Sara ferry 
daring the past year? — Yes, 1 am painfully aware of that. 

40. Q. Did you hear of famine rates being charged for rice in the north 
of the Ganges on aooount of that P — I bcliere the price of rice was raised, but 
what direct influence it had 1 cannot say. 

41. Q. Is it not the foot that during some portion of Inst year you had 
to send tea garden stores to the Dooars via Dhubrl owing to the block on 
the ferry at Sara-Damukdia ? — Yes, my firm had to do tliat ; there was a long 
delay and there was a notidoation issued by the Eastern Bengal State Bailway 
that heary stores and building materials could not be acci‘pted for aa indefinite 
time; there was no prospect of getting them away, and ns the season was getting 
on we had to send thorn by Dhubri, and wc also had to bring tea down by that 
way. 

42. Q. In November you also sent up heavy stores in that way so as to be 
ready for tlio next season ? — Yes, in October and November. 

48. Q. So that the block is a most serious matter to the tea industiy ? — I 
think it is a most serious matter in connection with tho despatching of stores. 
Tea was not delayed like stores, especially heavy stores and building materials. 

44. Q. In your capacity as Jute mill agents you get jute supplies from 
broad and metro gauge lines. That would involve altering your railway 
siding to the 'mill and also inside your premises ? — Yes, or transhipment. 

45. Q. And that would bo both costly and complicated? — ^Yes, but 
transhipping is a matter that mainly concerns tlie Bailway. 

46. Q. Your siding is brought to the mill freo of cost to you is it 
not? — I cannot speak positively on the point. There has been some 
change made by the Bailway Board in this respect. 1 have on idea that the 
cost is home by the Railway concerned, but I could not speak with certainty; 
I could ascertain and let you know. [Subsequently submitted, see Appendix 0.] 

47. Q. Supposing that you introduced tho mixed gauge into the mill 
premises would it not require a superior staff to do tho shunting? — It would 
require an intelligent staff I think tho risk would be greater. 

48. Q. {Mr. Dumaync .) — Tea comes to Calcutta in two ways, — by inland 
vessels and by rail ? — Yes. 

49. Q. And uhen it comes by rail there is a division of what goes 
direct to the ship, and what goes to the tea warehouses ?— Quite so. 

50. Q. The tendency at present is to increase the sale of teas in 
Calcutta ? — ^Yos, I think tho tendency is slightly in that direction, although 
I do not think tho percentage is much greater than it was. 

61. Q. The portion that comes by rail for direct shipment is comparatively 
small, as compared with the portion that comes to the tea warehouses ? — As 

- regard what comes from Northern Bengal over the Eastern Bengal Bailway, 
with which the Sara crossing is concerned, about one-half is shipped direct to 
London. 

62. Q. That is to say such proportion as does not pass through the tea 
warehouse, hut goes dircot from the wagon to the ship ?-— Yes, it need not 
pass through the tea warehouse. 

63. Q. Yon could not say exactly in what proportion ?— I could not 
say exactly what proportion goes direct to the ship, and what proportion 
to warehouse. My firm’s teas are all sent direct to the shipping sheds at 
the Docks. 
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54. ..Q. A number of complaints have been made of the tea obests being 
broken in transit ? — Yes. 

56. Q. That is to say heavy losses occur,— considerable losses?— Yes, 
but I think I should explain that these losses hare been minimised by better 
and stronger chests and by more careful handling. 

66. Q. Would it be an advantage to you having it transferred from the 
metre to the broad gauge wagons, the handling of it on the ferry steamers 
being eliminated ? — I think so. 

67. Q. If the transhipment shed were in the vicinity of Calcutta, would 
there bo any- advantage to you as compared with the transhipment at Damuk- 
^dia ? — I do not see any advantages in transhipping near Calcutta. I think, as I 
said before, the advantages are in transhipping on the other side, north of the 
Ganges, the labour is probably cheaper and there is less costly ground for 
transhipment sidings. 

68. ,Q. You would never take delivery of your tea at a metre gauge 
terminal in the vicinity of Calcutta ? — No. 

69. Q. You would expect it to be taken on from there to the tea ware- 
house ? — ^Yes. 

60. Q. There is a tendency of the trade to centralise at the tea warehouse, 
such centralisation resulting in economy in handling ? — Yes. 

61. Q. Can you think of any advantages in having a transhipment 
station near Calcutta with regard to settlements of claims P — No, I know of 
' no advantages. 

62. Q. It would make no difference to you if you transhipped at Ram- 
pur Boalia or near Calcutta ? — No. 

63. Q. Let us presume the metre gauge line came into the tea ware- 
house, would there ho any considerable advantage to you in having your tea 
delivered without a break of gauge into tl»e tea warehouse ? — Certainly. 

64. Q. Would it be an advantage of any considerable value? — ^That 
depends upon the experience of claims and damages. 

66. Q. The principal advantage I presume would be in loss handling P— 

Yes. 

66. Q, And less loss in breakage of obests, leakage, etc. ? — Yes. 

67. Q Would you bo seriously affected if by introducing the metre gauge 
there should be some more delay in passing your tea into the warehouse or 
dock shipment shed as compared with present arrangements ? — Yes. 

68. Q. I presume there would he a little more delay because of the 
complication of the metre gauge ? — The advantage then, whatever it is, would 
depend upon the lessening of claims. Delay and consequent loss of interest 
might balance the account on the other side. It would not be possible to give 
an off-hand opinion on that point. 

69. Q. Expedition in handling your tea means a valuable consideration 
to the trade ?— Yes, sometimes, 

70. Q,. 'Ton might bo put to a serious loss from a portion of a lot being 
shut out ? — Yes. 

71. Q. You might be put to a serious loss from a whole consigninent 
being shut out ? — We might miss a market. On the other band, we might 
gain, in special circumstances. 

72. Q. In giving admission into your mill premises of the metre gauge, 
would you be involved in any considerable alteration of works, such as weigh- 
bridges, buildings, oto. ?— You would probably require some alteration in 
weigb-bridges ; I am not sure of any change in buildings. 

73. Q. Is there sufficient space in your premises to make a considerable 
addition in the length of your sidings ? — No, I fear there is not. 

74. Q. So that if tho number of wagons increased, and the separation of 
one from the other bcoamo necessary there would bo a possibility of your not 
having sufficient space for the separation of your sidings ?— -Yes. 
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76, Q. Have all your mills Tveigli-bridges ? — I think usually there are 
weigh-hridges in the mills. - 

76. Q. Are your weigh-bridges sufficient to take any length of bogie 
Tragons, say, 43 feet ? — I could not answer that question now. I could gat the 
information and submit it [ Note. — Subsequently submitted, see Appendix 0]. 

77. Q. Has your firm, or any firm to your knowledge, laid itself out in 
any way at the transhipment station of the Ganges, — spent money on special 
transhipment arrangements at all ? — None at all. 

78. Q. If there is any transfer of the trade from that locality to another, 
would any works be lost to you ? — None at all. 

79. Q. Would it cost you any more money to go nine miles further 
away ? — Not if the Eailway Board's suggestion, of making no extra freight 
charge for the extra distance, wei‘o adhered to. 

80. Q. Can you, in a general way, tell uS what you think would probably 
be the advantages to the trade of Oalcntta by the introduction of the metre 
gauge, ou the assumption that the terminal arrangements could be made to 
satbfactorily deal with fclio traffic ? 1 jput the ahematircs oi introducing at the 
termini, and having a transfer station near or somewhere away from the 
termini — I do not see any advantages iu that case. 

81. Q. None at all ? — None at all. 

82. Q. If the metre gauge were feasible in the termini wduld there be 
any real advantage to you ? — Ignoring tliC question from the engineering 
point of view, if tlie metre gauge could bo bTOught into Calcutta and iutro* 
duced into all the ^scharging and shipping places as the broad gauge now is, 
there would be an advantage. No ono wonld deny that, but there is the 
question of cost. 

83. Q. The advantages would not ho appreciated if there was a large 
increase of cost ? — ^I think not. 

84. Q. Would there he any advantage if the transfer station, speaking 
generally, was brought near to the terminus in Calcutta ? — No. I have thought 
about it. I cannot see that there would bo any advantages. 

86. Q. Neither for tea nor for jute ? — Well, lam speaking^ primarily of 
tea. If you want me to speak of jute I will give you my opinion. There is 
no doubt a certain amount of jute which may ho handled from transhipment 
stations in the vicinity of Calcutta, but it depends upon the distance it has to 
he taken into the bazaar. That is a question of cost again. What you require 
is to make a modification in dealing with tho supjily of jute. 

86. Q. IB the jute were delivered at centres like Ruthtolla and Hatkholah 
there would bo an obvious advantage ? — Tes. 

87. Q. If, on the other hand, the juto wero delivered at places like Sealdah 
there would he an obvious disadvantage ? — ^Yes, 

88. Q. There would ho a large cost in the cartage ? — ^Tes. 

89. Q. 3?Tom your personal knowledge of the jute centres, it is absolutely 
impossible, is it not, to have large railway termini there ? — ^I don’t care to" 
express an opinion on that point. 

90. Q. Is it a populous part of the town ?— Tes. 

91. Q. Is it a congested part of tho towo ? — I understand it is. 

92. Q. There would be difficulty in getting space there ?— No doubt. 

93. Q. It would he so expensive as to bo practically impossible ? — Well, 
I think the expenses would bo very great. 

94. Q. {Major Shelley .) — ^What is your opinion as to serving Calcutta' 
with a metre gauge to such an extent as is possible, and transhipping at a near 
junction such traffic as must he convoyed to and from town by broad gauge 
railways? — Well, I am rather opposed to transhipping in tho .vicinity of 
Calcutta, thinking that it is already sufficiently congested. 

96. 0,. I mean about Naihati? — I do not see that there , is much advan- 
tage in it. 
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• 96. Q. I -understand that, -vritL, metre gauge ser-^ice into Calcutta, a great 
deal of tea need not he transhipped, and can be brought direct to the -ware- 
house? — Yes. . ^ . - 

97 . Q* Would it not, therefore, be advantageous to use the metro gauge for 
such,, commodities as it can ooriy? — ^That would depend on what proportion 
of the traffic could be so dealt with. 

98. Q. As regards tea for instance ? — ^Tea is very important to us, hut I 
have already explained it is only a fractional part of the traffic that comes 
across the Sara ferry. It is only a very small percentage, 27,000 tons out of 
a total of 600,000 tons carried. I do not think I could advocate the metre 
gauge being brought into Calcutta for tea alone. 

99. Q. (^President ,) — I think you said before that you take the " 
Railway Board’s note to mean that no matter what route the lea is sent 
by they would make the same charge ?— I think there is some reference made 
to the extra 9 miles not being charged for. 

, 100. Q. Assuming the charge for tea to he the same, no matter where the' 
bridge is built, would you still pi’ofer any particular site ? There are three 
sites, Godagiri, Rampur Boalia and Sara, would you have any preference for 
any one of these? — I do not thiulc there would bo any diSerenco so far as tea 
is concerned. Any one of the sites would bo suitable, so long as there was a 
bridge across it, and no other ’disadvantage to weigh against it. 

101. Q. If your tea was carried at tho same rate, it would make no 
diircvenoe to you at what silo the bridge was built. Would you recommend in 
that ease the bridge being built at tho site which causes the least expense to 
Govoxmmenl ? — I -would be inclined to put tho convenience of the public in 
tho fore-ground. 

102. Q. You would recommend the site combining cheapness- of freight, 
copvcnienoo to the public, aud least cost to Government. You would like a 
site -u'hioh combined on the wdiolo those three points ? — Yes, I think so, 

103. Q. In fact all these three points -would have to he considered ?— No 
doubt. 

104 Q. I think you said that your experience has lieon that loss from 
breakage, etc., in-‘transhipmont has been very much reduced iu wagon to wagon 
transhipment ? — Yes, I think so. 

106. Q. That transhipment is done in tho open ? — Yes. 

100. Q. Bo you not think thoro might bo a still greater improvement if 
tea tra-nshipmont from wagon to wagon -was carried out under cover? — I think 
that is so. If I might suggest, — ^I would like to draw attention to an 
American system. I have been very much impressed in reading Mr. Priestley’s 
report of Ramsay’s system of transliipment. I holieve it has been found 

. feasible in America. 1 do not know if it has been before this Committee. ^ It 
seems to me that a great deal may ho done in minimising the oost of handling 
if a beginning could bo made in trying that system with tea or any other com- 
modity w'hioh suffers in extra handling. An objection has been made on 
account of cost. Of course it is a very important one, hut if it has been found 
possible in America, I do not think the question of cost had escaped them 
there, and, if it has been successful there, as Mr. Priestley says, I think an 
effort might he made to try it hero. 

\Witnes8 ref erred to paragraijlis 111 and ISO of Mr. JFriestlefs report."] 

Continuing witness said — I wo-uld like to draw tho attention of tho 
Committee to this. I hold that, if it has proved successful in America, it 
would ho found a good means of dealing with tho traffic on tho other side 
of tho Ganges. Mr. I’riestley rather draws the inference, from exporienoe in 
America, that they arc ahead of us in cost of working and quite up to 
India in tho return to tho shareholders, oven though tho railnrays are worked on • 
competitive linos. Tho Americans must have a good reason behind it. 

107 . Q. I think you Avill admit that the oost of labour in Araorioa, as 
compared with that in India, would affect the! question ?•— No doubt, hut the 
cost of labour is steadily going up in India. 
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108. Q. {Mv. l)utnayne.)—l&ik not the case that the Americans have 
dropped this system ?— They have gone in for a uniform gauge. 

109. Q. It was a system which was only used for overcoming a difiSculty 
at a particular time ? — Tes. 

110. Q. And it was abandoned as soon as a better system was introduced ? 
—Yes. 

111. Q. That was the uniformity of gauge ? — Quite so. 

112. Q. — {President.) — Is the tea industry in the Dooars and Darjeeling 
likely to extend?— It might expand in the Dooars, I don’t know about 
Darjeeling, there is land suitable for it in tne Dooars. As a* matter of fact, 
the production in the year just ended is 3 million pounds or nearly 8 per cent. 

ahead of the previous year. I think the two districts would probably produce 
4 million pounds more in 1906 than in 1905, duo partly to increased area 
tmder cultivation. 

113. Q. (i/r. Jfeieoi.)— There is a railway from Dlmbri to Qauhati, are 
there not large possibilities there for tea cultivation ? — Both for tea and jute. 
I travelled lately from Sara and learned that 20,000 bighas wore being taken 
up for jute near the new line. There is no doubt whatever that the coimtry 
will be opened up by the railway. I understand it will bo opened in about a 
year up to Gauhati. 

114. Q. {President.)—!^ it your experience that since your tea has 
been transhipped from w'agon to wagon, your losses at Damukdia have been 
greater by rail than by steamer ?— No, I don’t think they are greater by rail 
than by steamer, in fact we liave a lower insurance rate by rail. 

115. Q. You said that if the metro gauge traffic bo transhipped into the 
broad gauge, you would prefer the transhipping to bo on the other side of the 
Ganges ? — Yes. 

116. Q. You said that there would he more room, and that labour is 
cheaper ?— Yes. 

117. Q. Is there not also an advantage in the extra speed at which the 
traffic would be carried over the broad gauge ? — ^Ycs. 

118. Q. The further the broad gauge is extended to Calcutta the better 
for the trade, is that so ?— If the trade requires it I think so ; the speed and 
capacity of the trains would bo greater, and the chronic cry for more wagon 
accommodation would bo minimised. 1 hold that if the bridge wci'c there, and 
broad gauge trains running across this would meet a great need. 

119. Q. The Serajgauj jute either goes by the Sunderbunds or by 
Goalundo ? — Probably Khulna, I am not quite sure. ; 

120. Q. How long would it take by those routes?— It would be quicker 
by Goalundo, but there was a block at Goalundo and they were bringing it up 
by country boats. 

121. Q. How long would jute bo getting from Serajgauj to Calcutta by 
the present mode of transit ? — I think four days by rail. 

122. Q, But if taken by steamer all the way ? — ^Tbero arc two ways, by 
cargo and by despatch service, by cargo it would bo about ton days. 

123. Q. Supposing the broad gauge were taken across the Ganges, and 
extended to Sorajgan j how long would it take ? — ^Then probably not more 
than a couple of days, 

124. Q. That would be a great advantage to the jute trado ? — Not only 
an advantage to the jute trade in the direct saving of time, but also in the 
fact that the stock used in tliat line would not be detained as by the present 
route vid Goalundo, and this route is subject to be disorganised by floods in the 
river. There is a great deal of uncertainty on this account. 

126. Q. Supposing a broad gauge line was constructed up to Serajgauj, 
do you think that jute would come across from the other side of the river and 
come to Calcutta ?— I think so. 

126. Q. Do you know that the present metre«gauge line in the Mymen- 
singh district ends at Jaganuathgan j ? — Supposing that line were extended so 
as to terminate opposite a broad gauge terminus at Serajganj, would it be a 
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great advantage to tlie jute trade ? — I would rather look to the supply corning 
from the vicinity of Serajgauj itself. I do not know what the policy of tJie 
. Assam-Bengal Railway is as regards rates for jute, but I know that tea is 
carried to Chittagong at rates about 60 per cent, under those charged by the 
Eastern, Bengal State Railway. In consequence of this, over 40. million lbs. of 
tea have been diverted to Chittagong for shipment to London. 

127. Q. With regard to metre gauge lines being taken into jute mills, 
I think sidings inside the mill premises are entirely the property of the 

. mills ?— I expressed some doubt as to the facts regarding them. I mentioned 
that a change has been made lately. I am not able to give a complete answer 
to this .question, but could look it up [ see Appendix 0 ]. 

128. Q. Assuming that all the linos inside the mill gates are the property 
of the mills, do you think that the mills would bear the expense of also intro- 
ducing the metro gauge ? — I don’t think the mills would willingly bear the 
expense ; they would object unless they got compensation. 

129. Q. They would say that they are satisfied with the broad gauge 
alone ? — I think so. 


. EVIDENCE OF MR. .T. S. HARRIS, MANAGER OP MESSRS. T. E. THOMSON A CO., LD., REPRESENTING 
THE CALCUTTA TRADES ASSOCIATION. Taken on tho 23rd January, 1007. 


The witness commenced by reading the following statement : — 

1. The Calcutta Trades Association are in accord with the Bengal 
Ohamhor of Commerce as to the urgent necessity for a bridge across the 
G-anges in order to connect tho Eastern Bengal State Railway at Damukdia 
with the feeder line on tho northern side of the river. 

2. Tho Ajssoeiation are of opinion that the most suitable site for the erec- 
' tion of a bridge would bo at Sara. 

3. Abridge at Sara would entail only one transhipment, and, with improved 
facilities which would he available for handling goods both proceeding up and 
coming down, there would ho a very largo saving in tho damage to goods being 
transliipped. 

4. - Tho most satisfactory plan which suggests itself, however, would be 
the re-construction of the present metro gauge system of feeder lines on the 
northern side of the river into broad gauge ; were this brought about, direct 
communioation from Calcutta to points on the northern section lying between 
Sara and Siliguri, and on the Santahar and Parbatipur branches, would be 
obtained. 

Tlie adoption of this plan would mitigate very largely the unsatisfactory 
state of affairs at proseut prevailing in the loss of goods and damage sustained 
thereto by transhipment at Damukdia and Sara. 

C. Under existing oiroumstances, it has been stated that fully 60 per cent, 
of the claims paid' by tho Eastern Bengal State Railway arise through loss and 
damage at the Damukdia-Sara transhipment, while not the least important 
feature is the vexatious delays wliich also obtain. 

A glance at the notices which have been issued for some months past by 
the Eastern Bengal State Railway will disclose tho restrictions in respect to 
hooking which that Railway have found needful to impose in order to deal 
-with tho congested state of affairs whioh have prevailed at Damukdia. 

To people engaged in trade in Calcutta, tho recent acute stage arrived at 
in respect to the jam of traffic is most unsatisfactory. 

6. On the assumption that a bridge across tho Ganges, establishing through 
communication to Northern Bengal on the broad gauge system is desirable, it 
would appear that Damukdia and Sara represent topographically tho best site. 
Sam, in relation to Calcutta, is the nearest point where railway communioation 

G 
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■ could be linked up as serving lEastern Bengal and Assam and Northern Bengal ; 
these districts representing flie tea and jute industries. - 

7. The recommendation by the Bailway Board for the construction of a 
bridge at Rampur Boalia, and the linking up of existing metre gauge systems 
^on the northern side of the river with a double metre gauge line running into 
Calcutta would, -in the absence of expert opinion to the ■ contrary, appear 
undesirable both at Sealdah and the Docks. 

Another feature which appears to' be against the proposal for a metre gauge 
linfe into Calcutta, is the jute mills lying on the left hank of the Hooghly 
between Sealdah and Naihati. These, at present, are served with broad gauM 
sidings from tbe Eastern Bengal State Railway which would still be essentaal 
for the carriage of coal and other stores, even were a metre gauge siding added. 


1. Q. {Mr. Moheod.) — With regard to the notices you refer to, is it not 
■ the case that sometimes for a week or days together you could not send anything 
at all ? — ^TEles, I have here specituon of the notices ; I shall read from one dated 
Sealdah, the 11th of October ; — 

“ This cancels my notice, dated 8th October, 1906. 

The following stations are closed to goods traffic, and the following reslrio- 
tions made, due io thC'Short tonnage available : — 

. (i) Goods for services vi& Khoolna cmd Khoolna Local Stations are 

restricted. Goods will be accepted on Monday and Tuesday 
next only. Goods for Naraingunge or Ghandpore will not be 
accepted by this service. 

(5) The despatch services vili Goalundo for Naraingunge, Gachar, 

Sylhet and Fading,. Goods will be only accepted on Friday 
and Saturday, the 19th oAid 20th only. 

(d) Ghandpore and Jssam^JBengal Railway service vifi Goalundo 
has been closed till further notice. 

(4) The cargo combined service vid Goalundo is closed. 

{5) Beyond Jiaganj on the Murshidabad Railway is closed, 

(6) Kallyagunf service vid Goalundo is closed, 

-if) On the Bengal-Jlooars Railway, the following stations are 

closed 

'Nagarkata, Oarron, GMngmari, Banarhaf, 'Rinaguri, Ralgaon, 
Madarihat. 

(5) Goalundo Local. Rafbdri and Fachooria Junction are closed. 

(9) The Assam service vid Goalundo is open without restriction.*’ 

This is representative of many of the notices with which we have been 
served, and which have practically prohibited oar sending goods. Many of our 
constituents were unaware of the block in traffic, as the notices re congested 
state of traffic filtered through slowly. These vexatious delays have been a 
source of great upset to our business.- 

2. Q. Then with regard to the introduction of the metre gauge into the 

terminus of Calcutta, it would not benefit your section of the trade verv much 
would it ? — There would he absolutely none. * 

3. Q. You send your goods by the broad gauge ? — Yes. 

4. Q. That is to say that the trading ooiomnnity of Calcutta have no 
warehouses the same as the tea and jute industries in the neighbourhood of the 
docks, and they Lave no requirements for the metre gauge ? — It would serve no 
useful purpose, the railway sheds and godowns being adjacent. 

6. Q. You bring your goods up to your own places of business? — Yes, 
precisely. - 

6. Q,. So that the metre gauge would offer no advantage ? — Nono at all. 

7. Q. {Major Shelley^ — Do you advocate the entire ' conversion of the 
metre gauge portion of the Eastern Bengal State Railway, north of the 
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Ganges ? — Tes, the entire system ; I believe that of the t-wo'altfernatives it is the 
better onoj i.e., the conversion to broad gauge as against a bridge at Sara with 
one transhipment. The proposition, ito construct a bridge ■which would do away 
with all transhipment would lessen the risk of damage 'to' goods. Admittedly ■ 
of the two schemes the one for a broad gauge system replacing the present 
gauge is, in the opinion of the Trades Association, more desirable if within thes 
scope of practical politics. 

8. Q. Is much traffic sent by the Association yon represent north of the 
Ganges ? — ^Vory considerable traffic. , 

9. Q. How is it divided between the Bengal and North-Western Railway 
and the Eastern Bengal. State Railway? — Decidedly in favour of the Eastern 
Bengal State Railway. 

10. Q. Yon have no idea of the I'elative proportions ? — I could not say ; 
but, speaking of my own concern, nearly the whole goes by the Eastern Bengal 
State Railway and crosses at Sara, and I may say that my firm probably 
send more goods in that direction than any other trading houses in Calcutta. 

11. Q. You attach great importance to your goods being carried ■without 
transhipment ? — Precisely, tliero would he no risk of breakage and no loss. 

12. Q. Supposing you had through communication by metro gauge into 
Calcutta terminating in a metre gauge goods station, would that not he bene- 
ficial to you ? — It would meet the conditions in all probability. 

13. Q. Of course you send your goods by broad gauge because there is no 
metro gauge ? — Yes. 

14. Q. If yon had a metro gauge would you not avail yourselves of it ? — 
There would he no alternative. 

16. Q. What is your opinion of a scheme to bring the metre gauge into 
those Calcutta terminals where the admission is certainly possible, and to tran- 
ship to and from broad gauge vchiclos, outside Calcutta, all commodities sent to, 
or forwarded from, the termini which the metre gauge does not serve ?— If the 
bringing in of the metre gauge is a feasible plan, ^ods would still require to be 
transhipped j I do not, therefore, advocate it. Against a metro gauge throughout 
I have not so much io urge. 

16. Q. As au alternative to the non-conversion of the metro gauge north 
of the Ganges, would it be beneficial to have through communication of the 
metre gauge into Calcutta ? — Of the two, I would decidedly favour the broad 
gauge with one transhipment at the Sara side, in preference to the metre gauge 
being brought into Calcutta. 

17. Q. (ATr. Dumat/ne .) — Prom what stations do you despatch your goods 
at present ?~Prom the Eastern Bengal State Railway. 

18. Q. Do you send them direct to the station, or collect them in dep6ts in 
the town ?— Wo send them direct. 

19. Q. Are the goods that yoii despatch to up-oountry stations such as 
would ho likely to sustain damage by mere transfer from a broad gauge to a 
metre gauge ■wagon in the same shod ? — Partly yes and partly no ; there is such 
a variety of goods that in some oases there would be risk in handling. 

20. Q. 'i’ho expenses are very heavy ?— Yes. 

21. Q. Of course the loss or inoonronienoo would he inconsiderable in 
the case merely of transfer from wagon to wagon, as compared with tranship- 
ment over tlio liver ?— Precisely. 

22. Q. Have you formed an opinion .is to whether you would get an 
advantage if the Bengal and North-Western Railway wore brought into 
Calcutta from the bridge by the broad gauge, a transfer being made at the 
Ganges: presume that a bridge has been built across the Ganges and a 
transhipment station provided, would that bo an advantage as compared with 
the ■fcransfor from the Eastern Bengal State’Railway ?— *I hardly think it would, 
inasmuch as most of the tea and jute comes in from that section of the country' 
served by the Eastern Bengal State Railway. 

23. Q, Do you receive any goods from up-country ?*— No. 

oS 
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24. Q. Do you use the Eastern Bengal State Eallway station, situated just 
north.of the bridge, near tbe Strand Road, for the despatch of goods ? — Yes. 

26. Q. Of the two localities which do you prefer, Sealdah or that position 
north of the bridge ? — Sealdab. 

26. Q. What is tbe reason of your preference ?— That is the opinion of 
the people engaged in the work of making deliveries, i.e., “ despatching.” 

27. Q. There is no saving in cartage in having a near terminal between 
these two ? — ^None. 

28. Q. (Mr. Kar). — Are we to understand that the bulk of tbe trade in 
which you are concerned is carried across Sara ? — Yes. 

29. Q. And you prefer a bridge at Sara rather than at Qodagiri ? — 
Unquestionably. 

30. Q. Supposing that the broad gauge is not carried over Sara to Siliguri 
and transhipment is found necessary, do you prefer transhipment beyond Sara, 
or, if the bridge is somewhere else, to have through communication to the 
north say by a bridge at Godagiri or Rampur Boalia? — prefer to have the 
bridge at Sara and to have the transhipment there. 

31. Q. {President !) — Have you read the scheme proposed by the Railway 
Board? — Yes. 

32. Q. Did you notice that the proposal was that the existing rates should 
remain the same even if the bridge was built elsewhere than at Sara ? — Yes. 

38. Q. Supposing that you are charged the same rates, what difference 
does it make to you where the bridge is built ? — I don’t know that it would 
make very much dilference, except that you would be going in a more direct 
line by having the bridge at Sara. Sara represents, in relation to Oalcucta, the 
most suitable point for the linking up of the railway system, but save for that 
point, I do not tbink it would make any appreciable difference were the service 
slightly longer. 

34. Q. I understand you advocate the retention of the broad gauge 
between Calcutta and Sara because it could be extended to the country north 
of the Ganges ? — Precisely. 

36. Q. You think the metre gauge to the north of the Ganges should bo 
converted to broad gauge ? — Yes. 

36. Q. Supposing you were told that the conversion of this line was quite 
outside practical politics, would you bo inclined to advocate tbe metre gauge 
being brought to Calcutta ? — No, I think not. 

37. Q. I suppose you understand that the conversion of the metre gauge 
north of Calcutta would entail au enormous outlay ? — Yes. 

88. Q. And you understand that the finances of the Government. of India 
are not unlimited ? — Yes. But I also recognise that the broad gauge on the 
northern side would, in all probability, induce a larger cultivation of jute and 
extended ton operations. 

39. Q. You read us some notice just now from the Eastern Bengal State 
Railway. I notice that most of the traffic would not cross by the Sara route at 
all? — That is so. 

40. Q, There were notices also which had reference to tbe Sara 
crossing ? — Yes. 

41. Q. You mentioned the fact that, if the metro gauge was brought 
down here, there would be difficulty in getting the metro gauge to serve the 
eastern banlc of the river ? — ^My views on that point are that the introduction 
uf the metre gauge system would not do. away with the broad gauge ; it would 
involve additional sidings at the mills. 

42. Q. Does that affoot your Association? — ^Yos, to the extent of the 
supply of stores to the jute mills. 

43., Q. You said your firm did most of its business with Eastern 
Bengal ?— Yes. - • « 

44. Q. And you thought that most of the firms of your Association diu 
the same ? — Yes. 
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45. Q. Have you no business at Tirliut and Darbhanga or any part of 
tbafc country? — Xcs. But comparatiraiy small as against those districts 
where tea and jute are cultivated. There is a constant demand from such 
distiiots for stores. Tho demands from Tirhut, however, are single demands 
from indivdduals, rather than those from oonccrns. 

46. Q. Has that always been the case?— Always within my recollection 

and I speak with 14 years’ experience. * 

47. Q. Anclyousupposethat, in the country served by the Bengal and 
North-Western Railway, indigo concerns obtain thoir stores ' from other parts 
of the country ? — ^There has been practically no indigo business for the last 
16 years, 1 am sorry to say. 

48. Q. If there wore any indigo or sugar in Beharand Darbhanga and that 
part of the country, do you suppose that there would be any demand from 
your Association ? — Tes. • 

49. Q. Considerable demand ? — Yes. 

50. Q. (Mr. Iiiglis.)— On the point of the site of the bridge, have the 
Association considered that it would probably he necessary to have one bridge to 
provide for the traffic of the country to the west, as well as for that of the 
country to the north and east, or have they only considered it from the point of 
view of tho northern and eastern sides ? — think only from the northern and 
eastern sides. 

51. Q. Have they considered how tho Bengal and North-Western Railway 
shonld bo given access to Calcutta ? — No. 

62. Q. Kar .) — You view it from a trades’ point of view, and not 

from the point of view of any particular Company ?— My view is from a trades’ 
point of view. 

53. Q. As regards whether the Bengal and North-Western Railway should 
have direct access to Calcutta, you do not view it from that point ?— No, I am 
speaking broadly. 

54. Q. Trade would bo hotter served if the bridge was built at Sara ? — 
Yes, that is my point. 

65. Q. (Mr. McLeod.) — ^Thero is a very largo traffic coming into Calcutta 
both from metre gauge and from broad gauge sources, but more from tho 
latter? — Yes. 

60. Q. Would you not consider it an unwise step to suggest introducing 
t\iO mixed g-augc to our terminals if the same would tend to cripple the 
larger trade ? — Yes. 

67. Q. (Major Shelley)— 'EfxvG you any information as to how the Bengal 
and North- \' estorn Railway traffic could he given trade facilities in Calcutta. 
Thera is a fairly large trade coming to Calcutta, about 300,000 tons of grain 
and seeds for instance?— I cannot offer any suggestion on that point. It has 
a special reference to produce in which the Association are not so keenly 
interested. 

68. Q. Yon have not considered it advisable to assist the Bengal and 
North-Western Railway entering into Calcutta ?— No. The Association regard 
the Bengal Chamber of Oommorce as bettor able to speak with authority on 
that particular point. 

69. Q, Would you derive no advantage from the Bengal 

and Norlh-Wcsleni Railway having a station in Calcutta where they would 
receive your goods direct, iustead of through another Railway ?— Doubtless 
some advantage would bo derived, but the proportion of traffic is negligible. 

GO. Q. But if tbo Bengal and North-Western Railway could arrange to 
receive your goods at a near terminal; that is to say, if there was no risk of 
•having to send it some distance, would you not get some advantage from thoir 
'being In Calcutta ?— Yes, certainly. 
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EVIDENCE OP MB. E. A. NEVlLIiE, AGENT, BENGAL AND NORTH- WESTERN RAILWAY. Oiikon on 

the 2Sth Jftunsry, )907. 


Before proceeding to giye evidence, at the request of my 
Directors, I respectfully beg to hand in a protest against the constitution of 
the Ganges Bridge OommiUee. 

{J^resident ). — I do not think the Committee have had an opportunity of 
discussing this, and I think I may say that the protest does not concern us as 
a Committee at all, and that we. cannot receive it. You must address the 
protest to the proper quarter. We have nothing whatever to do with it. 

{Witness ). — ^Having done so, I have carried out the orders of my board, 
and will proceed to read to you the following statement : — 

As Agent of the Bengal and North-Western Bail way Company, I desire to 
preface my remarks by a very brief statement of the lines worked^ and volume 
of the trafELc dealt with by our administration ; and beg to present herewith a 
map showing its system and connected railways. This map shows, in addition 
to the lines now open, those under construction or awaiting sanction to construc- 
tion, and also those under survey. 

2. For the year 1906, just concluded, the following figures may^ be of 
interest : — 



j 

i 

Company *g. 1 

state. 

Eoreiga 
lines norked 
over. 

Total. 

Open mileage on Slst December, 1906 

98S-40 

614-97 

84-81 

1683-18 

Number of passengers carried . . . 

• • » 

»t • 

» » • 

14,878,866 

Tonnage of goods lifted .... 


• • « 

• •• 

2,080,750 

Number of stations open and worked by 
the administration .... 

i 

• ■ • 

1 

• • • 

258 


8. Within a few months we hope to add 2di5 miles now nearing completion, 
including 36 stations. We shall then have an open mileage of 1,878 miles, and 
work 298 stations, excluding foreign line stations, through which we have 
running powers. 

4. We further hope to start work on about 150 miles of new line during 
the present season, and have surveys on hand which will bring our open 
system, when the lines are finished, say, in 1909, to a total of 2,29a miles,, 
of which — 

Miles. 

1,S78 will belong to the Bengal and North-Western Railway, 

932 „ „ „ Tirhnt State Bailwa}', and 

85 „ „ Foreign lines worked over. 


Total 2,296 

This represents an increase of 40 per cent, on the mileage at the end of' 
December, 1906. 

5. The country served by these lines is a rich and populous one, producing 
a large portion of the wheat, rice, seeds, sugar and timber traffic of the United. 
Provinces and Northern Bengal. The cultivation of jute is increasing in Behar,. 
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- and it appear certain that before lon^ this staple will become an important 
addition to the traffic of this railway to Calcutta, while the scientific cultivation 
' arid preparation of sugar has been tahen up by the planting community. The 
fruit and vegetable trade with Calcutta from Tirhut is of importance, but is 
hampered at present by the ferry ■ and transhipment. . "With through vehicle 
communication to Calcutta this, as well as a trade in farm and garden pi’oduce 
cf all sorts, is bound to greatly develop. Tirhnt is also one of the principal 
centres of tobacco cultivation. 

While large quantities of the products of the districts serve«l by the 
Bengal and Korth-Western Railway are despatched, for local consumption or 
export, to Calcutta, it is also the chief source of supply to these districts of 
many ' necessary articles, such as piece-goods, salt, kerosine oil, metals and 
machinery, and the Bengal and North-Western Railway obtains from it the 
bulk of its railway plant and working material. 

6. As giving some further idea of the extent of the country served by the 
net-work of lines worked by tlie Bengal and North-Western Railway Company, 

I might tell you that it embraces an area of about 33,000 square miles, with a 
population of over 22,000,000. 

*7. ’With this brief preamble, I shall now proceed to the question imme- 
diately at issue, the site to be selected for the Lower Ganges Bridge. The first 
thing that I should' wish the Committee to realize is the enormous interests 
that the United Provinces and western districts of Bengal, including the rich 
districts of Behar, have at stake in this matter. 

8. I have already submitted, in reply to the Committee’s enquiries, 
statements shewing the traffic dealt with at the Mokaraeh ferry over which 
practically all lour traffic with Calcutta is now routed [ see Appendix D® ]. 
The partial failure of the wheat and seeds crops in 1906, conditions wliicli 
in adless measure continued throughout 1906, with practically little or no 
demand up-country for export wheat, have abnormally depressed the exports 
of these last two years. Going back to the last normal year 1904, it will be 
seen that the tonnage of goods -interchanged between Calcutta and our stations 
was 606,878 tons, and the previous year 430,297 tons. In 1903, 1 estimated it 
at an average of 1,000 tons a day throughout the year, a figure which, as you 
•will observe, has already been greatly exceeded. As Calcutta traffic has not 
been taken out separately for the whole period, it will aid the Committee 
if they will accept frds of the total goods crossed as to and from Calcutta. 

9. As regards passenger traffic, the increases in numbers have also been 
very rapid. In 1900, the number crossed was 264,161, and has gone on expand- 
ing untu last year it reached a total of 683,430 which would have been greater, 
hi^for the fact that, for a considerable time, portions of the Tirhut State Railway 
were breached by floods and communication interrupted. The figure of 1905 
was 692,900. About one-half of these passengers are to and from Calcutta 
stations. A large part of it consists of coolie labour, employed in Calcutta, of 
•which, i believe, jute mills take a large share. 

10. These figures amply demonstrate — 

(i) The present large volume of our traffic, both in passenger and 

goods, concerned with Calcutta. 

(ii) Its rapid growth. 

(iii) The certainty of its being still much greater in view of the large 

extensions indicated above (paragraphs 3 and 4). 

11. In the year 1899, owing to the inability of the Bast Indian Railway to 
deal adequately with our export grains and seeds traffic and inward coal traffic, 
serious loss resulted to traders in the country north of the Gauges and Gogra 
rivers- a loss in which both the Benpl and North-Western Railway Company, 
and Government, as owners of the Tirhut State Railway, participated. 

1 2 In consequence of this state of affairs, my Board addressed the Secretary 
-of State pointing out how trade was suffering from the continued attempt to 
force the whole enormous trade of Northern India to Calcutta over one route 
which was unable to cope with it, and further representing that the continuous 
development of traffic, consequent on the opening up of the country by new 
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rail-ways, rendered it imperative on commercial grounds — apart from political 
and military requirements— that this trade should have a second line of access 
to the sea*hoard. My Board, therefore, expressed the hope that the Secretary 
of State would take steps for the early construotiou of a bridge over- the 
Ganges at Bliagwangola (Godagiri), with a railway into Calcutta, either on the 
standard or metre gauge, with necessary connections with the Northern Bengal 
State Bailway and this system. As their letter and enclosed correspondence, 
will place the Committee in clear possession of the facts then existing, I beg 
to hand in, for your information, a copy of my Board’s letter No. 46, dated 17th 
October, 1899, and enclosures, which I would ask to be treated as confidential, 
and would invite a perusal thereof. 

1.3. Again in 1901, my Board addressed the Secretary of State inviting his 
attention to further blocks of traffic which had then continued annually for 
four years, and submitting that such a state of things should not be allowed to 
continue ; and offering to make a railway from Katihar to Calcutta without a 
guarantee of any kind. 

14. Since 1901, although there has been alleviation at Mokameh in regard 
to downward traffic, we are in as had a plight as ever in regard to upward 
coal,- and the periodical panics referred to in my letter No. 1621, dated 17th . 
August, 1899 {pide last enclosures to my Board’s No. 46, dated 17th October, 
1899), have become chronic. At the beginning of last year, and again this 
year, we have heon reduced to about a ten days* average supply for the whole 
line, and at some of our dep6ts our stock has fallen to even a day or two’s 
supply. 

16. The cause of this is admittedly shortage of wagons on the East Indian 
Bailway, the result being that, for the current year, we have been getting on 
an average only about fths of our contract quan-tities, and our coal balances 
which we fix at a three months’ supply have been reduced as mentioned above. 
Our position to-day is extremely critical, and we do not know when we may 
have to stop trains. 

16. A bridge at Godagiri or near Rampur Boalia, with short connections 
from Azimganj, would economically serve a portion of our Railway, and the 
greater part of the Eastern Bengal State Railway as regards coal, whilst safe- 
guarding the remainder in the event of emergencies at Mokameh. 

17. Taking into consideration tlio enormous and rapid expansions of the 
ooal traffic, and the recent difficulties regarding its carriage both for this Rail- 
way and the Port of Oalcutta, there is, we feel, no guarantee that the present 
clearance of downward traffic will continue when Mokameh and up-coimtry 
exports, which have recently been suffering from crop failures and floods in 
Tirhut, assume their normal quantities, especially as the quantities must he 
greatly augmented in view of the important extensions already referred to. 

18. I now come to the physical diffioulties in maintaining the Mokameh 
ferry which are, at present, most immediate and pressing. During the last 
few years, these diffioulties have become extremely aoute, and have, at times, 
threatened complete stoppage of the steamers working our passenger and goods 
traffic, as the statement of intorniption of traffic already furnished to you 
shews [see Appendix D®]. In support of this, I heg to hand in an extract 
from my letter No. 2217, dated 7th March 1906, to the Railway Board, written 
while the difficulties referred to were being dealt with [see Appendix !>“]. 

19. Again in October last, we were subjected to similar troubles and have 
had to move our crossings to a completely new site, entailing the laying down 
of new lines on the south bank. This shift for some time caused serious incon- 
venience to passengers, and goods crossing was for a considerable period 
restricted. 

20. I trust these facts will show that the Bengal and North-Western 
Railway struggle in this matter, for a second line of access to the sea-board, 
has been in the interests of the general public, including the town of Oaloutta. 
It must, I submit, be accepted that a ferry suoh as I have shown Mokameh to- 
be, is a serious difficulty on a main line of communication. 
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21. ^ necessity for independent through communication, without 

ferry disabilities for Bengal and North-Western Railway traffic, having been 
established, I will now proceed to the question of site and gauge. 

22. It is greatly to he regretted that so far the influential mercantile 
community of Calcutta have not had the case fairly put before them. It 
seems to be assumed, in some quarters, that our Calcutta traffic will continue 
to follow the Mokameh route, when a bridge is built. Such an assumption 
is quite erroneous. Moreover, the volume of this traffic has been much under - 
estimated, while it is assumed, if comparisons with that via Sara are insti- 
tuted, that all the traffic that now crosses by Sara would continue to be 
favoured as regards distance by the Sara route. This is not so. A large 
portion of the present Sara traffic would find its shortest route to Calcutta 
via one or other of the western sites, assuming that two bridges were built. 

23. The increase in lead via Qcdagiri, as compared with Sara for traffic 
from the eastern districts and Assam, has also been much exaggerated. It 
has been publicly stated to be 40 miles, while the actual distance would be 
about 21, and if the Rampuv Boalia site is taken, the extra lead, as given by 
the Railway Board, is 9 miles only. 


My figm’G is based on the following 

distances : — 

Total 


Miles. 

Miles. 

Santabar to Godagiri 

BO 


Godagiri to Banagbat 

99 


— 

149 

Sara to Santabar . . , 

. 52 


Banagbat to Daninkdia 

75 


Bridge . . . . 

1 

128 


Difference 

21 


24. From questions that have been put to preceding witnesses, and 
from articles in the public press, it would seem that the Calcutta public 
believes it is offered the choice between through broad gauge connection with 
the north Gangetio districts of Bengal and the United Provinces, and through 
metre gauge connection with the same country. There is no such choice. 
Either Calcutta can have through metre gauge connection with these great 
tracts of northern India, or all traffic, both passenger and goods therewith, will 
be penalized by transhipment. The conversion of metre into broad gauge 
in India is a financial impossibility. It would reduce to bankruptcy lines 
that are, at present, a great asset in the wealth of tlie country. The commercial 
community should remember what a benefit to the country the metre gauge 
has been. By it some 10,000 miles of railway have been made that would 
not now he in existence had the larger gauge been adhered to, and it seems 
somewhat ungenerous to forget this. 

26. The volume of our goods traffic with Calcutta in 1904 was, as I have 
already shown, 507,000 tons. That of the Eastern Bengal State Railway for the 
same yeai*, the heaviest to the close of 1906, was 620,000 tons. I estinaate that 
the whole of our own traffic, pins about one-third of the Eastern Bengal State 
Railway traffic, would be favoured by the Godagiri or other site west of Sara. 
The western site has, therefore, preponderating advantages at present, and in 
view of this and the rapid expansion of our systems, we are convinced that a 
bridge is needed there and are prepared to build it, whether a bridge is built 
at Sara or not. 

26. The following considerations further support this view : — ^The area 
of the country favoured by the Godagiri Bridge, excluding Nej^al territory, 
which is a very important addition — is roughly 40,000 square miles with a 
population of *26 millions of inhabitants. The area and population favourably 
alTeoted by the Sara site would be about 17,600 square miles, and 8^* millions of 
inhabitants. These figures show that the balance is much in' favour of 
Godagiri. • It has been repeatedly claimed that the commercial interests are 

II 
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those whioh should decide the question. I submjt that both on oommercial 
grounds, and in the interests of the general public, the site vre hare advocated 
is the preferable one. 

27. Bepresentatives of the important jute interests in Calcutta appear 
to have specially favoured the Sara site. I can, in a measure, understand 
this, as the case has been presented to them, but 1 would ventufq to offer a 
few remarks for consideration. I have prepared a statement, abstracted from 
the ^al jute forecast of the Director of Agriculture, which I should be 
glad to have checked by some expert. The statement indicates that about 
l^rd of the total jute crop comes from north Gangetic districts, including the 
eastern districts of Jalpaiguri, Oooch Behar and Bangpur. < The figures show, 
(they are subject to correction if I am in error), that ^rd of this jute crop would 
naturally belong to a bridge at Bampur Boalia or Godagiri, and the remaining 
|rds to the Sava crossing and river. If, as is certain, the western bridge 
will save Goalundo and -the southern section of the Bastern Bengal State 
Bailway from congestion, are not these considerations in favour of the 
western site? I woidd like to mention that jute cultivation is gradually 
spreading west, and the possibilities in this direction should not be lost sight of. 

28. In favour of the through metre gauge, I would remark that its intro- 
duction into Calcutta will considerably reduce transhipment, and the following 
items of traffic could, to start with, go through in metre gauge stock : — 

(1) AH passengers and luggage. 

(2) All parcels traffic, which includes fruit, vegetables, fish and bazar 

packages. 

(8) Horses,, cattle and other live-stock and carriages. 

(4) Goods traffic which can be received for despatch at, and delivered 

' from, one or more suitable metre gauge goods dephts in Calcutta. 

(5) Grain and seeds to the Bantapukur sheds. 

(6) Tea to the warehouse at tho Docks. 

(7) Kerosine oil. 

(8) It is also believed that arrangements could be made to deal with the 

salt traffic without transhipment. 

29. Grain and seeds for direct shipment, goods to and from the Docks 
(other than in (5) and (6) above), the jetties and the Port Trust stations, also 
jute for mills, godowns and river delivery, will have to be transhipped between 
metre and broad gauges to start with, but it is hoped that, in course of time and 
with experience, many difficulties will be overcome, and tho metre gauge will be 
welcomed into mills and other places to which it can be taken. 

30. Any alteration in the Port Trust terminal arrangements, to admit of 
advantage being taken of the entrance of the metre gauge must be gradual, 
and carefully thought out. If no alterations are made, matters will be no 
worse for the Docks and jetties and the tea and jute trade than they would be 
if the metre gauge was kept out of Calcutta, but if the metre gauge is brought 
into Calcutta, general trade and the public must benefit. 

31. By running metre gauge wagons through between stations up-country 
and Calcutta witli full wagon loads, the question of economical haulage and 
cheap freights should come into operation. 

32. Tho handling of what has to be transhipped might he carried out 
where the metre gauge crossed the broad gauge on its way to Calcutta, or at 
some other suitable spot towards Calcutta. 

33. The interests of passengers, particularly native passengers, who 
contribute such a large sbare to the revenue of railways, require consideration 
in dealing with this important matter. With a bridge at Sara all passengers 
T^l have to tranship, Darjeeling passengers presumably during the night. 
With the metre gauge into Calcutta, through passenger trains can he run to 
Grauhati for Assam on the north-east, to Siliguri for Darjeeling on the north, 
and to Darhhanga, Muzaffiarput and Goiukhpur towards the north-west. 
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3d. As regards the engineering problem, Mr. Izat has written ; — 

*‘My Direbtors have satisfied themselves that an excellent site for 
bridging the Ganges can be obtained at or near Godagiri, and 
that the cost of a bridge there should not exceed Rs. 100 lahbs, 
and will he less than at almost any other site. There is a straight 
reach of the river for nearly 30 mUes, and there will be no need 
of heavy training works on the northern side, owing to the banks 
being high and permanent.** 

“ Mr. Spring, who was specially deputed to investigate the question of 
bridging the Ganges in its lower reaches, reported that the cost 
of the bridge at Godagiri, would probably not exceed 110 lakhs 
of rupees, against 130 at Sara where, moreover, my Directors 
are of opinion that, from an engineering point of view, the bridge 
could not he safely built.** 

35, I will now conclude my remarks by repeating my replies to the 
Committee’s enquiry as to the benefit Ibat trade will derive if tbe Bengal and 
North-Western Railway gets an independent entrance to Oaloutta. This benefit 
may be briefiy stated as follows : — 

(i) Improved through services between distriots north of tbe Ganges 

and Calcutta, securing quicker transit and delivery, and avoidance 
of ferry stoppages and risks. 

(ii) Avoidance of losses due to transhipment. 

(iii) Prompt provision of wagons. 

(iv) Simplification of rates and conditions owing to tbe wagons of one 

railway only being used. 

(v) Quick settlement of claims and overobarges, only one Railway 

Administration being concerned. 

. (vi) General development of trade due to increased facilities, and to one 
Railway Administration being able to deal directly with both 
buyer and seller. 

(vii) The construction of branch lines and opening up of new country will 
be stimulated, and these will feed the main trunk line with new 
trade for Calcutta. 

« « « « . • « « 

1. Q. (Major Shelley.) — Prom the statement you have been good enough to 
furnish us, am I correct in assuming that about 25 per cent, of the total traffic 
crossing at Mokameh could not be diverted to a route unfavourable to tbe 
East Indian Railway — that 25 per cent, is tbe collieries’ traffic ? — Yes. 

2. Q. Of the balance of the Mokameh traffic, about 5 per cent, being 
railway materials could bo diverted to your route I presume ? — We could hold 
that traffic. 

3. Q. Of the remaining 70 per cent, which crosses at Mokameh, about 
63 per cent, is Calcutta traffic, and the remaining 7 por cent, is what we may 
term local traffic. I presume the whole of this 70 per cent, would he either 
subject to competition or by arrangement with the East Indian Railway ? — ^Tes. 

4.. Q. Can you toll us what the local traffic probably consists of? — You 
moan the local traffic for Oaloutta ? 

5. Q. The looal'traffic short of Oaloutta— A good deal of it is, I believe, 
traffic for the mills short of Calcutta. If you look at the statement which I 
gave you Uee Appendix D’], you will see a reference to it there. Practically, 
the whole of the traffic short of Calcutta would continue to go via Mokameh, 
thougli 1 may mention there is a portion that might go via Bhagalpur. 

6. Q. In regard to the competition for the remainder, about 63 per cent., 
how much do you think you could hold, given command of the railway into 
Oolcutta by a Lower Gauges bridge ? — We think wo could hold it all. 

7. Q. The grain and seed was 4i6 per Oint. in 190dij you consider you 
could hold the whole of that ?— Certainly, 

B 2 
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8. Q. Do' you anticipate that your position in regard to holding this trafS.o 
would be actually affected by the precise location oEtbe Ganges Bridge? — I do- 
Seeing that the competitive distances are rather close, the position of the site 
affects us considerably. 

9,. Q. The difference in distance between" Godagiri and Sara is only 
about thirteen miles ? — I would band in a statement; it may bo incorrect. I 
- have prepared it ns carefully os I can from the Eastern Bengal JELailway time- 
table and from Mr. Spring’s figures. The difference, as I make it, is 20 miles, 

10. Q. Assuming that the difference is thirteen miles as taken out by the 
Direotor of Railway Construction, would your hold on the traffic be appreciably 
affected? — It would be appreciably affected. The bridge at Sara would belong 
to, and the junction would be worked by, a foreign administration. Tbe evils 
of tr.mshipment would be minimised at Godagiri if we worked the lines on 
both sides. _ It would not he the same at Sara, and, besides, we know that, at 
times, the section between Sara and Calcutta is liable to congestion. The Rail- 
way Board have told us that. 

11. Q. I think you are, perhaps, hardly correct, because I understand from 
the Eastern Bengal Railway that they are very far from being congested ? — 
My authority is tlie Railway Board’s statement which was published in the 
Government of (India Resolution [see Appendix A']. And remember, when 
this enormous additional volume of traffic comes, whatever they may be able 
to do now, it does not follow that they will bo able to do it then. 

12. Q. Can you tell me what the increase in the grain and seed traffic is 
due to ? — Opening of new extensions to some extent. We have been very 
rapidly extending our system. 

137 Q. Can you give us any estimate of the anticipated increase in the 
grain and seed traffio which you antieixiato will result from these exten- 
sions? — In 1904i, the total Calcutta traffic was 500,000 tons, and when all our 
extensions are open, I estimate it may be 760,000 tons, or an increase of 60 
per cent. I am taking into consideration the general development of the 
country. 

14. Q. In regard to the remaining outwards commodities, i.e., saltpetre, 
tobacco, sugar, and miscellaneous goods, do you think you would be able to 
bold these items in competition ? — ^For Calcutta ? 

, 16. Q. For Calcutta — Tes. 

16. Q. They would be similarly affected by the exact location of the 
Ganges Bridge ? — They would, by exaot I meau there or theroabouts. It is 
merely a case of Sara versus the other sites. 

17. Q. Now as regards your inwards traffic, what portion of the salt 
traffic could you hold in competition, bearing in mind that an appreciable 
amount might be consigned from the Howrah side of tho river ? — I should 
think all. I don’t see any reason why the Salt Department should not bring 
their salt to a station on our lino if we had an entrance to Calcutta. Thev 
probably would. Their salt godown is movable I believe. 

18. Q. Salt is your big itom of import ; do you think it would be largely 
affected by your extensions ? — Certainly. 

19. Q. May I take it at a 60 per cent, increase ? — Tes. 

20. Q. Oil also is one of your important inward items. Do you think you 
would require any special facilities to deal with it effectually ? — Probably wo 
would. We would probably want an extension down to Budge Budge. It 
would he presumption on my part, at this stage, to give you a cut and 
dried scheme for our arrangements in Calcutta. I would not presume to 
do so. All I can give you is a rough.idea of what we would do. It would 
require a great deal of time to go into tho matter properly, and we should have 
to consult all the different commercial bodies. I thiuk it would be quite 
possible to get to Sealdah, also possible to have a station at Ohitpore, and 
possibly at some other sites and run to the docks and possibly extend to Budge 
Dudge. I can only give you this as the general idea without professing it to 
be a very accurate statement. 
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21. Q.- The result o£ yoiu’ oornpeting with the East Indin n Railway for the 
Moliameh traOio would be a considerable lowering of rates on both sides ? — I 
have not the slightest doubt that when you have a double line to the town, 
rates will tend to go down. It will benefit the Calcutta community. 

22. Q. And cause a largo loss to Government ? — No. The line that is 
chiefly benefited by the extension from IBarauni to Calcutta will be the State 
Railway. As a matter of fact, if we were playing a selfish game, it might pay 
us to tranship everything at Digha, and quote high rates over the Bengal and 
North-'W’estern Railway- What I want to make clear is that we have been 
playing an open game iu the interests of the public, and those of the State 
Railway of which wo are the custodians. 

23. Q. And you expect a sufiioient development of traffic resulting from 
competition to justify it, whether it causes a loss or not ? — I do. 

24*. Q. Through this oompefcitiou which you anticipate the mercantile 
community will be in no way inconvenienced ? — They w’ill be benefited. They 
must be benefited. 

26. Q. Once the Godagiri-Katihar linkis completed, I presume the strug- 
gle will have to come oil whether the bridge is or is not made ? — Quite so. As 
soon as the Godagiri-Katihar line is opened for traffic, providing an alterna- 
tive route, competition can arise, whether a bridge is built or not. 

26. Q. The competition will probably ultimately terminate by an agree- 
ment with the East Indian Railway ? — No doubt. 

27. Q. Without forcing your hand in any way, do you think that would 
operate much against the figures you have given us ? — I do not think it would, 
I do not want, naturally, to go into details. 

28. Q. There being a dilleronoe of only about thirteen miles between 
Godagiri and Sara, competition can hardly be seriously affected by such a 
very short lead r— -Really it is such an important point about this thirteen miles 
that I would like it to bo definitely settled. It should not be made public that 
it is thirteen miles, if it is more. When you talk of tlihteea miles, would the 
junction be at Nattore ? 

29. Q. The junction would bo near Nattore— To the best of ray knowledge 
the figures I have given are correct, shewing the excess distance as 20 miles. 

30. Q. Now you have advocated the extension of the metre gauge into 
Calcutta P — Yes, 


31. Q. In the event of this extension being approved, how would you 
propose to give facilities for the termini iu Calcutta ? — It would be presump- 
tion on my part to attempt to give you a cut and dried soheme. 

32. Q. You do not see how it can be done ? — I do u6t think there would 
bo serious difficulty about it- In all those big problems there are difficulties. 

33. Q. Are you actually of opinion that the metre gauge could be introdriced 
into all the termini in Calcutta ?— My own opinion is that it could be intro- 
duced into some, but not into all the termini. I tried to make it clear in my 
statement that I would not attempt to run to the jetties or to the wharves at the 
dock.s, I sbould run to a transhipment station and to the warehouses for wheat 
and seeds. T sbould have a local station at Soaldab. 1 should look out and see 
whore I could got other suitable stations to meet the requirements oi trade. 

34‘. Q. I was going to ask your opinion as to serving Calcutta by 
a metro gauge to such an extent as is possible, and transhipping at a near 
junction such traffic as must bo carried by the broad gauge ?— I think that is 
the scheme that ought to ho adopted. I think that is the proper way ot 

looking at it. ,, , ,, 

36. Q. What is your opinion of the relative advantage generally of the 
transhipping station being near Calcutta or north Gauges 

this, the less you have to tranship the bettor ; and the nearer you appxoaoh to 
Calcutta, tlio loss there u’ill bo to tranship. 

30. Q. In the event of it being dcoided not to bring the metre gauge 
south of the Ganges, what is your opinion as to facilities “ 

to your administration to enable it to servo Oalenita ^ ’ 

minimum facilities tlial my Board laid down some time ago, if the bridge was 
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started at once, were that they should build the bridge themselves, and have 
their own transhipment station, with powers to quote through rates to Calcutta. 

87. Q. Sunning powers ?•— The power to quote through rates is what we 
laid down as essential. • 

38. Q. Now bearing in mind terminal delays ' in the congested yards in 
Calcutta, do you anticipate any diflioulty on your side in regard to either 
broad or metre gauge stock ? — We should do as we have done in the past, 
provide additional stock when we want it. 

89. Q. 1 understand that the location of the bridge at G-odagiri is so 
important, that if a bridge was built at Sara, your administration would insist 
on building one at Godagiri ? — They will not rest contented, till there is a 
bridge near Godagiri. 

4<0. Q. You said your traffic bad been seriously blocked by the inability of 
the East Indian Hailway to provide stock for its transport, but in the statement 
you have put forward there is apparently no such case ? [see Appendix D'j — 
It is admitted that prior to 1902, there were very serious blocks. There is.no 
doubt about this. It was brought to the notice of the Secretary of State, and 
there is no question about it. 

d'l. Q. But you do not give one case ? — Our correspondence with Govern- 
ment will prove it. 

4i2. Q. (Mr. Dumayne,) — We have been studyu^ the possibility of dealing 
with the metre gauge in Calcutta termini— possibly you saw the diil'erent ware- 
houses and the general arrangement of the .lines? (referred to map) — Yes, 

1 had a good opportunity of seeing them. 

43. Q. Looking at that plan (plan of lines to tea warehouse), -vyould you 
say there ever would be a possibility of our working the metre gauge traffic 
there ? — I do. You would want some sort of accommodation for shunting, etc., 
but there is Ao difficulty so far as running a metre gauge alongside is con- 
cerned. 

44. Q. (Refers to map). May I ask you to notice that there is a 
scissors crossing, and with the broad gauge only there are eight crossings ; if the 
metre gauge is brought in, it would increase the number of crossings to 21 ? — 1 
see that. 

45. Q. I am straggling to find out whether this is a feasible or non-feasible 
arrangement. Imagine to yourself that you have some broad gauge and some 
metre gauge wagons upon those lines and you have to run those in, would it 
not block the arrangements ? — ^Is it not the case that you run in special trains of 
tea once or twice a week ? Could you not arrange that your broad gauge 
trains came in on certain days, and the metre gauge on other days P Is it not a 
matter of arrangement ? You deal with say from 10,000 to 14,000 tons spread ' 
out over the year. I think this would be possible. 

46. Q. I wish we could put it in that way, but though I wish to be 
respectful to the trade, it must be remembered that the trade is very unreason- 
able ; that it will not have a programme. It will insist on its tea going to its 
shed on the very day that it wants it, and I must ask you, therefore, to consider 
such an arrangement as that not possible ? — Probably, I am not assuming that 
we could carry the tea from the tea warehouse to the wharf.' 

47. Q. (Witness.) — How long would it take you to unload a wagon of 
tea? — (Mr. Dtimayne.) — Our contract time is 36 hours. Sometimes it would 
take a very short time, and sometimes we should take the whole of our 36 
hours. 

48. Q. The opinion I would form is that it would add very considerably 'to 
our difficulties in dealing with the traffic, and would cause many delays and 
risks of accidents and derailments ? — As regards risks, you are running slow. 
It is shunting. I do not think there would be any risk. 

49. Q. I do not know whether it was made clear from wbat has gone 
before as to whether you had a preference for a transhipment station near to 
Calcutta to_a transhipment station north of the river. Por which have you the 
preference ? — ^Near Calcutta, As I explained, the less we tranship the better. 



MINUTES OP EVIDENCE. 59 

60. Q. You still -vvoald have to tranship then ? — ^Yes, probably most of 
the jute. 

61. Q. Could you, for our assistance, say what would be the possible 
advantage of the nearer transhipping station ? — I would only say, in a general 
way, that it stands to reason that the nearer tlie transhipping station is to 
Calcutta, the less the traffic that would have to be transhipped. 

52. Q. Could you show any advantages with regard to the esport business 
by being nearer Calcutta ? — As regards transhipment ? 

53. Q. With your transhipment station nearer Calcutta — I should hope 
that for local traffic we sliould be able to have stations sufficiently convenient 
to the seats of trade, and we would be able to obtain most of our local traffic in 
metre gauge wagons without transhipment. 

61'. Q. When you refer to the possibilities of increased traffic by the 
arrangements you proposed, and gave us figures for 1903 and 1901, did you 
reckon on the fact that this traffic is iafiuenoed by other qualities than railway 
facilities ? — I should say that railway facilities play a very large part. 

65. Q. Is not the traffic rather infiuenoed by the condition of the crops 
in India, or the scarcity of crops at home ? — Certainly. 

56. Q, In fact India’s chance has been when such occasions have 
arisen ? — suppose so — combination of good crops and favourable markets. 

67. Q. So that the mere improvement of railway facilities would not 
necessarily amount to that differenoo between 1904 and the bad years ? — Seeds 
• have to be exported, and they would be exported to ’.Calcutta, Bombay or whore- 
ever it may bo. The idea is that having the crop to get rid of, you would have 
better means of getting it to market. 

58. Q. You do not, in your estimates, calculate upon railways always 
getting that traffic ? — Not always, but I take it as an average. 

69. Q. Therefore it is not entirely due to extensions that those differences 
are due ? — No, I do not think I ever meant to convey the idea that it was 
entirely duo to extensions. It is a question of good crops, extensions and so on. 

60. Q. Generally you say that the improvement of facilities would lead to 
increased amounts ? — tJndoubtedly. 

61. Q. Then when you say that you were put to groat difficulties with 
regard to coal, it would bo to a largo extent romoved by getting access to 
Calcutta . You mean, £ suppose, that you relieve congestion on tho direct line to 
Mokamoh ? — Excuse me, I don’t think that was what I said. What I meant 
was that it would be a great help to us to have alternative rail acooss to Calcutta. 

62. Q. How would it holp you to maintain your coal supply ? — 1 run my 
trains into Hatihar at present and would have access to tho coal fields via 
Azimganj. 

63. Q. You would have to go from the collieries ? — Yes, up the Ondal- 
Sainthia lino. 

64. Q. You have spolcou of the inconvouionca in transfer stations ; would 
you really be disposed to put much value upon that from a passenger point of 
view ? — Yes, certoinly. 

66. Q. I speak of a transfer station merely a cross the platform ? — Most 
of us will object to having to change carriages at two o’clock in the morning, 

GG. Q. {Mr. ITtiM*.)— .Do you not think that a bridge at Mokaineh would 
remove tho ferry difficulties referred to in your note ? — Tho ferry diCBoulties 
might he removed, but who is going to make a bridge at Mokamoh and why 
Mokamoh ?— You may have a bridge at Patna or Bhagalpur. What benefit 
having it at Mokatnch ? It does not get over our difficulty, or a double lino 
access to Calcutta. 

67. Q. Hid you say that you would build a bridge at Godagiri at your 
own expense ? — Yes, under certain conditions. My Board offer to make a 
bridge aud to make a lino into Calcutta, Of course, wo would not build a 
bridge for nothing. 
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B 8 O With a bridge at Godagiri yon want to have access to Oalcntta 
via the Godagiri-Banaghat Railway P-Well. if we cress at Godagiri I snppose - 
weiyig 0 tiabytlieGodagiri.BanagTiatlme.bnt if the bridge was bmltm 
vioiStv of Bampur Boalia there would be metre gauge conneotion. There 
are certaia points of advantage in the proposed introduction of the metre gauge 
by such a route. 

69. 0. So that yon also advocate the independent metre gauge connection 
in spite of the broad gauge lines running from Godagiri to Ranaghat and from 
Damukdia to Ranaghat ?— Tes. 

70 -0 By opening up a separate metre gauge line you will divert the 
traffic from the Godagiri-Ranaghat line ?— Undoubtedly, a certain amount of it. 
Look at my map. We are now extending lines running exactly the same way 
as the Railway Board propose doing between Ramput Boalia and Ranaghat. 

What you want is more railways in this country. The country will not 
suffer. The outlay will all come back. 

71 Q. Have vou a sufficient knowledge of the country, and do you con- 
sider it* sufficiently rich to justify the opening out for traffic at such an 
enormous outlay ?— It would not be an enormous outlay, and it would, I think, 
be justified. 

72. 0,. The distance between the Damukdia-Ranaghnt line and the 
Godagiri-Ranaghat line would not be more than 4i0 miles ? — I believe so. 

73. Q. So that you advocate another line of railway between these two ? 


—Tes. 

74. Q. Are you aware that there are navigable rivers in that country ?— . 
I cannot speak with certainty, but I accept your statement. 

76. Q. Do you think that the enormous traffic awaiting imnaediate hand- 
ling at Sara Ghat, and the transhipment of which is now causing grant loss 
and delay to the meroautile community, justifies the demand for a bridge at 
Sara ? — I would sooner not answer that. 


76. Q. I ask you for your opinion. It is a stern fact that a very large 
traffic which requires immediate and better handling is causing considerable 
loss to the mercantile community on account of delay in transhipment. Does 
this not require immediate remedy ?— My reply is that a bridge at Godagiri 
would answer the purpose. 

77. Q Would you now, in selecting a site for a bridge, not be influenced 
by the fact that while immediate difficulties have to be grappled with at Sara— 
at Godagiri it is not even a question of the near future ? — Have we not 
immediate difficulties at Mokameh? 


78. Q. (Pmideni.)— You told Major Shelley that you would retain all 
your present traffic. Do you mean you would do that without being allowed to 
quote special rates ? — I would do so witliin the prescribed minima. 

79. Q. Supposing you have the concession made regarding through rates 
to Calcutta. How do you think the rates would affect the rates quoted over 
the Eastern Bengal State Railway ? Would it tend to reduce their rates? — 
I have not the slightest doubt that it would tend to reduce the rates ; it 
would beuefi.t trade. [The witness subsequently stated that he liad misunder- 
stood the question and desired to answer it as follows : — I do not think it would 
affect Eastern Bengal State Railway local rates.] 

80. Q. You do not think that there would be any loss to Government ? — I 
do not, if you weigh other things with it. 

81. Q. If the metre gauge was given partial admission to the Calcutta 
termini, you would even then prefer it came across the Ganges ? — My Board 
are quite prepared to accept the decision of the Government of India in this 
matter. While they think it very desirable to have through running without 
a break, they are prepared to abide by the decision of Government. 

82. Q. Returning to the Godagiri site, are you aware that Mr. Spring has 
stated in his report that the through distance for your traffic was the same by 
either route via Godagiri or via Isabpur ?— -Up to ' this date we have not 
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received a copy of Mr. Spring’s report, except as a confidential dooument/and 
I-bave bad no power to criticise it and some of the figures in it I note are 
incorrect. 

83. Q. Will you take it from me that there is no difference practically ? — 

I am prepared to accept your distances. 

84i. Q. Knowing that, would you still have a bridge at Godagiri . rather 
than at Isabpur ? — It would, I understand, make little difference in distance 
if we got a bridge at Isabpur. 

85. Q. Supposing you had your own transhipment north of the Ganges 
and broad gauge stock running through, how many broad{gauge trains do 
you suppose you would have up and down ? — Eour trains up and four trains 
down. 

86. Q; Passenger trains ? — ^Yes, fully that. We should also run about six 
goods trains each way. 

87. Q. Do you think that these 20 trains would be an additional tax to the 
double broad gauge line witli a capacity of 260 trains a day ? — Not much, 
\inless there was congestion. 

88. ‘Q. I only ask you how many broad gauge trains you would have 
from the transhipment station to Calcutta ? — About 20. The number would, 
no d.oubt, increase. 

89. Q. What liava you calculated the extra mileage at if traffic goes via 
Sara instead of Godagiri ? — Twenty miles. 

90. Q. Supposing your traffic was carried free over those 20 miles, would 
you still object to Sara as the site for a bridge ?— I think we would, I don’t 
see how any one could carry it free. 

91. (Jfi’. UtoLeod .) — That is the Railway Board’s suggestion ? — That is 
over the 9 miles ; they refer to the State Railway traffic. 

92. Q. What is your yearly loss in the way of payments to the public 
for damage ?— So far as I have ascertained, the pecuniary loss is small, about 
Rs. 1,000 a year. 

93. Q. The ascertainable loss is small ? — Ascertainable loss is much 

greater. The complaints sometimes made against our railway have, in a large 
measure, been caused owing to transhipment. Delays in getting up goods and 
loss in consignments. ^ 

94i. Q. Ton cannot he sure that it is at the transhipment station ? — No. 
A great deal of this trouble arises in not having control of the traffic from 
its departure to its destination. 

95. Q. And you think if you had full control all the way there would not 
be much trouble ? — Tes. The trouble would bo very much loss. We would 
have our own staff on each aide of the transhipment junction. I am only 
stating as a fact that loss does occur. It may be on our line. It may. be on 
the other lino. There are certain consignments such as salt and kerosine oil 
that suffer by transhipment, a great number of the bags and tins leaking due to 
additional handling. 

96. Q. Tho loss may bo removed by better supervision ? — ^If you could 
put your finger on a defect you could correct it. If y^u cannot put your 
finger on the point where tiie trouble arises what can you do ? 

07. Q. Supposing that the provision of a metre gauge terminal accom- 
modation in Oalcutta cost a very large sum, do you think the traffic would 
cover the cost of interest and maintonanoe ? — Wo recognise that there are 
difficulties, and ray Board arc prepared to leave the matter in the hands of 
Government. I think tlioso difficulties are bound to occur in any scheme of 
this kind. 

98. Q,. Have you any idea of the jute mills in Calcutta which are 
confieoted by sidings to tho railway ? — I know there are a great number of 
jute mills. I quite realise the difficulty there would be in regard to them. 

90. Q. I suppose you realise that if tho metro gauge came into Oalcutta 
a great deal of juto would be for tho mills, and would have to be trau- 
shipped ? — ^YeS. 
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100. Q. Toa would not recommend the introduction of metre gauge 
sidings into these ? — I recommend the meke gauge anywhere .that it could bo 
taken. 

101. Q. Jute is a far more stable article than wheat? — am not in a 
position to form an opinion, 

102. Q. Ton know jute is grown only in India ? — I accept the statement 

from you. - . 

103. Qp. The price of jute is much like the price of wheat ? — Does it not 
fluctuate ? 

104i. Q. Are you prepated to admit that jute is more profltable than 
wheat P— should like to suspend judgment. I do not think you could say 
that one crop is a more stable commodity in the country than another. 

106. Q. You do not think that rail-borne jute to Calcutta fluctuates more 
or less than the rail^borne wheat to Calcutta P—I suspend my judgment. 

106. Q. You were asked if abridge at Mokameh would not assist you? — 
It would not give us a second line of access. 

107. 0,. {Mr. Inglis.) — Will you tell me at what you estimate the total 
annual capacity of a double line of standard gauge for goods traffic ? — I cannot 
say straight off. I could give it to you for metre gauge if the conditions are 
known. It would depend upon the length of the bridge, and the time 
occupied in crossing from one block station to another. 

108. Q. The point I was endeavouring to get at was , assuming that a 
certain volume of traffic came from the north-western and eastern districts, 
one bridge would be sufficient to convey that traffic ?— I have no doubt that 
one bridge would he sufficient for the present, what the future would be I can- 
not say. 

109. Q. Assuming for a moment that one bridge woudd be suffioient to 
carry the whole volume of traffic, would it not bo an extravagant measure to 
build a second bridge ?— I am not going to say it would be extravagant. The 
money spent on railways is a mageilioent asset in the wealth of the country, 
and the more you extend railways without auy wild-oat ideas of promotioa, 
the better it is for the country. 

110. Q. {Mr. MoLeoA^ — ^Apart from all question of the site of the bridge, 
do you recognise the urgent necessity of a bridge over the Ganges ?— -Yes. 

> 111. Q. In selecting a suitable site does it not follow that the most suitable 

site would he where the cost of constructing a bridge is least, and the spot 
nearest the largest volume of traffic ? — I would build a bridge whore it could 
he built at the least cost, all other things being equal. 1 would not trouble 
over much as to the length of additional conneeting lines that have to bo dealt 
with, provided those connecting lines ran through fertile country which, in 
themselves, would support the connecting lines. 

112. Q. You say that you would build the bridge at the spot which costs 
the least ? — All other things being equal. 

118. Q. According to the statement submitted by you, out of tbe total 
traffic passing at Semaria in 1903-190^ just under 62 per cent, was '* grain and 
seeds” [see Appendix D®]. I presume wo take this year’s traffic at the same 
ratio ? — I am not quite sure, the wheat and seeds have been reduced, while 
salt and other traffic is increasing. 

114. Q. What difference is there in mileage in the East Indian Railway 
route and other routes? — As compared with Godagiri, it is 70 miles less, ex- 
cluding the ferry. This refers simply to the traffic passing through Barauni. If 
you look at that map you will find that the districts which are opening up will 
open other routes from Darbhanga and elsewhere. 

116. Q. If the introduction into Calcutta of the metre gauge is found to 
be feasible, is it your intention to control the working ?— That is for Govern- 
ment to decide. 

116. Q. Assuming that your line ran direct into Calcutta, would it .not be 
a loss to Government ? — No, certainly not. 
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•. 117. Q. Would it not suit you equally well to have a feeder into Oaloutta 
from tlie broad gauge uritb.yonr own rolling, stook ? — It would meet us. It is 
one of the proposals of my Board. 

118. Q. Would not the increased speed in the carrying capacity of the 
broad gauge stock compensate for transhipment ? — No. 

119. Q. Would it not be a great convenience to have your supply of coal > 
carried in your own wagons to Mokameh if you had running powers on the 
broad gauge system ? — As a matter of fact it has been decided that we should 
have our own wagons for the carriage of coal from the collieries to Mokameh. 

120. Q. In order to divert the traifio past the Mokameh route you must 
appreciably reduce your rates ? — No, I don’t think so. 

121. Q. Assuming the 'metre gauge was brought into 'Calcutta, what 
junction on your system, as regards passengers, would bo common to the new 
route and the East Indian Railway ? Where would you make a start from ? — 
Barauni I think. 

122. Q. In tlie same way as to induce goods traffic must you not also cater 
for tho passenger traffic from that district ? — No, not necessarily. 

123. Q. At what speed do you run your pa ssengor trains ? — Some at a 
through speed (including stoppages) of 22 miles an hour. I think the day is 
coming when we shall he running fast passenger metre gauge trains at 30 miles 
on our main line. 

124<. Q. If the traffic of the tract of country which you servo were to iu“ 
crease to such an extent as to warrant the East' Indian Railway bridging al' 
Mokameh for broad gauge near your system, would you oppose it ? — Yes, 

125. Q. So that while you would like to como into Calcutta yon would not 
like any one else to trespass on your preserves ?— Well, the eonditions are 
different. Am I to understand that the Calcutta community do not want an 
additional communication to Oaloutta ? — Do they look upon it as an evil ? 

126. Q. Would it really not suit all concerned better if the river was 
bridged at Mokameh, a?id tho traffic brought to Oaloutta on the broad gauge 
by a shorter route over tho East Indian Railway ? — No, it would not. I have 
already told you that wc want a second line of access. 

127. Q. Don’t you think that within tho next 5 or 6 years tho Railway 
Board would aiuoliorato tho difficulties, and by the time tho bridge is finished, tho 
East Indian Railway would be in a bettor position to deal with traffic than they 
arc now ? — I have no doubt tho Railway Board would endeavour to make 
great improvements, but while they arc improving, tho difficulties would bo 
increasing. 

128. Q. In the Railway Board’s note, paragraph 15, it is stated that no 
greater charge would bo levied by tbo how route than if it were built at 
Bara ? — 1 have tried to explain that, at a transhipment station, there is great 
difference as to transhipment worked by one administration and tranship- 
ment by a number. 

129. Q. Under the most favourable conditions you have, at present, not 
more than four hundred thousand tons for which you can compete ? — No, I 
gave you 507,000 tons which was a good year. Since theu we have been 
opening out moro country. 

130. Q. Is not a poroontago of that quantity only problematical ? — ^A 
small percentage only. 

181. Q. You hold that tho East Indian Railway could hold none of the 
traffic ? — You may accept that we can, at any rate, hold tho great hulk of it. 

132. Q. As 0 Railway expert and a business man, would you not consider 
it very unbusiness-liko to put a largo traffic at a disadvantage for the benefit 
of a small and only problomatical one ? — Yes, I think so. 

138. Q. Have you any knowledge of tho diffioultios at Sara Qhat ?— I 
have heard of thorn. I know they have had difficulties. 

.184, Q. Your own difficulties arc very light. lam only judging from 
the cost of it. Tour lifting sidings and incidental expenses are not more 

IS 
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than 11 per cent. oE your working expenses ?~The best answer I can give is 
our .figures (refers to statement) [see Appendix D*j. 

136. Q. You do not find your wagon ferry very satisfactory ?— No, tbougb 
as a wagon ferry it is as good as iuauy of its Itind that exists in India." 

136. Q. At Damukdia it is more unsatisfactory ? — ^If the conditions were 
?worse it would bo more unsatisfactory. It just depends on what . are the 
conditions. 


137. 'Q. Have you bad any representations from any public Association of 
Calcutta, or elsewhere, suggesting the entrance of the metre gauge into Calcutta, 
or is it entirely an idea of the ^Bengal and North-Western Bailway for the good 
of the Bengal and North-Western Bailway ? — "W e have received no applications 
from any of the Calcutta community or representative bodies, and I think 
it indicates the necessity of our beintc in Calcutta, because I am certain bad we 
been so our views would have been better known, and the views formed by 
me Calcutta community would have been modified a great deal. The Beliar 
BlauteM Association and the Bohar liandholders’ Association are in favour.of 
the entrance of the metre gauge into Calcutta. 


ni« traffic you have is in grain and seeds. The traffic in 

exceptionally large, was it not P-Tes. was 
co“pai’ed With provious yeats.^ Since then we have been 

exaggerating in stating 

Sfloda^ri reasonable average to put down Lour traffic 


139. Q. These were abnormal years? — do not think so. 

^ 140. Q. Have you doubled the mileage of thel Bengal and North-Western 
Railway in these two years P—Certainly not, but increased mileaee had some- 
thing to do with it. 


141. Q. Oau you give us the percentage of extra mileage brought into force 

fl902— 1,266') 

j 1903 — ^1,330 I miles, excluding foreign 
these two years ?•— The figures are •{ 1904—1,406 i- lines worked over. 

*1 1906—1,467 I 
U906— 1,648 J 

142. Q,. The traffic in these articles is, therefore, fluotuating. So that 

including this year's figures, it would not bo a very favourable average ’ 
I have given you what I think the weight of the traffic would be.- ° 


143.- Q. In the figures given by you the average cost of the Mokameh 
ferry xs Rs. 1,72,000 roughly ?— That is for working, salaries, loading,, fud and 
so on, “ 


144. Q. Have you charged for block estimates ?— Our block oanitaJ fc 

about 24 or 25 lakhs. The interest came to about a lakhofrunoM and 
depreciation to Rs. 70,000. ' a mjsu or rupees, and 


145. Q. That would show that you make a large profit out of it ?— Possibly. 

146. Q. Take it altogether the bridge will be cheaper than the ferrr 

Tes. A bridge would pay us. ^ 


147. Q. If you kaveto carry the whole of the Calcutta traffic by the new 
route, would you not still have to retain the ferry for the balance of the amount 
of the traffic at about the same cost ?— No. We would certainly have to retain 
the ferry, but the amount of traffic dealt with and the cost also would be veiv 
much less as the ferry arrangements would be reduced. ^ 


148. Q. And the receipts would diminish accordingly ? — Yes, certainly. • 

149. Q. It would, therefore, be a loss to you ?— No. 

+i: your statement of 19th January [see Appendix DM yW state 

tne line between Galcuttn and Sara would become still more congested* Do 
T from Sara is not sufficient to carry your 

tinffic ? I make that statement from an official document which is before 
you. 
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161. Q. If tliat - was your beliefj how can you suggest, further on, 
that the Bengal and North-Western Bailway he given -ruuning liowers over the 
broad gauge into Calcutta, providing.ifa own hroad gauge stock? You say in 
one case the line is insufficient, and, in the next case, you say you want running 
powers over it ?— certain amount of traffic will continue to go by Mokameh 
whether a bridge is built at Godagiri or not j in the same way, if abridge is 
built at Godagiri, a certain amount of traffic will possibly gp by. Sara. 
Certainly, tbe whole of the Goalundo twiffic, and the traffic to the south by 
Damukdia wouffi go over the Sara-Ra nagbat line. 

152. Q. Do not these two statements made by you suggest that the broad 
gauge is capable of taking your own traffic on your own stated terms that is, 
with your own rolling stock, and that such an arrangomeut would be a suitable 
one ? — 'It would not we think bo a suitable arrangement. 

163. Q. Is it not a fact that your original intention was to enter Calcutta 
on the broad gauge ? — ^The official document was a claim for a second access 
' to tbe sea-port either on tbe broad or metre gauge. 

164. Q. Thou the broad gauge or the metre gauge would suit you equally 
well ? — No, I could not say that. 

165. Q. You are prepared to accept one or the other ? —We are prepared 
to accept the decision of Government. 

166. Q. Have you any reason to believe that the trade in the tract of 
country you serve is likely to substantially increase ? — Yes. 

167. Q. When tbe metre gauge system was introduced into India, was it nob 
in view of providing a cheap substitute for the broad gauge if the prospects of 
traffic did not in the near future warrant a broad gauge line ? — I hardly think so. 

168. Q. Speaking generally, and not with special reference to your railway, 
is it not the case when traffic increases very much on the metro gauge railway 

. it becomes a main lino and it loses its original characteristics of cheapness ? — 
No, certainly not. As a matter of faot as we go on increasing, our working 
•expenses are reduced. 

169. Q. Looking at the fact that the broad gauge railway is the recog- 
nised standard in India, and is now linked between the metre gauge and tbe 
eea-port, does it not suggest that a mistake was made in tlie introduction of 
the metre gauge ? — ^No greater • fallacy was over started. The mercautile 
community are indebted to the metro gauge for at least 10,000 miles of rail- 
way which would otherwise not have been made. 

100, Q. You suggested that, in the event of your possibly not getting the 
bridge with the connootions at Godagiri, traffic might go to Bombay. ' Can 
you explain how it might go to Bombay ? I suppose it would have to go via 
, Cawnpore ?— Yes, via Oawnporo to Bombay. 

161. Q.' Tifou made some mention of jute growing in Behar. Can you, 
irom your own knowledge, say that the jute industry of Behar is capable of 
large extensions ? — ^Not from ray own knowlodge, but from what I have heard 
it is capable of extension. 

162. Q. If only partial entry could be given to the metre gauge to Calcutta, 
and the interest on the cost of making the line into Calcutta was greater than 
iho cost of transhipment from lino to lino, would you still advocate tho construc- 
tion of that lino into Calcutta ? — I would. I think it ^ would bo to the in- 
terests of the country and tho interests of tbe railway alike. 

163. Q. If yo« hntl a bridge at Godagiri wliat do you intend to do as 
regards conversion of the broad gauge, line ? — Again, we are in the hands of 
•Government. We would have to tranship at presout. 


evidence or im. c. j. kebb of jif.ssbs. mackinkok, Mackenzie & co. Tnitonon tiw ssih 

Jnnoiirf, 1007. 


1 Q. (J?reBident,)— On your visit to Madras did you observe the 
arrangement of the metre gauge and the hroad gauge railways ?— Only casu- 
ally j*! wont down for the purpose of seeing the lauding and shipping arronge- 

ments. 
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2. Q. Pid you observe tbe manner in whicb the trafiB .0 was handled, 
and can , yon describe this to us ?~I saw wagons being shifted both by 
hand and by engine, but am unable to enter into this question in any detail. 

I should say the majority of the metre gauge wagons are hand-shunted; that is 
from observation in the early morning when I used to go round the harbour. 

I rarely saw an engine doing the shunting work. 

3. Q. Have you heard of any derailments ? — 1 heard of no derailments. 

4i. Q. Have you heard of any difdoulties or delays owing to the mixed 
gauge ? — I have not heard of any difficulty, and I have not heard any com- 
plaints either from merchants or others about it. 

6. Q. Po you consider the arrangements bear any comparison to the 
transit sheds at the Pocks where the large ocean-going steamers are loading 
cargo direct from the wagons and the sheds? — I do not consider that they bear 
the slightest resemblance to our dock sheds here. In my opinion, the volume 
of traffic handled at the beach in Madras is infinitesimal compared to what it is 
in the Kidderpore Pocks. 

6. Q. Under what arrangements is cargo unloaded from wagons and taken 
to the ship and vice versa at Madras ? — Bulk cargo, ».<?., generally local cargo, 
or bag cargo is headed by coolies. They open the doors of the wagon and the 
cargo is put on to the coolie’s head and he heads it right through the shed and 
puts it into a masullah boat for shipment on the steamer. Home cargo, like 
railway material and cargo of that nature, is handled on the jetty. It is railed 
down or railed up as the case may be, and handled by steam cranes at the end 
of the jetty. 

7. Q. Have you any knowledge as to the cost of handling cargo at the 
mixed gauge terminus. ? — It is a little difficult at Madras to ascertain the exact 
cost because they do not work on the tonnage basis as we do hero in Calcutta. 
They employ labour at so much per coolie, anything from 4^ to 6 annas a head. 
I estimate that it costs about 7 annas a ton to handle ordinary coast cargo, land 
it on the beach, bring it into the shed and take it from the shed to the rail- 
way wagons. For taking it simply from the wagon into the died you probably 
pay very much less, probably if or 2 annas a ton at the outside. I think rf 
the two godowns are kept quite separate at the terminus at destination, it is a 
comparatively simple matter to work mixed gauge. It probably is a simple 
matter in Madras, because the narrow gauge comes from the south, and the 
standard gauge from tbe north, and there is very little mixed traffic. Both 
railways come practically abreast of the exporting sheds, so that it would be 
unfair to compare Madras with Calcutta. 

8. Q. You mean the broad gauge trains and the metre gauge trains work 
independently ?— The narrow gauge trains, go on to the coal and oil dep6t9. 
These are two quite distinct traffics and very little confusion could arise, 
because the oil is entirely at one corner, and at the other there is nothing 
but the coal. The distance, of coarse, is very short from the end of the metre 
gauge into the coal dep6t — ^I should say about 2,000 yards. 

9. Q. {Major Shelley .) — I take it the main point is that the difference 
in the volume of traffic handled is so pronounced, that no fair comparison can 
be instituted ? — That is so. It strikes you at once. You see throe or four 
wagons, at the outside six wagons on each gauge. You cannot compare that 
with a busy day at the Kidderpore sheds. 

10. Q. You mean to say the amount of traffic there is quite insigni- 
ficant ?— Yes. 

11. Q. The movement of stock resolves itself into wagons being mainly 
dealt with by hand-shunting instead of by engines?— Yes. Witness here 
handed in a list of exports and imports at Madras which he suggested might 
be of use to the Oommitiee. 


2528 
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EVIDENCE OF MB, B. C.'SCOTT, DISTBIOX TRAFFIC SUPERINTENDENT, PORT TRUST BAIDWAT, 
CAIiCUTTA. 'Diken on tbo 2nd FekraoTy, 1007. ‘ 


1. Q. ‘Do you see any objeotious to the general introduc- 

tion of the metre gauge tracks into the ?ort Commissioners’ yards ? — Yes, I do 
not quite think that it ivill be feasible to -work the trafi&c that we have with 
mixed gauges, that is with broad and narrow gauge wagons at the same time on 
the same tracks. 

2. Q, That is general introduction ? — Yes. 

3. Q. If such general introduction is not feasible in your opinion, • is a 
partial introduction possible, and, if so, to what portion of the Oommis- 
sionera’ premises ? — Yes, I think it would be possible to work a traffic into the 
receiving sheds, that is the Kantapukur grain sheds, but there would be 
considerable difficulties even there involved in working mixed gange, such as 
liability to more accidents owing to a larger number of points and crossings, 
or to metre gauge wagons colliding with broad gauge wagons and being 
shunted against broad gauge wagons, which would lead to accidents probably. 
The Kantapukur sheds at the docks is the only yard where I think we could 

, possibly work it. 

di. Q. And even there you do not recommend it ? — And even there I do 
not recommend it. 

6. Q. Kindly give your reasons for the opinions you hold, speoif 3 ’ing any 
view you hold in regard to separate and mixed track working? — Well so far 
as I know, I do not think there is any experience in the question of mixed 
gauge working as regards shunting yards anywhere, but of course mixed tracks 
are worked on a running line such as the section over the Kisiua bridge 
about miles of mixed gauge, hut that is purely for running, simply for 
the convenience of the mixed gauges’ traffic passing over the bridge. I do 
not tiiink it would be possible in a big shunting yard to satisfactorily work 
two gauges at the same time. Fov instance, in the Port Oommissioners’ docks 
we are shunting all over the lines and wo cannot confine ourselves to narrow 
gauge working at one time in the day and broad gauge at another time ; we 
would have to work them simultaneously. 

6. Q. You do not think it would be feasible for trains to be made up with 

the stock of the two gauges ? — I don’t see how it could. In the first place 
you cannot fasten the couplings together, I fancy that if you got a metre 
gauge wagon between two broad gauge you would probably pull the 
metre gauge off the lino particularly on a heavy ourvo, ( hands in 

a plan showing the relative position of buffers of broad and metre gauge 
■wagons). 

7. Q. You do not think that difficulty could ho overcome by having 
dummy wagons? — It would have to bo a very largo number of dummy 
wagons. 

8. Q. What would ho the principal commodities, inwards and outwards, 
carried by a metre gauge railway serving Calcutta ? — Inwards you have tea, 
seeds and jute, and a certain amount of gunnies (by metro gauge) and out- 
wards wo have sugar, salt, railway materials, iron, rice, and a large miscel- 
laneous traffic as well. 

9. Q. Wliat would he the ultimate destinations in Calcutta of the 
principal inwards commodities, giving the heaviest monthly tonnage of each 
commodity to each destination ? — Tea would go to the sale tea warehouse 
and to the dock sheds, I should say in the proportion of 60 per cent, to the 
sale warehouse and 40 per-cent, to the docks direct for shipment. The heaviest 
month we had in tea last .year was October when we got altogether into the 
docks almost 5,000’tdn8. - Then as regards seeds and wheat, 90 per cent, of 
that goes to our 'seeds and. wheat receiving sheds at Kantapukuv and about 
10 per cent, is diverted direct to the docks. The heaviest traffic was in 1904 
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'when we had from the metre gauge 29,000 tons, and broad gauge figures are 
about the same. Jute comes across mostly by Ohitpore to the Port Trust 
railway and ■ goes direct to the merchants’ godowns, or into the Port Trust 
railway godowns and from there it is delivered to tlie merchants, and after- 
wards it is sent to the presses to he baled and to be sent for shipment either 
to the docks in wagons or in lighters to steamers loading in the stream. The 
heaviest -tonnage we had was in September when 20,000 tons of jute were re- 
ceived. Gunnies we received also, about 1,000 tons in March last. As regards 
outwards commodities, salt goes from the salt golahs at the Kidderpore Docks. 
In April last we handled 9,500 tons to metre gauge stations. 1 do not think 1 
mentioned sleepers. In November last the traffic was 3,450 tons of metre 
gauge traflBc alone. Sugar goesboth.from the docks and the jetties. We' 
receive it at the docks and jetties and from the docks w’e ship about 600 tons, 
the largest shipment in a month so far to metre gauge stations, and from the 
jetties and Armenian Ghat being 800 tons. Bailway material goes from the 
jetties — 1,900 tons in January last. Iron goes from the jetties — 1,660 tons in 
November last. And this year -we have had a large traffic in rice and handled 
4,300 . tons to metre gauge stations — this last is not a normal traffic. The 
heaviest amount of miscellaneous traffic in a month from Armenian Ghat station 
wns 7,600 tons, which goes via Ohitpore. 

10. Q. You have been giving us only figures for receipts and despatches 
from and to the metre gauge lines ? — Only metre gauge stations. 

11. Q. Would it be possible to work traffic by setting apart a certain 
portion of the day for the working of each gauge? — It would be quite 
impossible. We have urgent orders for shipment and we cannot keep broad 
gauge wagons waiting because we happen to be working metre gauge wagons 
nor keep metre gauge wagons waiting for broad gauge wagons. Orders for a 
steamer coming down perhaps a few hours before the steamer sails would miss 
shipment if we had to abide by this. 

12. Q. Admitting that the introduction of the two gauges into the docks 
and jetties is impossible generally, would any economy or ol;her advantage be 
obtained by transferring to broad gauge vehicles, at a convenient outside 
transhipping junction, such metro gauge traffic as cannot be handled within 
the jetties and docks ? — Of course the traffic that couldn’t be handled within 
the jettv premises is everything except the metre gauge seeds and wheat, 
which is a large traffic and of that 10 per cent, also could not be handled as 
being for direct shipment ; but the balance, I think, wo could work into the 
Kantapukur sheds, but not economically because it would mean the laying 
down of a third rail in addition to a shunting yard for the metre gauge traffic, 
and we would have to lay down a third rail through the greater number of the 
receiving sheds, because we cannot I’eservo one particular shed or particular 
row of sheds for' metre gauge traffic as distinguished from broad gauge traffic. 
There would not be any economy in doing it, though it would be possible. 
As regards the rest of the traffic, there would have to be a transhipment 
station somewhere, and whether - that transhipment station is near the docks 
or anywhere else, the transhipment would have to occur in any case. 

13. Q. The transhipment would not affect you at all ? — It would not 
affect us. Another point that I would like to mention is in regard to putting 
metre gauge wagons into sheds where there are platforms for broad gauge, 
wagons. The slope from the floor level of a metre gauge wagon to a broad gauge 
platform is considerable— it would be a slope of 2 to I. 

14. Q. {Mr. McLeod.) — Brom your experience of transhipping in the 
docks, -what would you consider the actual cost of transhipping across a plat- 
form ?— We do not do any 'transhipment in that form. The transhipment 
we do is into a riied and from the shed subsequently we put it into wagons on 
the other side. 

' 16. Q. You cannot differentiate between the two ? You cannot tell me 
what it would cost from the shed into the tmck ? — ^Well roughly, I think it 
would he about half the shipping charge of the particular commodity which 
-was handled, it.is what we would call a removal charge. 
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16. Q. Witli regard to the transhipment of tea, would you -consider there 
was any very great liability to damage of such a transhipment across the ^ 
platform ? — No, not if the chests were good chests and the tea is handled with 
ordinary care, I do' hot think there should be any bad damage. 

lY. Q. With regard to jute would your answer be the same? — Jute- 
there is no diflculty in handling. There would be no liability to damage 
except from wet. 

18. Q. And the same would apply to grain ?— Yes. 

19. Q. With regard to outward ta'affio, sugar ?— Sugar and such commo- 
dities could be handled perfectly in transhipment ; I do not think there is any 
fear of damage to any of them ; the only damage that can occur iS' from a 
pilferage if the goods are left unguarded. 

20. Q. But in a well-organised yard that would be greatly minimised P — 
Certainly. 

21. Q. {Major Shelley .) — ^We had a witness the other day who said that 
the. introduction of the metro gauge to your grain sheds and the serving of 
the rest of the dock premises by broad gauge would benefit Calcutta and at. 
the same time put trade in no worse position than it is now. Do you consider 
that is correct ? — Well, 1 think I have said so. We could work metre gauge 
traffic at the Kantapulcur sheds. 

22. Q. The question is whether Calcutta would benefit by the introduc- 
tion of the metre gauge ? — Yes ; of course it means one handling less always 
and presumably the rates would be cheaper. 

23. Q. You think that argument is sound ? — Yes, but of course you have • 
to put against that the load of the metre gauge traffic from the present point 
of transhipment to the sheds. 

' 24i. Q. (^Mr, Duniayne .) — Referring to the Kautapukur dep6t, it has been 
necessary very largely to increase it of recent years ? — Yes. Pour years ago 
we had ten sheds there, we have now 26. 

25. Q. If you got a tvaCBo such as you had in 1904 even the larger 
accommodation might be filled to its fullest extent ?— It depends to a great 
extent how the grain is moved. 

26. Q. If there was any check owing to the want of freight, it might lead 
to your sheds being immediately filled up ?— It would almost certainly lead to 
that. It occurred in 1904. 

■ 27. Q. It would then become necessary for you to take advantage of every 
spare corner you had? — Yes. 

28. Q. So that in one shed you might have room for throe wagon loads, 
in another two, in another one, and you would have to fill up those places ? — 
Yes, 

29. Q. So that if the metre gauge wex’o introduced you might have to 
distribute those metro gauge wagons one by one by twos and threes to all 
parts of the sheds to make the most of your space ? — Yes. You cannot 
confine the metro gauge to one shed ; it must go through the whole yard. 

' 30. Q. You might have to resort to such large distribution in order to 
make the most of your space ? — Yes. 

31. Q. If you, in order to introduce a partial use of the metro gauge, set 
apart a portion of Kantapulcur for the working of that gauge alone, this would 
result in a waste of space ? — Certainly. 

32. Q. It would result in your having to lay many more lines?— As 
regards the sheds themselves, about three miles of lines to serve those sheds, 
that is for the 'sheds themselves. 

33. Q. It would result in your having to increase your accommodation 
without increasing your hulk of traffic ? — Yes, certainly. 

34. Q. That would mean that you would have a larger capital expendi- 

ture in respect of which a return would bo required ? — In respect of whiohj as 
far as I can see, we would get no corresponding return. . , 
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36. Q. ijid your traffic -would be the same distributed between two 
gauges ? — Tes. 

86. Q, That would mean then that your local charges would be in- 
creased? — Yes, local charges would have to be increased under those 
circumstances. 

37. Q. While therefore the introduction of the metre gauge at Kanta- 
puhur is a practicable scheme, it would increase the expenses? — I have not 
spoken of it from an economical point of view. 

38. Q. It might be possible to partially introduce the metre gauge to 
the receiving sheds at Xantapukur, but it would not be economical ?~No. 
It certainly would not. 

39. Q. It would increase the charges ? — Yes. 

40. Q. When you say that 60 per cent, of the tea went to the tea ware- 
house and 40 per cent, went direct, are wo to understand that it went direct 
from the railway wagon via Dock junction to the transit shed ? — Yes, 

41. Q. Do you not include in that what comes direct from the river side 
from inland vessels’ shed ? — No. Only the tea Ithat comes direct by wagons 
from up-country. 

42. Q. {Mr. Humayne) (referring to plan.).— Do you see the lines in 
black which represent the present broad gauge arrangements ? — Yes. 

43. Q. Do you see above the metre gauge introduced in red lines ? — Yes. 

44. Q. Do you observe the number of crossings is 8 as against 21 P — 
Tes, the crossings are very greatly increased. 

45. Q. Do you think that would be a workable arrangement? — ^I certainly 
do not think it would be safe. 

46. Q. Do you think it would delay your work in any way if you had 
metre gauge qind broad gauge working over such an arrangement as that ? — 
Yes, I do not think you could work metro and broad gauges. Certainly not 
in this particular place, or in any crossing like this. 

47. Q. Hava you not got scissors crossings at every transit shed ? — Not 
s cissors crossings, we have only the scissors crossings in three or four places. 

48. Q. Has not this arrangement been approved and found to be most 
suitable to get alongside the platforms ? — I am not quite sure. I do not 
remember to have seen the plans of any new sheds. I think a considerable 
number of these are to be introduced in the future. 

49. Q. For the purpose of getting the maximum number of wagons 
alongside your platforms ? — Tes. 

50. Q. You say in a position like this that it would ho quite impracti- 
cahle ? — ^I do not say it is quite impracticable. I certainly think it would he-- 
dangerous. 

61. Q. Would you also say that it would involve so many complications 
that there would he great delays and diffioulties?— Tes. 

62. Q. in the face of that position would you recommend the introduotion 
of the metre gauge here ? — Not here. 

63. Q. Anywhere where that exists ? — Nowhere where there are scissors 
crossings. 

64. Q. Would you recommend it at any transit sheds ? — ^No. 

66. Q. Ton only think it possible in regard to Kantapukur? — Tes, 
because we have a large number of sheds and the loading is done on one side 
of the shed and the unloading at another, so that it would not in-terfere with 
the "two operations and there would he no chance of pu-tting the metre gauge 
and broad gauge wagons at the same time on to one shed line. 

66. Q. You could not put the metre gauge wagons on your loading side? 
—No. 

67. Q. It would be confined to the unloading side ?— Yes.- 
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68. Q. You would have to go aud come through that side ? — Yes. 

69. Q. Supposing Kantapukur to be fairly well filled up and you had 
to look out for more space, you might possibly, to ease the situation, take your 
grain and seeds down to a ^ed reserved for sugar ? — Yes.' 

60. Q. Right into the dock premises ? — Yes. 

61. Q. You have in fact often run into the Chitpore yard of the Eastern 
Bengal State Railway ? — ^Yes, during the last two heavy seasons. 

62. Q. You have run into the tea warehouse to get more space ? — Yes. 

63. Q. You have begged for accommodation everywhere and used it 
wherever it might be found ? — Yes. 

64). Q, W ould there be any difficulty in handling the metre gauge wagons 
in those places ?— You could not handle the metre gauge wagons in those 
places. The only alternative would be to ^ tranship into our own wagons and 
that at a time when they were being largely used. 

66. Q. Is it ooihmon for you to be called upon suddenly to transfer wheat 
and tea and seeds in considerable quantities to the transit sheds for ship- 
ment? — Yes. 

66. Q., And often the time allowed is so restricted that the tea has been 
shut out ? — Yes, sometimes. 

67. Q. In such cases the merchants suffer considerable inconvenience and 
loss ?— Yes. 

, 63. Q. And yet the merchant himself might be in such a position that he 

could give you only a very short notice ? — ^Yes. 

69. Q. You are endeavouring therefore to arrange to minimise the time 
as much as possible P^—Quite so. 

70. Q. You aro laying yourself out I presume to facilitate rapid transfer ? 
— Yes, it is most important that we should have rapid transfer at the docks. 

71. Q. Would^ or would not the introduction of the metre gauge interfere 
with that? — I consider that the introduction of the mixed gauges into the 
docks would interfere very substantially with that. 

72. Q. TTould any such delays give substantial grounds for complaints 
by shippers ? — Certainly. 

73. Q. Steamers frequently have to leave by certain tides ? — ^Frequently 
by a certain hour. 

74!. Q. And if they miss that tide or hour they may be neaped ? — Yes. 

76. Q. Can you suggest any advantages that there would be by the 
introduction of the metro gauge into the docks ?— No, I don’t see that there 
are any advantages so far as wo are concerned in the docks. There are 
disadvantages, such as that we would have to handle a larger number of 
wagons for the same voliune of traffic. 

76. Q. Would it increase your expenses? — Certainly it would. It 
would increase the hauling and stabling. 

77 . Q. Some of your platforms at the tea warehouse are fitted with 
lifts?— Te4. 

78. Q. So that besides the alteration on your platforms of a sharp incline 
it would involve many structural alterations ? — It would moan the alteration 
of the whole of the levels of the lifts, 

79. Q,. Have you noticed that the four now produce berths are to be 
provided with hydraulic lifts on the unloading platforms ?— I understand they 
are to have lifts on the platforms. 

80. Q. Corresponding to the lifts at the riverside shed ? — Yes. 

81. Q, Heavy structural alterations would also have to he made ?— Yes. 

82. Q. Would yoii take No. 14' shed in the docks as a typo of an up-to- 
date transit shed ?— It is certainly more up-to-date than the others. It is my 
best. 

88. Q. Is the metro gauge possible there? — No, I do not think so. We 
have to load from both floors and unload into both floors, so that we could. 

k8 
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not work the metre gauge as well as the broad gauge. The same objections 
apply to a greater extent to the other slieds. 

84i. Q. To get economical working in tlie loading of vessels you must get 
the great bulk of cargo as close to the shed as you can ? — Yes. 

85. Q. In the shed and in the open ? — Yes. 

86. Q. So that if your lines were spread out so as to give room for mixed 
gauge traffic you would be placed at a disadvantage ? — Yes. 

87. Q. You would have a longer lead and it would add to your expense ? 
—Yes. 

88. Q. It would add to delays ?•*— Yes. 

89. Q. It would incur more labour ? — Yes. 

90. Q. {President.) — I understood you to say that in these grain sheds 
you were able to put wagons on both sides? — Yes. We reserve one side for 
loading and the other for unloading. 

91. Q. At a push you would use either lines for both purposes? — ^We 
have done so occasionally, but I have discouraged that as much as possible. 

92. Q. I believe it has been suggested that one practical way of getting 
over this difficulty of working two gauges in the dock premises is to have 
entirely separate tracks. It seemed to me the idea was to confine the metre 
gauge tracks further back from the sheds. Jetties or docks and unloading from 
these metre gauge tracks might be done over the broad gauge by transporters. 
Is anything of that sort practicable in the docks? — I don’t think it is because' 
the number of wagon movements in the dock premises is so enormous that 
if we had transporters travelling across those lines it would veiy seriously 
block the shunting work. I worked this out in November and found the 
number of actual wagon movements in 2dt hours was over six thousand. 

93. Q. Oould space be found for these separate lines? — No. The 
present lines we have for broad gauge working are all necessary ; in fact we 
want more lines than we have and I don’t see how the narrow gauge could be 
worked there. Any scheme of that sort would not be possible for these 
reasons. 

94. Q. So that there is no space and the transporters would interfere 
with the shunting, etc. ? — Yes. 

96. Q. The proposal is that the metre gauge goods should he taken out 
and run over the tops of the broad gauge wagons and dropped on the other side 
something like the transporters of the Bengal Nagpur Bailway ? — It would 
.not be a very economical way in any case. 

96. Q. (Mr. McLeod.) —In fact transhipment would be cheaper ?— Yes, 
it is only coolie labour as against the cost of machinery working, etc., and we 
have coolie labour at either end of the transporter as well. 

97. Q. (Mr. McLeod.) — The answers you have given us regarding the 
difficulties at the dock system would these apply to the Jetties in a similar or 
greater degree? — Certainly in a greater degree, there you have cart traffic to 
contend with. The difficulties would be greater at the Jetties than at the docks. 


EVIDENCE OP MB, E. L. L. HAMHOHD, I.C.S., SUPEniKTENDEKT OP THE COOCH BEHAB STATE. 

Taken on tbo 28th January, 1907. 


Mr. Hammond read a letter dated 28th January, 1907, from His Highness 
the Maharaja of Gooch Bebar as follows : — 

“ I have asked Mr. Hammond, my Superintendent of State, to place before 
you, for consideration, my views regarding the subject of your deliberations.” 

“ I think I may fairly claim to be heard on this question as being directly 
^terested in any railway enterprise that may connect my State with Oalontta. 
The State owns a railway some 33 miles in length, worked in conjunction with 
the Eastern Bengal State Bailway. It leaves the Assam section of the Eastern 
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Bengal State Railway at Gitaldaha junction, 347 miles from Calcutta. I have 
invested nearly fifteen laklia of rupees in this railway on which the annual_ 
gross earnings are estimated to be Rs. 1,60,000, yielding me a net profit of ■ 
Rs. 96,000. Both these figures would, I am convinced, be much larger, 
were there a bridge over the Ganges. I am not concerned with the actual 
site of the bridge, nor with the gauge of railway, but I am most anxious .that 
some steps sliould bo taken, and those as soon as possible, to relieve the present 
congestion of traffic. The delay and damage, wastage and losses, which 
appear to be inevitably involved in the present system of transhipment, first 
in Dnmukdia and then at Sara, the chance, which increases every year, of 
hooking being closed to goods for soma time, as was done this year, all impede 
the development, not only of my State Railway, hut of the State itself. I will, 
if I may, give actual instances,” 

“ It is proposed that my railway, which is at present 2' 6" gauge, should 
be • converted to metre gauge. The cost, including ballasting, is estimated at 
4 lakhs of rupees. I am agreeable to the projeot, and have no doubt tl«at 
this further investment would prove profitable, if there is any assurance that 
the consequent development of traffi.c in jute, timber, tobacco and tea will not 
be handicapped as I have pointed out already. At present, in order to avoid 
these difficulties, a considerable portion of the State produce is exported by 
boat, a most unsatisfactory means of transport, where the rivers are liable to 
sudden floods and diversions, as in Gooch Bchar, which is at the foot of the 
Himalayas. Conveyance by country boat is also unsuitable and detrimental 
to jute and tobacco, the two main crops of the State. Tliat suoh boat traffic 
does exist liowever is, in itself, testimony to_ the grave difficulties which at 
present hamper the railway. There is no doubt that the high price of all 
commodities at Gooch Behar is largely due to difficulties of transport. ” 

“As a practical instance of the immediate need for a bridge I would quote 
the following facts, which happened recently.” 

“ In August heavy floods oocurrod iu Gooch Uohar, and three bridges ' on 
important roads in tho State wore damaged. Iren girders lo repair these 
bridges were ordered from Oaloutta. Just at tbo time of^ their despatch a 
block occurred at Bamukdia. The girders have never arrived and cannot be 
traced, and the bridges remained closed to traffic, causing serious incon- 
venience and dislocation of trade.” 

“ This is by no moans an isolated ooourrence. The Eastern Bengal State 
Railway authorities can do no more than tljey do now to obviate these diffi- 
culties, and I take this opportunity of thanking them for their unfailing 
efforts. But a bridge, with wagon to wagon transhipment is, it appears tome, 
the only solution of a problem which has remained unsolved to tho great 
detriment of ray State. I believe, of the total jute crop of India, four per cent, 
comes from my State and zamindaris, and the cultivation is increasing rapidly. 

I can confidently say that all the merchants throughout my State were much 
hampered in their transactions by the block — the apparently inevitable block — 
that occurs in the height of tho juto season at Sara Ghat.” 

“ In his speech on the Indian Budget three years ago, tiie Honourable Sir 
Arundel Arundel .alludod to the want of enterprise in Native States in the 
matter of State-owned Railways. My own State Railway has prospered, and 
would, I am confident, be still more prosperous were there a bridge over the 
Ganges, the necessity for which" was never more apparent than during the past 
yoai-r I trust that the Committee may bo able to bring these facts to tlio notice 
of Government mth a recommendation fora bridge, and that in aniving .at a 
decision on this much debated topic, the Government will bear in mind ' 
that each year’s delay means a year’s loss to my State and to me.” 


1. Q. {JPreBident .) — Of course the Gooch Behar traffic to Calcutta used 
to go over other unbridged rivers as well as the Ganges ?— Tes. 

2. Q. The Teosta for instance ?— Bridges have now been built over the 
Teesta and the Blmrla by the Eastern Bengal State Railway. 
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3. Q. ' Since those rivers have been bridged has the line proved profitable 
to the State ? — Tes. 

4,. Q. Previously it was unprofitable ? — Tes. Since the Teesta and th® 
Phurla have been bridged the traffic in Oooch Behar has doubled, No doubt 
a bridge over the Ganges would have the same effect. 

6. Q. You have no opinion as regards the site of the bridge ? — No. 

6. Q. Kar ^ — Of course you have preference for a shorter lead than 

a larger onej because, I suppose, it would make a difference in freight ? — Of 
course as far as we are concerned we would like it to be as close as possible to 
the point where our railway takes off from the Eastern Bengal State Railway. 

7. Q. {Major Shelley.)— Tk&a. there is an amendment — you have a prefer- 
ence ? — Well we would like the bri^o built where it could be done the quickest. 
At present a lot of our traffic is going by boat. 

8. Q. (Mr. Kar.)—Ot the threh sites proposed, which is the nearest to 
your railway communication ? — I cannot say without looking at the map. 
(Looks at map.) I think Sara would be the nearest. 

9. Q. {Mr. McLeod .) — There is a very large tea traffic on that side? — It 
would be much larger if it was not for the handling. If we converted the line, 
the tea traffic would pay. 

10. (i- You know tea is sent from there? — Tes, and also jute. Foresample, 
there is a hfit at Balarampore. There is an important jute traffic which goes 
by boat and does not touch the railway, while, if there was a bridge at the 
Ganges, it would come to us. 

11. Q. {1? resident .) — There is something also to pay on insurance? 
— ^Yes. 

12. Q. {Mr. McLeod .) — ^You have to tranship at Gitaldaha ? — ^Ycs. 

13. Q. Have you to pay heavy transhipment claims at Gitaldaha ? — No. 

14. Q, The transhipment of tea is a small matter in a railway yard ?— 

Tes. 

16. Q. I suppose the Oooch Behar Durbar understands there is a question 
of bringing the metro gauge right into Calcutta ? — Wo have been talking the 
matter over, and we think if the broad gauge is unable to deal with the traffic, 
neither would the metre gauge. It does not seem likely that the metre gauge 
would do better. 

16. Q. Which would your State prefer north of the Ganges, a broad gauge 
or metre gauge ? — We should prefer to have the broad gauge undoubtedly, and 
if it came to Gitaldaha the Maharaja would bo prepared to continue it into 
the State. 

17. Q. Supposing a bridge was built, would you fix the transhipment 
north of the Ganges ? — Tes, what we would like, of course, would be wagon to 
wagon transhipment at Parbatipur, the further north the better. 

18. Q. {Mr. McLeod .) — You think you would got quicker transit on a 
broad gauge than the metro gauge ? — Yes. 

19. Q. Do you think the question of the bridge an important matter P— > 
Tes, very important, half our traffic is stifled for the want of one. 


EVIDENCB OP ua. A. BIEKMTBE, BEPBESENTINa THE INBIAN JUTE MILliS* ASSOCUTIOX. 

Taken on tko 2StIi Jananry, 1907. 


1. Q. {Mr. McLeod .) — Are you tho Agent of a large jute mill on the 
banks of the Hooghly ? — Yes. 

2. Q, Where is it ? — At Bishra. 


3. Q. By what Railway is it served ? — By the East Indian Railway. 

Qi* How many other mills have their sidings from the same system ?— 
I should say about seven. 
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5. Q. You are Chairman of the Indian Jute Mills’ Association ? — Yes. 

6. Q. And for the purpose of this Committee you represent all the mills 
on both sides of the river ? — Yes. 

7. Q.' The Bail way Board in a scheme for bridging the lower Ganges 
suggest the introduction of the metre gauge into Oalout^. How would' such 
introduction suit the interest you represent ?— *Not at all. 

8. Q. "Would such introduction involve transhipment at the various 
points at which the sidings are taken off the main line P — Yes, either tranship- 
ment there or at a central station. 

9. Q. Could you without great difBculty have a mixed gauge introduced 
into your mill premises? — ^There would be very great difficulty and in many 
cases it would be impossible. 

10. Q. Even supposing it were possible, could such mixed gauge be 
easily worked ? — No, it would bo almost impossible to work. 

11. 0,, Would it cause delays, or otherwise would it involve a severe 
strain on your labour force ? — ^Vory much so. 

- 12. Q. Would you sooner have transhipment than run the risk of having 
to work the mixed gauge into your mill premises? — Yes. We would rather 
have transhipment. 

13. Q. What proportion of the jute crop do the mills of Calcutta 
consume ? — Almost half. 

14. Q. Of that half what proportion comes from metre gauge sources and 
what from broad gauge sources? — I could nob possibly answer that without 
going into details. 

15. ■ Q. You could not give us details ? — No. 

16. Q. Can you _ toU us in the event of large extensions of the jute 
industry whether the increase would be from metre gauge sources or broad 
gauge ? — should not think there would be any greater proportion of increase 

^ from either source. It would probably bo from all the jute-growing districts, 

" but there is no reason to believe that the increase would bo greater from the 
metre gauge thau the broad gaugo. 

17< Q. We have beou told that jute is now being largely grown in Behar. 
Can you tell us the extent of the same and the possibilities of further extension 
in Behar ? — Last year, it was comparatively small— not more than 8,000 hales— 
and I had a private letter the other day from a gentleman in Bebar saying 
there were a great many people growing jute there last season who did not 
contemplate sowing it this season as they expected prices to be so muob 
lower. 

18. Q. Bo you know if large tracts of conutry in Bebar are suitable for 
jute cultivation and that a large traffic may he expected from there •? — I pre- 
Bume there are tracts of country suitable for jute, but I do not anticipate a 
very great development. 

19. Q. Bo you recognise the urgent importance of bridging the lower 
Gauges at a convenient site for tlio traffic of northern Bengal ? — Yes, I think 
it- is a very important question indeed. It is most important. 

20. Q. Should such a project havo an urgent place in the Government 
programme ? — Yes. 

21. Q. In the event of it being shown that the introduction of the metre 
gauge into the terminals of Calcutta is not feasible would transhipment near 
Calcutta be more to your advantage than transhipment on the other side of 
the Ganges ? — ^No. 

'22. Q. Would it bo all the same to you ? — ^I think it would be preferable 
on the north side of the Ganges. 

23. Q. Is jute liable to any damage in transhipment or any other great 
damage ?— No. I think the damage would he very slight. 

24. Q. Erom the nature of the arbiolo would it be costly to tranship it 
across a platform ih a well-organised yard ? — ^No. 
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25. Q. In the event of the metre gauge being brought into the vioinity of 
Oaloutto u-hioh Tivoald you prefer— tmnshipraent, or mixed gauge sidings being 
introduced into your premises ? — Transhipment n'ouldlDe much preferable for 
the mills. 

26. Q. Is Serajganj au important jute centre? — ^Very. 

27. Q. If a broad gauge line were made from there to the Ganges -which 
would join on to the broad g.iuge portion of the Eastern Bengal Railway by a 

"bridge, what would be the effect of the same ? — ^Increase of facilities for bring- 
ing jute down to the market. 

28. Q; Would it greatly reduce the congestion of traffic at Goalundo ?— 
Yes, very greatly. 

29. Q. In connection with a bridge across the, Ganges would it be a very 
important line for the jute trade ?— Yes, very important. 

30. Q. {President.)—! think you indicated in one of your answers 
that the possibiliiy of growing jute, in Behar depended very largely on the 
price ? — Yes, at present. 

. 31. Q. Do you think that unless jute is abnormal in price, it is not 
practical to cultivate it in Behar ?— Yes, I think it i^ praotical. 

32. Q. I mean to sell it? —I think it doubtful that it would pay a planter 
to grow jute there if he only got normal prices ns against other commodities. 

33. Q. It would pay the planters at the present prices ? — Decidedly. 

34i. Q. If taken against other commodities ? —I am doubtful about that. 

36. Q. You said just now that you would prefer transhipment on the' 

other side of the Ganges ? — Yes. 

36. Q. Have you any particular reasons for that? — There are several- 
reasons. Jute coming down to the mills on the East Indian Railway system 
requires to come down by Naihati : if that had to come to n central station near 
Calcutta and then be railed back again to Naihati in order to cross the Hojoghly 
bridge it would increase rates. It wo.uld suit us better to have the jute tran- 
shipped on the other side and then come direct mtS Naihati. As regards the 
mills on this side of the river 1 should think it would suit them very much 
better as being cheaper to have a transhipping station on the other side of the 
Ganges than in the vioinity of Calcutta. 

37. Q. Would you anticipate any advantage in time in running between 
the Ganges and Calcutta on the broad gauge compared with the.metre gauge? 
— think it would be very much faster. 

38. Q. You think that an advantage ? — Certainly, to get produce down 
as soon as possible. 

39. Q. To have the broad gauge lead as far as possible? — ^Tes, 


EVIDENCE OF COLONEL C. H. COWIB, K.E.,- MANAGER, EASTERN BENGAL STATE RAILWAY. 

Taken on tko 29th fannary, 1907. 


]. Q. {President .) — What are the piinoipal commodities, inwards and 
outwards, handled by the Eastern Bengal State Railway at Calcutta ? Can 
you give the approximate weights, per annum, of each item separately ? If so, 
kindly do so ? — I have prepared a statement of the principal commodities of 
traffic, inward and outward, in 1906. The inward traffic consists of jute, 
grain and pulses, miscellaneous articles, tea, oils, hides and skins, and 
there is also a little cotton and fodder. The outward traffic in order is miscella- 
neous articles, salt, metals, cotton, suuar, and grain and pulses, {W’itness here 
handed in a statement sho-wing the numbers of tons, e.g., of the above commodi- 
■nes handled) Appendix E ®.J, This trafficisdealt with at Sealdah, Narool- 
danga, ultadanga, Obitpore, Ohitpore Ghat, Cossipore, Baliaghatta; and what 
MBS to the Kidderpore 'Docks and the -Port Trust Railway is included as 
Calcutta traffic. ... 
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2. Q. As regards the inward traffic how is it distributed on arrival, and what 
is approximately the maximum number of tons, per mensem, of each principal 
commodity received at your different distributing centres in Calcutta ? — Tha 
will be shown in these statements, though they are incomplete, as they do not 
show mill sidings. -We treat Calcutta traffic as what goes into those places 
named. Traffic to mill sidings in tons from metre gauge lines vid Sara, total 
in 1906, 64i,283 tons. 

8, Q. In respect to outwards traffic please state approximately the maxi- 
mum number of- tons per mensem of each commodity, despatched from each of 
your collecting centres in Calcutta ? — [Witness said he would hand in a state- 
ment, giving the figures for both inward and outward traffic, in a few days) 
[see Appendix E®]. 

4i, Q. In regard to the two previous questions, what weight of traffic is 
confined to the broad gauge portion of your system, and what weight crosses 
the Ganges ? — These statements that I am handing in deal with the total 
weight of the traffic dealt with at Calcutta and mill sidings, that is, all the traffic. 
And 1 here liand you a statement of traffic (srossing at Sara by half-years, 
including the first-half of 1908 [see Appendix E*]; the printed statistics for 
the second-half are not ready,- but I have made out roughly what the figures 
for the second-half of 1906 will he. The total for 1906 is 580,000 tons, the 
biggest year previously being 620,000 tons in 190d[>. I cannot give you the 
1906 figures for the broad gauge traffic, hut they probably would he about the 
same as for 1906. 

5. Q. May we assume that, on the opening of the Katihar-Godagiri line, a 
large amount of traffic now carried by the East Indian Railway, vid Mokameh 
or Manihari, will be diverted to the Eastern Bengal route, and, if so, have you 
any idoa of tho weight of traffic by commodities which will be diverted ? — 
There are in the old Banaghat-Gangea-Katihar Survey Report some traffic 
statistics to which I may refer you. They estimated there that a certain 
amount of traffic would follow the Godagixi-Katihar route, page 74 of the 
Report. 

6. Q,. Would this weight of traffic bo appreciably affected by the construc- 
tion of a Lower Ganges Bridge, or he further influenced by the exact site of loca- 
tion of the bi*idge between Godagiri and Sara ? If so, what do you consider 
would bo the amount of the dilferont principal commodities diverted over the 
bridge at tho various proposed sites at Godagiri, Rarapur Boalia, Sara? — I think 
tho bridge would probably favour a diversion of traffic if free competition is 
allowed, and I think it would be favoured by putting the bridge near Godagiri. 

I do not think I could give an opinion on the distribution of the principal 
commodities. I am unable to answer the last part of the question. 

7. Q. In your opinion would tlio provision of a second bridge above Goda- 
giri have any effect in cliecking this diversion of traffic from the shorter routes, 
and if so to wliat extent? — If the Bengal and North-Western Railway had 
power to enter into competition, unrestricted except by minimum rates, with 
the East Indian Railway, and could quote through rates over the Eastern Bengal 
Stale Railway, it seems they would still bo able, by putting on block rates on 
their line to any junction by bridge with the Bast Indian Railway between 
Godagiri and Mok.nmeh, to divert Bengal and North-Western Railway traffic to 
Calcutta vid Godagiri. 

8. Q. (Major Shelley.) — If a bridge was built at Mokamob by the East 
Indian Railway in place of the existing ferry, would they then bo able to check 
tho Bengal and North-Western Railway competition ? Would the East Indian 
Railway then be able to hold thoir own ? — ^I think it u'ould assist them to hold 
their own. 

9. Q. Bo you consider that if tho Lower Ganges bridge be located at one 
of tbo three proposed sites, Godagiri, Rampur Boalia, or Sara, a second bridge 
at another of these sites will ever he required either on the grounds of reduc- 
tion of lead, or to relievo congestion of traffic ? — Assuming that tho lengths of 
tho lines linking up the bridgo with, existing lines are correctly given in Mr. 
Spring’.s report, then if tho bridge is at Sara, I do not think the small extra 
length over which the Kntihar-Godagiri line traffic will have to be diverted 
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will ever cause a demand for another bridge. That is, as regards lead. Then 
as regards congestion of traffi.c, if there is a double broad gauge line to 
Calcutta with quadruple lines for the Naihatito Calcutta portion, there should 
be no congestion. If the bridge is at Bampur Boaha, with doable metre gauge 
connecting lines to Calcutta, the extra leads* north of the Ganges will not be 
sufficient to cause a demand for another bridge to shorten the lead by either 
eastern or western routes, and as regards congestion, the double metre gauge line 
should he able to accommodate the traffic. If the bridge is at Godagiri, the 
diversion of the Eastern Bengal State Bailway northern section traffic will be 
considerable,. and the broad gauge single connecting line to Calcutta, s.c., from 
Godagiri to Banaghat, will be overburdened, and, in these oiroumstances, I 
think finally a bridge would have to be built at Sara. 

10. Q. Perhaps you could say what mileage diversion would justify the 
building of a second bridge ? — Roughly I would say anything over 26 rriiles ; 
Mr. Spring’s figures are 37. 

11. Q. Ton certainly do not think 10 would justify it ? — No. 

12. Q. Is it possible to introduce the metre gauge into all the Eastern 
Bengal State Bailway Calcutta yards, stations and sidings ? If not, kindly 
enumerate the places where it oonld he accommodated It could be brought 
into all the goods yards, except the present Sealdah goods yard and Ghitporo 
Ghat where space is not available, and estimates have been prepared and 
submitted. But though space is available in the other plaoes, and engineering 
difficulties can be overcome at considerable cost, the difficulties of working 
traffic conveyed in wagons and on lines of different gauges in and out of one 
yard, prohibit' my recommending the use of the mixed gauge" for any of the' 
present Calcutta termini, except perhaps Shamnagar and Budge Budge. 
Separate yards would, I consider, he necessary for the metre gauge to perform 
the services now provided for the broad gauge yards at Ohitpore, Chitpore 
Ghat, Sealdah and Baliagliatta. The metre gauge could bo brought in alongside 
the Sealdah passenger station. A transhipment yard for dealing with coal 
for northern section traffic to Howrah side mills, etc., will be required in any 
case. I hand in the estimate of cost of bringing the metre gauge into Calcutta 
termini [see Appendix E*]. 

13. Q. I think you said the estimate was for 172 lakhs ? — ^Tcs. 

Id. Q. (Mi’. Dtmayne .) — That estimate docs not go hoyond the Eastern 
Bengal State Railway limits ; it stops outside the ICidderporo Docks ? — It stops 
at the junction of the Budge Budge line. 

16. Q. So that we would have to add whatever alterations were necessary 
within the Docks to the 172 lakhs ? — Xes. 

16. Q. (Fresident .) — Could the requirements of trade he met at these 
places by the provision, at reasonable cost, of suitable separate metre gauge 
accommodation, and would the inconvenienoe and cost to the Railway by the 
duplication of such accommodation be serious ? — The estimates provide for 
a separate yard for the Sealdah goods traffic, and a separate metre gauge yard 
to accommodate the Ohitpore traffio could he built at Baghbazar, hut of 
course it would be very heavy for the land, and I cannot recommend it. . The 
note accompanying my estimates deals with this [see Appendix E^] - 

17. Q. Would the cost be reasonable ? — ^No. 

18. Q. Would the inoonvenience and cost to the Railway be serious ? — ^As 
regards inconvenienoe, separate yards would relieve pressure and enable the 
Railway to work the traffic with better despatch, hut the cost of working, 
would be greater. 

19. Q. That is, compared with the cost of working it on one gauge ?— Tes. 

20. Q. In regard to those places where metre gauge facilities cannot be 
given, what would ho the practical effect of its exclusion ? — ^Tou would have 
to tranship the goods, or use transporters. 

21. Q. {Major Shelley .) — Could you compel mercliauts to take delireiy of 
their goods at other places ? — I don’t think that would be possible. I do mt 
think you could force the merchant ; he wants his goods delivered near me 
market, and I don’t think you could foroe him to take delivery a long way off. . 
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22. Q. {Mr. JDurmyne ^ — As a matter of fact, tliey often refuse to receive 
the goods a few hundred yards away ? — ^Tcs. 

23. Q. {Major Shelley . — Incases where both gauges can be worked to the 
entrances of private sidings, what would be the advantages and disadvantages 
to the owners of the sidings, and how would tlie movement of stock inside and 
outside private premises be arranged ? — The advantage would he the avoidance 
of transhipment and the delays consequent thereon. The disadvantages are the 
cost of the alterations to turn-tables and weigh-bridges for taking bogie metre 
gauge stofik which would be incurred, and the delays in shunting broad gauge 
and metre gauge wagons separately on sidings ; coolies could not be allowed to 
shunt wagons so that a metre gauge wagon could collide with a broad gauge 
wagon. You would have to make elaborate rules for moving the broad gauge 
and metre gauge stock quite separately. 

24. Q. You think these disadvantages more than countei'balance the ad- 
vantages ? — think so. We would have to provide broad gauge and metre 
gauge loops outside for the wagons to stand hi ; mixed gauge sidings wuuld be 
of no use. 

26. Q. Would the movement of stock of both gauges to and from private 
sidings interfere with the working of main lines, increase danger to the public, 
or necessitate expenditure on inlorlocking, etc. ? — That is dealt with in my note 
on the estimates [tee Appendix E®]. The movement of stock to and from 
private sidings would certainly interfere with tlie working of the main lines and 
necessitate expenditure ou interlocking, and with our staff out here I certainly 
think it would iueroase the danger to the public. 

26. Q. Would the owners of private sidings have to pay for metre gauge 
facilities vritliin their own property, and in case of refusal how would tlie 
Railway deliver their traffic? — The first part of the question ; in most oases 
yes, according to thoir agreements. I have given you an abstract of the terms 
regarding mill sidings and copies of the forms of agreement in force, and in 
nearly every case, according to their agreements, the firms would have to 
pay. 

27. Q. In case of refusal how would the Railway deliver their traffic ? — 
Deliveries would he made outside the mill premises, or the traffic transhipped 
en route probably at Ifaihati, where a transhipment yard would have to bo 
made. 

28. Q. Bearing in mind terminal delays and the time taken to turn stock, ■ 
do you con.<%idor the admission of the metre gauge into Calcutta would neces- 
sitate am inercase to your ownraotro gauge and the Bengal and North-Western 
Railway stoclc ? — As regards the stock of the northern section of the Eastern 
Bengal State Railway, I have made out roughly with the Traffic Superinten- 
dent what the extra time would ho in bringing the wagons down to Calcutta, 
and think that 760 more metre gauge wagons w'ouUl be required to deal with 
the pre-sent traffic, assuming that metre gauge wagons are admitted to all 
Calcutta stations now served by broad gauge. 

29. Q, Tiiat is on the basis of the capacity of four- wheeled wagons? — ^Yes, 
or half tho number of bogies. 

30. Q. Is that the result of a calcolatiou ? — Yes, an approximate calcula- 
tion, based on traffic considerations. 

31. Q. Those calculations do not include the Bengal and N’orth-Wnstern 
Railway I presume ? — do not think I could answer that. 

32. Q. Oousoquently a very largo increase of the stock of tiiat line would 
be necessary ? — If a largo amount of their traffic comes to Calcutta, thero 
would liave to he a substantial increase. 

33. Q. {Mr. MGLcod.)—‘’Savf far would the 760 metro gauge wagons 
counterbalance tho loss of broad gauge wagons ? — Well, you would reloase 
about 760 wagons on tho broad gauge as I have stated in answer to a previous 
question, and you would want about 760 more on the metro gauge. 

34. Q. Is any portion of your broad gaugo system so taxed that relief by 
an. additional metro gauge railway is desirable, and would such form of relief 
ho preferable to increasing tho number of broad gaugo tracks ?-— Relief is 
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required belovr Naibati, and estimates for quadrupling the line between Naihati 
and Dum Dum Junction have been prepared. If the metre gauge is brought 
into Calcutta^ the relief afforded to the broad gauge line will not do away with 
the necB'-nty, in the near future, for quadrupung below JTaihati, in view of the 
probable developments of the East Indian Railway coal traflSc and developments 
of the Eastern Bengal State Railway traffic. We think four tracks will still be 
required from Naihati to Calcutta. 

36. Q. {Major Shelley .) — ^Would you want more than four tracks if the 
metre gauge is not made ? — No, I think wo could work it with four trades. 

36. Q. Will not additional metre gauge lines below Naihati help you?— 
No, we shall still want four lines for other developments of traffic. 

37. Q. Putting down metre gauge tracks will only hurry up the necessity 
for the extra broad gauge tracks ? — Putting down metre gauge tracks will not 
affect the broad gauge requirements as regards tracks ; wo shall require four 
broad gauge tracks below Naihati to meet developments of East Indian Railway 
coal trafi3.o and Eastern Bengal State Railway traffio. 

38. Q. Do you not want any relief on any other part of your line ? — ^We 
do not want any relief on other running lines if the metre gauge comes into 
Calcutta. 

39. Q. Do you anticipate any reduction in working expenditure from the 
entry of the metre gauge into Calcutta, or increased rapidity in the transit, 
collection and delivery of goods? — No reduction in working expenditure is 
anticipated. There would he increased rapidity in transit over a bridge as 
compared with a ferry. With separate yards for the broad gauge and metro 
gauge, the work should probably be done as quiokly ns with broad gauge, i.e., 
in connection with deliveries. 

40. Q. Would you bo bettor, or as well, able to servo the interests of trade 
if both gauges existed in Calcutta, and what vould be the general result from 
a working point of view if the two gauges wore introduced ? — ^I think equal 
facilities to the trade could bo given in Calcutta, though at greater cost, pro- 
vided that the metre gauge traffic is dealt with iu separate yards, and that other 
traffic which caimot bo so dealt with is transhipped. 

41. Q. Ton anticipate no improvements so far as the public are concerned ? 
— No, I do not anticipate any improvements. 

42. Q. {^resident.) — What would be the gonoral result, from a working 
point of view, if the two gauges were introduced?— There would be lieavy 
capital outlay and greater cost of working. There would be simplification of 
working by avoidance of transhipment of the passenger traffic and part of the 
goods traffic between north and south of the Ganges. 

43. Q. Assuming it is impracticable to bring tho metro gauge into 
Calcutta, do you see any advantage iu bringing it near tlie town, say to 
Naihati, and there transhipning to the broad gauge ? — If a large proportion of 
the northern section traffic has still to bo transhipped, if the metre gauge is 
brought into Calcutta, I do not think the cost of bringing it in is justified. 

44. Q,. Do you or do you not recommend an arrangement of this nature* 
that some of the traffic comes into the termini, and the rest has to be tran- 
shipped ? — No, I do not recommend it. 

45. Q. Does the area enclosed between the Ganges and the Godagiri-Rana- 
ghat-Sara lines stand in real need of further railway facilities ? — I understand 
the land between the existing lines is already under cultivation, and there would 
he no increase of yield consequent on the construction of the railway. The pro- 
duce has already an outlet to market by water and by the existing railways. I 
should not say there was any urgent necessity for the construction of the 
railway. 

46. Q. {Mr. Inglis.) — I think we have it from your statement that a 
line from Krishnagar to Jelingee is proposed ?— A 2' 6" gauge line has been 
proposed. 

47. Q. There was enough traffic to justify a light gauge railway ? — 

Yes. 
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48. Q. — {Major Shelloy .') — In tlio event of the Lower Ganges bridge being 
located at either ii^ainpur Boalia or Godagiri, is there any immediate probability 
of traffic over the Poradab-Ranaghat section exceeding the capacity of a single 
broad gauge railway, and of the- expenditure on doubling this section being 
justified ? — If a bridge is made at Eampur Boalia or Godagiri, a single line 
between Poradah and Ranagliat would, at present, and in the near future, be 
sufficient to accommodate the traffic for that section. If a metre gauge line 
• from Sorajganj to a bridge at Rampur Boalia or Godagiri were made, a 
single line between Poradab and Ranaghat would probably be suffioient for all 
time, because it would be relieved of Serajganj traffic now coming vi& 
Goalundo. 

49. Q. Presuming that the line is quadrupled from Naibati to Calcutta, 
would tbe lino from Naibati to Poradab be suffioient to carry the traffic that 
would come from the Bengal and North-Western Railway ? — I think so. We 
are running now between Naibati and Calcutta 63 trains each way, and 
between Poradab and Naibati we have never exceeded 21 each way. 

50. — You probably have not worked the Poradah- 
Naibati line to its fullest capacity — only quarter its capacity ? — Nothing liVa 
its full capacity ;-say half its present capacity ; wo should require many more 
block stations to work it to its full capacity. 

61. Q. Assuming the construction of a line from Nattore to tbe neigb* 
bourbood of J essail, would the location of a bridge at Sara unfairly prejudice the 
claim of tbe Bengal and North-Western Railway to a conneotion with Calcutta 
independent of the East Indian Railway ? — I do not know how far the Bengal 
and North-Western U ail way would consider that it aileoted their claim, but it 
does not seem to mo that the small extra lead would atfect trade to such an 
extent as to lead to a demand for another route independent of tbe East 
Indian Railway. 

62. Q. What location of tbe bridge would best servo the interests of the 
Eastern Bengal State Railway and why ? — As far as the Eastern Bengal State 
Railway is concerned, I am in favour of a site near Sara with a broad gauge 
extension to Serajganjj. 

53. Q. Why do you favour the case of the bridge at Sara ? — A large 
developraout of traffic to and from the east is probable, and a site that gives the 
most direct route for this traffic and tbo Serajganj tralBo wili bo best in the 
interests of tbe railway and the trade. This site also justifies tbe double line 
between Poradab and Ranaghat. I may say hero I am assuming Mr. Spring’s 
distances altogether, 

64. 0,. Assuming Mr. Spring's figures to bo correct, that route would, at 
the present juncture, bo the least costly ?■— Yos. 

65. Q. Is tbe traffic anticipated on the proposed extension to Sorajgauj 
sufficiently heavy to justify the eonstniotion of a broad gauge railway ? — The 
traffic anticipated on tbo Serajganj lino was dealt with in notes on the Sara- 
Serajganj-Jagganathganj project. I can give the Committee all tbo traffic 

statistics prepared for that project Appendix E' ]. 

66. Q. You can give us a statement showing tho total tonnage ? — I can 
give you the tonnage which goes by steamer to Goaluudo and which, it is 
estimated, would go from Serajganj by rail. Then there is tho direct service 
traffic which goes in stoamoi's direct to Calcutta, and some of that would, no 
doubt, come to tho Sara-Sorajg.'inj Railway. But ibc Traffic Superintendent 
docs notthiuk it safe to assume that more than oue-tbird would go. 

67. Q. What is the result ?-— A statement of tho tonnage of traffic and 
passenger earnings anticipated in the project is attached [sea Appendix E’j. 

68. Q. If abridge wore built at Sara do you oonsidor it should be for a 
broad gauge or metro gauge lino? — I oonsidor that a bridge at or near Sara 
should be for a broad gauge lino. 

69. Q. {Mr. MoLeod.) — ^You say a part of tho jute traffic oomes direct by 
steamer to Calcutta j is not this caused a great doal by railway blocks at 
Goalundo ?■— During tho past season I think it was, 
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60. Q. {President.)— Whak, is the average cost per ton of tranship- 
ment at Sara, and what do yon consider would, be the average cost at an ordi- 
nary transhipping junction (i) at Oalcutta, and (ii) near Oaloutta, and (iii) well 
outside Oalcutta ?— It is difficult to answer that question. "With both passengers 
and goods being dealt with it is almost impossible to arrive at a result of any 
value. — ( Witness said that though he found it difficult, he would attempt to 
TTinlfft out a statement taking a certain number of passengers to a ton. 
Witness also stated that he would give the approximate figures for tranship-, 
ment at Calcutta, near Calcutta, and well outside Calcutta.) 

61. Q. Are most of the commodities carried across the Ganges of such a 
nature as to suffer by transhipment ? — No. 

62. Q. What saving of time in transit would result from the avoidance 
of transhipment by the establishment of an unbroken gauge into Calcutta ? — 
Not less than 12 hours, an average of 18 hours. If you have night working 
it would be less, about 12 hours. 

63. Q,. Are there any special advantages in the avoidance of tranship- 
ment, so far as tea and jute are concerned, to justify a largo expenditure on 
bringing the metre gauge south of the Ganges ? — No, no special advantage 
in the avoidance of transhipment from wagon to wagon. 

64. Q. Claims of tea are now very small for damage ? — Yes, very small. 

65. Q. Since you have been bringing them across in the wagon ferry, 
the claims have been very small ? — Yes. 

66. Q. {Mr. McLeod). — Do you recognise the urgent necessity of bridging 
the lower Ganges ? — Yes. 

67. Q. Is the delay in doing so causing a great loss to the trade crossing 
the river ? — Yes, I think so. 

68. Q. Is the delay causing a loss to the Eailway Company and to the 
Government ?— Yes. 

69. Q. Can you toll us roughly what that loss is ?— That point I am 
submitting iu my statement, what it costs to work the forry. 

70. Q. Have you got the statemeut beside you there ?— Yes. 

71. Q. What is the gross figure tliero ?— It may be roughly taken at 
lakhs to 10 lakhs, including interest on capital. 

72. Q. In addition to the actual pecuniary loss there is a further loss on 
noconut of detention of wagons ? — It is very difficult to arrive at any money 
value on account of detentions of Wiigons, hut I have tried to make au approxi- 
mate estimate in the note I have submitted uocompanying my estimate of the 
cost of working the forry [see Appendix E*]. Claims for fire, — it is also very 
difficult to give a yearly estimate of the compensation for damage by fire. As an 
instance, we had a fiat burnt iu ltt04 and the cost of repairing comes into the 
expenditure here during the last five years (referring to statement). We paid 
Es. 89,000 aoconnt of claims for goods burnt on the flat. Of courso you cannot 
arrive at any yearly estimate of what damage by fire will cost yon. 

73. Q. Is it not the case that each year’s delay in bridging the river is 
like throwing so much money into it ?— Yes. 

74. Q. If a bridge is constructed either the Government would earn so 
nuch more, or you would reduce your rates for carriage, or both ? — Yes. 

75. Q. In the event of a bridge being made at Godagiri would you still 
have to keep a part of fclio Sara ferry in existence ?— Yes. 

76. Q. And you would be put to the same difficulties in ,tho matter of 
expenditure ? — Yes. 

77. Q. Considerii^ the rapid growth of traffic at Sara do you think the 
traffic necessitates a bridge there without any reference to the Bengal and 
North-Western Railway traffic?— Yes, I have said so in my answers. The 
traffic at the Sara ferry seems to be increasing year by year. 

78. Q. Is the traffic there too largo for coolie transhipment except at 
great expense and danger to the public ? — Of course, labour is getting dearer 
every year and more difficult to obtain every year. 
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V9. Q. What TTOuId be the result of an ejjidemio of cholera or a strike 
on .your transhipment P , Would it not be a serious matter ?— Very serious. 

80. Q. If it occurred during the busy season last year would it not hare 
caused a -famine on the other side of the river?— Tes, I should say so. I 
believe things got so bad that there was nearly a famine. 

81. Q. What. quantity of your traffic do you tranship by coolie labour? — I 
could not give you Bgures straight off. As against traffic taken by wagon 
ferry the majority of it. 

82. Q. So that in the event of a cholera epidemic or a strike the greater 
portion of your tralGo Avould be paralysed ? — I should say so. 

83. Q. {Major Shelley.) — In one of your predecessor’s letters to Govern- 
ment be states that the Bengal and Ivorth-Western Kailway might bo given 
running powers from Katihar to the Ganges, and power to fix rates from the 
river to Calcutta for Bengal and h* orth-W estern Kailway traffic. Do you think 
this propo.'al would give that administration such facilities as would ensure 
their traffic getting fair treatment, or would yon suggest any modification of 
these terms ? — So far as I know my predecessor only suggested that they should 
be given running powers over the metre gauge, and that there should bo certain 
restrictions on their powers of quoting through rates. 

8d-. Q. Do you think if these were given it would ensure the Bengal and 
North-Western Eailway getting fair treatment ? — Tes. 

85. Q. Is it not possible that the grant of these concessions might he 
projudioial to your traffic ?— They would be if granted without restrictions. 

86- Q. Do you think it necessary in the event of a transhipment station 
being established north of the Ganges, to place independent control over 
tho stotion so as to ensure the traffic of both administrations being impar- 
tially dealt with ? — No, I do not think so, 

87. Q. Wliat is your opinion as to the advisability of the Bengal and 
North-Western Kailway providing its own broad gauge stock, and running into 
Calcutta under its own running powers ? — 1 am not prepared to answer that 
without notice. 

88. Q, Dor what proportion of your traffic crossing the Ganges is Goda- 
givi a more direct route than Sara? — That is I think in that statement [ see 
Appendix E‘]. 

89. Q. The Bengal aud North-Western Railway tell us that via Godagiri 
is a shorter routo for ^rd of your northern Ganges traffic than vi& Sara ? — Tes, 
a certain amount of it goes that way as being the shortest route to Calcutta. 

90. Q. Of tho traffic you now carry would ^rd of it have the shortest routo 
vid Godagiri ? — cannot answer that. 

91. Q. Do you think it would be a larger amount? — I should say the 
proportion would not be anything like a third. I would rather make out a 
statement and submit it. 

was asked to prepare a statement showing how much of the 
traffic at present passing Sara would have a shorter route by Katihar-Qodngiri, 
assuming there was a link from Nattore to Godagiri.) Appendix Is®]. 

92. Q. Do you place mtioli importance on tho alleged inconvenience to 
tho public in tlio matter of claims by reason of the traffic being handled by 
more than ono a'flministralion ? — No. 

98, Q. {Mr. Dumayne). — Reforring to the estimate of ^ 172 lakhs what 
rate i)sr cent, would, in your opinion, cover interest, repairs, renewals and 
municipal taxes in Calcutta ? — I should say over 0 per cent. We now pay 
Es. 7,000 a quarter for municipal taxes on Calcutta termini. If metre 
gauge M'orks, included in the estimate, arc provided, tho taxes would probably 
ho increased by not less than Es. 5,000 a quarter, or say, by from Es. 20,000 
to Es. 26,000 per annum. 

94:. Q. Such a rate would bo an additional charge upon tho goods coming 
to Calcutta ? — I suppose so. 
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95. Q. Oa tlie 370,000 tons as traffic for the Bengal and North-Western 
Railway this -would be distributed over that tonnage?— It 'VFOuld be so many 
lakhs incurred to deal with that traffic. 

96. Q. And that -would, of course, for economical reasons have to be 
compared with the cost of other arrangements ? — Yes. 

97. {Mr. Kar .) — Do you think that the difficulties and complications that 
are experienced at the Sara crossing on account of the silting of the river 
would be done away with by the bridge ? — ^Tes. 

98. Q. If the metre gauge is introduced into the Calcutta termini, or the 
mixed gauge where possible, do you think the arrangements will, for the time 
being, dislocate traffic during the laying of the third line ? — Certainly, where 
you have a main line, it would mean a certain amount of interference. 

99. Q. You said the cost of maintaining tho ferry is about 9^ to 
10 lakhs? — Yes, including interest, but not full depreoiation. 

100. Q. Would the cost of maintaining tho bridge be loss ? — Yes, it would 
be very much smaller than maintaining the ferry. 

101. Q. You say that it would cost about 172 lakhs to make necessary 
arrangements for introducing the metro gauge, is that for partial or entire 
introduction ? — ^That is for introduction so far as is detailed in the estimates. 
It does not includo a separate metro gauge yard at Baghbazar to serve traffic 
dealt with at the Ohifcporc broad gauge yard. 

102. Q. If the Railway Board’s schemo is given effect to, it is somewhere 
stated in their memorandum that a large amount of tea and jute traffic might be 
diverted from the Eastern Bengal State Railway. Do you think it would bo a 
loss to the State ? — It depends very much upon who gets control of the linos, 
whether tlie lines remain under Government working, or arc transferred to 
other Railways. 

103. Q. I think you already stated that the space you have available, 
or that is likely to be available .at Baliaghntta, must bo reserved for broad 
gauge ? — Yes, I think it is absolutely necessary. All the land on tho east side 
must he reserved for tho broad gauge. Estimates are now under preparation 
and we are filling in tanks and putting in a goods yard, and if there is possi- 
bility of a central station being made wo will want the land. We are making 
out plans for combining Baliaghatta and Sealdah. I don't think the metro 
gauge could over go on that side. 

lOJ-. Q. You said just now that you arc making provision for a great deal 
of extra space at Sealdah. Do these operations have in view tlio possibility of 
the conversion of Sealdah into a central station? — Yes. Wc have a meeting 
on the llth Eebruary where all these arrangements will he discussed. 

105. Q. So the diversion of the lines to the docks outside Baliagliatta was 
with the object of a central station ? — ^I understand that, in raaKing arrange- 
ments to divert the Dock traffic to the chord, the possibility of having to 
provide for a central station at Sealdah was kept in view, 

100. Q. Knowing these facts you would never recommend tho metre 
gauge into tlmt part ? — No, certainly not. 

107. Q. Speaking from the point of view of the Eastern Bengal State Rail- 
way, do you think it Ijotter to have wagon to wagon transhipment kept on the 
north of the Ganges or brought fioar to Calcutta ? — Wo would prefer it uorth 
of the Ganges. 

108. Q. Do you think it would be to the interests of trade generally ? — I 
think it would be better to keep transhipment north of the Ganges. 

109. Q. Would not transit between the north of tho Ganges and Calcutta 
he more rapid by the broad gauge? — It would ho more rapid than by the metre 
gauge. 

110. ^ Q. You have all the facilities for doing it on the broad gauge ? — 'Yes, 
if trauhbipment yards are made. 

in . Q. Do you think tran.shipmeat between broad gauge and metre gauge 
would ho a source of incohvenicnoe and loss to the trade ? — No, I think tran- 
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shipment is managed at other big places. At Sabarmati there is a large 
amount of traneliipment done which they get through all right. ° 

112. Q. Do you think there would necessarily he any serious loss to rolling 
stock at a transhipment station ? — No. 

113. Q. Is not one strong objection to the Sara ferry transhipment the 
mixing of consignments ? — Yes. 

114. Q. Do yon think you would be able to avoid that in wagon to wagon 

, transhipment ? — Yes. ° 

115. Q. In wagon to wagon transhipment one of the greatest evils in the 
Sara transhipment will disappear ? — Yes. 

116. Q. Supposing the bridge is not built at Sara, but at one of the other 

sites and you bad to connect by a line from Nattore. Would you have to main- 
tain a ferry to serve that section of the line between Nattore and Sara ? Yes, 

we should have to maintain a ferry. ’ 

ll*?. Q. You do not think you could abandon it ?— No, I don’t think so. 

118. Q. It would not he cheaper to bring the trafto round ?— No, it would 
he a long way round. 

119. Q. It would be very costly to work the ferry for a small section of 
line ? — Well, there would he a smaller ferry. 

120. Q. Proportionately it would he more costly ? — Yes. 

121. Q. I suppose if the ferry is established at Godagiri, as it will soon he, 
and the Godagiri lino diverted from Jessail to the Eastern Bengal State Railway, 
you will also have to keep the ferry going at Godagiri ?-— I do not yet know 
what traffic tliere is, it is an unopened line and could be easily abandoned. 

122. Q. Judging from your answer about the Nattore-Sara section ?— Ihe 
difference is that the Katihar- Godagiri line has not yet been opened, and the 
Kattorc-Sara line has been opened for a long time. 

123. Q. At certain stations on your line you, at present, have wa*>“on to 

wagon transhipment between the 2' C" and the metre gango. Havt° there 
been many claims for damage and loss in consequence of transhipment ? — Iso 
very few and very small. i x u, 

124. Q. Would the traffic that, at present, goes viA Manahari make use of 
the bridge if built at Godagiri, Isahpur or Sara ?— Yes, I think the Manahari 
traffic would come down over the bridge, 

126. Q. Would you he in a position to force it down over the bridge? 

Yes. ° 

126. Q, {Mr. Kar .) — Has there been any block in the traffic at Sara 

crossing on account of the want of wagons on your part at Damukdia ? I 

think this is fulty explained in my answer about the difficulty at Damukdia 

' and Sara ; difficxiltiea owing to the river changing its course, and also to want of 
wagons. 

127. Q. You have had as many as 1,600 wagons detained on both sides of 
the river ?— Yes. 


EVIDENCE OP MR. D. II. IRWIN, PRESIDENT, DARJEELINO PLANTERS' ASSOCIATION. 'Dikcnon 

tlio SOtli Jonunty, 1007. 


1. Q, {Mr. McXtCod .) — On whoso behalf do you appear here to give 
ovidenoc? — The Darjeeling Planters’ Association and the Terai Planters* 
Association. 

2. Q. In what capacity are you connected witli these Associations ? — I 
am president of the Darjeeling Planters’ Association, and I liave been 
requested by the Oommittec of tlio Terai Planters’ Association to give evidence 
on their behalf. 

3. Q. Have you suffered to any extent from the want of a bridge across 
the lower Qansjos ? — Certainly. Wo are constantly suffering loss from damage 
to goods at Sara by the transliipmont there, and also from the very serious 
detention of goods. 


M 
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4 l , Q. Owing to the detention at Sara Ghat, the pcioe of rioe durin» last 
year was greatly enhanced in your district ?-— Very greatly enhanced. (Here 
witness reads a note as follows) t— 

As i-epresenling tbe Darjeeling and Terai Planters’ Assooiations, I have been deputed to 
give evidence before you respecting the Lower Ganges Bridge Project. , - 

The pressing need of a bridge over the lower portion of the Ganges has long been 
apparent to those residing on the north bank of the river, who have had before their ey(s the 
congestion of traffic which constantly takes place at Sara; caused by the rapidly increasing 
trade. 

You may possibly bo aware that a largely attended meeting was held in Darjeeling in 
December last at which I had the honour to preside. 

All branches of the mercantile community, professions and trades, both European arid 
•Native, were fully represented, and strong arguments in favonr of the bridge at Sara were 
forcibly land unanimously stated. 

Briefly th(y arc as follows 

(0) The bloob of traffic whioh constantly takes place owing to the necessity of 
^biffing the ghat on aceoimt of high or low water in the river, eto., etc. 

The very great urgency of the case has only recently been brought home to every 
resident, rich or poor, on Jtho north bank of the river by the absolute block of iraffio which 
took place in October and November last. 

This was the cause first of the greatest distress and liardship to the poorer classes whom 
the want of food stuCEs, rice of course principally, drove almost to the verge of starvation. 
When I say that rice, the staple food of the labouring classes,^ wos selling at six seers per 
rupee, or Rs. 6-2 to Rs. 6-4 per maund in the Darjeeling District, and that the average wage 
earned by a coolie amounts to some Rs. 4 to Rs. 5 per mensem, tbo distress oaused is scU- 
orident, and this when thousands of manods of rice wore said to be blocked at Sara merely 
for want of facilities for transporting it across the river. This argnment alone, in tbc name 
of suffering humanity, is in itself sutBcient, I think, to demand the immediate* constrnction 
of a bridge without further delay, whatever the cost. 

Secondly, it occasioned great loss to traders by not being able^ to obtain their goods for 
sale, within a reasonable period, when they might have received highly remanornlire prices 
for them. 

Thirdly, it oansed great inconvenience, to say the least of it, to residents gonornlly from 
being unable to get articles of any sort throngli from Calcutta for about a month. 

(d) The veiy frequent damage done to aitiolcs in transit occasioned by the transhipment 
at present necessary on both sides of the river. 

The loss to the railway on account of claims for damages is, I believe, very large, but 
the aggregate loss to the public generally is far greater still. Hundreds of articles anive 
•either damaged or short in weight. The damage or loss being diecovered either too Into for a 
•claim to be made, or the diilioulty of substantiating the claim and the long delay which 
ulways takes place before compensation is made, causing people to refrain from claiming and 
to put up with the loss. 

(c) With easier facilities of transport enabling tradcrs'to get their goods to a favonrablo 
market, tracte of land at present lying waste would be brought into cnltivation, thus increasing 
the prosperity and well-being of the poorer classes. 

The constrnction of the bridge, with the least possible delay, as far os the community 
I represent is concerned, is what I am instructed to urge, the site being comparatively of 
minor importance ; at the same time we are strongly in Lavour of the S.'ita site, for the 
following reasons ; — 

(1) It is the directest route, and therefore, other things being eqnol, seems the natural 
■one. Wo are told that the increase of distance by tbc Godngiri or Rampnr BoaUa sites is 
small, hut, as increasing the possibilities of detention, an increase of distance is objectionable, 
however slight, unless it has countervailing advantages of which at pieseat we are unaware. 

We are further told that the* cost of freight will be tho same ; surely, however, the extra 
liaulage must represent a certain amount, which ooidd bo correspondingly reduced by the 
shorter route. 

(2) A very great objection I think to the altomativo sites would be that our goods from 
Darjeeling would travel over an extra line, t.c., three instead of two lines as nt present. 

At present, as I have above indicated, tho diiflcally of obtaining compensation for loss or 
damage is so great as to cause many to put up with their loss sooner thau enter upon a long 
cerrespondence, whioh often fails in procuring any satisfaction even in tho end. One lino 
endeavours to shift the'responsibUity of damage or delay on to the other, nntil _ claims are 
abandoned in despair. In the event of a third line becoming involved, the public may ns 
will save themselves the trouble of dairaing at all. At present,! have myself a claim for 
‘Complete loss of an invoice of goods consigned to the railway in November 1606> Tlie loss 
•or responsibility is not denied, bnt simply, opparently, the lines concerned hope to evade com- 
pensation by passive resistance and delay. 
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(3) A third objection which occurs to me is the increased delay to which goods would 
probably be subjected, when traffio'is heavy, in passing from the Eastern Bengal State Hall- 
way to the Bmgal and North-Western Bailway. It would be only human nature for a 
line to pass on its own through traffic first, to the detriment and detention of that coming 
from another line. 

In conclusion, my instnictions are, first, to press for the oonsti’uction of a bridge, with 
the least possible delay, and, secondly, that it would bo constructed at Sara, our hope being 
that in com'so of time it may bo found possible gradually to convert the metro gauge on the 
north bank to the standard gauge, thus obviating the necessity of any transhipment with its 
attendant losses from damage or theft. 

6. Q. You have given us tlia prioe of rice during the last year ; what is 
the average price during a normal year? — 10, 11 and sometimes 12 seers to the 
rupee for good rice — Es. 3-8 a maund. 

6. Q. "Was it not the case that there were famine rates prevailing in your 
district for rice at the same time that there was plenty of rice waiting for 
transport at the Damuhdia ferry ? — ^Yes, and that is at present occasioning a 
very great loss to the planters ; on account of that, tho coolies have got 
heavily into debt, because they had to borrow money and they got advances 
from their employers to the utmost limit that they could. The consequence 
is now, in order to get further advances, they are changing from one garden to ' 
another, and it is causing us very great loss. 

7. Q,. And if the traffic liad been entirely stopped by an epidemic of 
cholera or anything of that sort, it would be very serious ? —It would be very 
serious indeed. 

8. Q. In oon&oguonoe of these difficulties, do you recogniso the urgent 
necessity of a bridge across the Ganges, and to it having a primary place in 
any Government programme ? — Yes. 

9. Q. You have no preference for site ? — Yes, we prefer the most direct 
route, which appears to us to bo via Sara j but that is of minor importance. 

10. Q. Then do you think tho bridge should be constructed at the point 
■which would serve the greatest volume of traffic at the least cost ? — Well, I 
think that the pulslio advantage should be considered first as far as possible. 
Provided that tho cost is not so very much heavier, I should say the public 
advantage should he considered before tho matter of cost. 

11. Q. You have interested yourself considerably iu the question ?— I 
have. 

12. Q. With what general result j I mean "what conclusions have you 
come to from the interest you have taken in tho question ? — Well, the more I 
look into the matter, the more urgent I see is the necessity for a bridge., 

’ 13. Q. Have you seen the note prepared by tho Eailway Board on the 
subject of bridging tho Lower Gauges ? — I have. 

14. Q. Have you considered it ? — I have, as far ns I am able ; of course 
the figures which are gone into I am not capable of commenting on. 

15. Q. What does it convey to you ? — Of course if ihoir figures are correct 
(which I am told they are not) the huge saving by the Eampur Boalia site 
would seem to almost necessitate the bridge being placed there. But still I 
am told that the figures are incorrect, and I, therefore, favour the Sara site. 

16. Q. Are you aware that tho lea traffic has been given a preference 
in handling at the Sara ferry ? — I heard so lately. 

17. Q. You are proprietor of a largo garden in the Darjeeling district ? — 
manage a large garden in the Darjeeling district, and I partly own a small garden 
in the Terai. 

18. Q. Can you tell us tho claims you liavo up to date from damage from 
transhipments dating the past two or three i years ?~I am unable to answer 
that question. 

19. Q. They have not boon large ? — No. 

20. Q. So that transhipment from wagon to wap;on, in a well organised, 
yard, would not be a serious matter ? — ^No, I should think not. 

u 
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21. Q. We are told that the cost of bringing the mefee gauge into Calcutta 
railway terminus would be 170 lakhs of rupees, to which would have to be 
added the cost of Docks terminals of about 120 miles. Would you rather come 
by metre gauge into the radius of such expenditure, or would you rather suffer 
some transhipment at some convenient yard ? — I prefer transhipment. 

22. Q. Across the Ganges or near Caloutta ? — I should prefer the tran- 
shipment north of the Gauges. 

23. In- the event of it being found impossible to bring the metre gauge 
into Oaloutta terminals, do you see any advantage in having the transhipment 
yard near Oaloutta ? — No, I don’t ; in fact I should think that the preference 
should he given to a site further from Calcutta. 

24 Q. We are advised the annual cost of the Sara ferry, excluding loss by 
detention of wagons, damage in transhipment and other contingent losses, is 
about 9^ lakhs of rupees, while the annual charge of keeping a bridge iu re]^air 
and the cost of interest and of other charges is estimated at considerably less. 
Do you not consider the delay in constructing a bridge is a policy detrimental 
to the interest of the trade, and entirely at varianoe with economical business 
priuoiples ? — Certainly. 

26. Q. {Major Shelley .) — The only point I should like to ask you is why 
do you prefer transhipment taking place at some distance from Calcutta? — 
Of course that is rather a difficult question to answer, but 1 should imagine 
that there would he less delay at a distance from Calcutta than nearer to 
Caloutta. There would be greater oongestion of traffio near Calcutta oausing 
greater delay ; that is only an idea of mine. 

26. Q. Does not the longer length, of broad gauge lead, which would 
result from a distaut traushlppiug station, and consequent increased rapidity of 
transport appeal to you ? — Certainly, it does appeal to me. 

27. Q. As an argument in favour of distant transhipment ? — Yes. 

23. Q. [President.) — ^Your tea, I imagine, is always transhipped at. 
Siliguri ? — ^Yes. 

29. Q. Has there been any great delay there, or great loss in conse- 
quence of that transhipment ? — Not as far as I am aware. 

^ 30. Q. I suppose you admit that the conditions of transhipment are very 
similar to those which would exist at Sara were wagon to wagon transhipment 
done there ? — Yes. 


EVIDENCE OF MU. J. DOUGLAS, EAST INDIAN HAILWAY. Tnkon on tlio l*t Febtunty 1007. 


1. Q. {President .) — You hove, I believe, running powers from Naihati 
over the Eastern Bengal State Bailway to the Calcutta termini? — Yes. 

2. Q. What termini do you use ? — Kidderpore Docks, Ohitpore, Sealdah 
and Baliaghatta, TJltadanga, and the Port Trust dep6ts via Chitpore. 

3i Q* What are the arrangements for disposing of your business on tliese 
termini? — ^The business is disposed of for -us by the Eastern Bengal State Bail- 
way and the Port Commissioners. 

4. Q. Do you employ your own staff to deliver and receive consignments, 
and to arrange for the handling of them ? — No. The staff and labour are 
arranged for by the Eastern Bengal State Bailway, or Port Commissioners, as 
the case may he. 

^ 6. Q. Are the arrangements under which the East Indian Bailway tvafdo 
is disposed of at the Eastern Bengal State Railway termini satisfactory to your 
Railway ? — The arangements are generally satisfactory, except in the case of 
coal, the accommodation for which is insufficient at Baliaghatta. In con- 
sequence it is necessary constantly, during the busy season, to impose restric- 
tions on the hooking of coal from the collieries to Baliaghatta. - Traffic, other 
ihan coal and exports for prompt shipment, is inoonsiderable in quantity, 
preference being given to Howrah. 
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6. Q. Do you anticipate any difficulty in- the future in meeting all the 
requirements of the Bengal and North-Western Railway at Mokamehj and in 
meeting these requirements are you compelled, or havq you in the past been 
compelled, to restrict the supjply of wagons at other stations on j our sj stem, 
and more particularly at collieries ? — No difficulty is anticipated in the future 
in meeting all the requirements of the Bengal and Nor'tli- Western Railway at 
Mokameh Ghat. At the busiest seasons the position in India generally, as 
all oyer the world, is that the wagon supply is not equal to the maximum-' 
demand' for immediate despatch. The Bengal and North-Western Railway 

'does not at once meet in full the demand of-despatohers on that system for 
wagons for despatch of traffic for beyond Mokameh, neither does the East 
Indian Railway at once meet in full the demand from dcspatchers at its local 
stations. It may bo accepted that, in providing wagons for the carriage of all 
traffic brought to Mokameh Ghat by the Bengal and North-Western Railway, 
wo render necessary no further restriction on the supply of wagons at other 
stations on the East Indian Railway system, including the collieries, than has 
already been, imposed at the despatching stations on the Bengal and North- 
Western Railway. 

7. Q. Arc you and Mr. Bring generally well acquainted with the Eastern 
Bengal Slate Railway and Port Trust on the Oalontta side of the Hooghly, and 
with the general system of tlie disposing of the traffic therein P — We have a 
general knowledge. 

8. Q. Wliat do you think would be the effect of admitting the metre 
gauge into these termini? — We apprehend great confusion and delay to the 
wagon stock. 

9] 0,. If a metre gauge system of the magnitude of those which the 
Railway Board has proposed to admit to Calcutta termini sought to obtain 
admission to your Howrah terminus, should you advise that it was granted 
snob admission, or would you recommend transhipment outside Howrah ? — 
Wo should recommend transhipment outside Howrah. 

10. Q. Wliat reasons would generally govern your decision in this respect ? 
— On account of the confusion and delay to w-agon stock which the introduc- 
tion of the metre gauge would enlail. 

11. Q. In your note [see Appendix E“] you have referred to fair treat- 
moufc by the Mokameh route. In your opinion wbat would be fair treat- 
ment? — ^The East Indian Railway claims as “fair treatment” that whatever 
mileage rate is given over the Bengal and North-Western Railway west of 
Barauni to and from Barauni for traffic by the Eastern Bengal bridge route, 
shall be (;iven to and from Mokameh Ghat by the East Indian route. The 
admission of this claim will ensure the trade being allowed to take advantage 
of the shortest and, therefore, tlio cheapest route as well as the most expedi- 
tious. Transit by the bi oad gauge is accepted to be quicker than by the metre, 
:ind the broad gauge route is 25 per cent, or more shorter than the narrow gauge 
route. Iri 190d', when tliore wus a constant through traffic from via Mokameh 
Ghat to the Docks in full train loads, the time taken in transit from Mokameh 
Ghat, to the Docks was about d8 hours.' 

12. Q. In the evont of your present Mokameh traffic being diverted to 
the now' route over t.hc Dower Ganges Bridge, what proportion of tlie upwards 
traffic from Calcutta could you be reasonably sure of retaining which would, 
practically speaking, be unaffected by competition ? — It has been already stated 
that the termini in the Calcutta side arc not largely resorted to for doAvn- 
wards traffic, excluding coal and exports for prompt shipment. As to upwards 
traffic from Calcutfcta, the despatches in a year (iQOdi) for via Mokameh Ghat 
may bo taken at 105,000 tons, of Avhich 30,000 tons wore sent from Calcutta 
stations proper, and from Howrah 1,36,000. The principal commodities in 
these totals Avero — 

From Ciiloatta. 

Sleepers. 

Salt. 

Sugar. 


From Howrah. 

Piece-goods. 

Salt. 

' Iron. 
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Witli“ fair treatment” it is diffioult to seelioir any upwards traffic can bo 
diverted, 

13. Q. What proportion of the traffic of 1901 vid Mokameli do you tliink 
■would have a shorter route vid KatiUar which you show as coine hv 
Barauni ? — None. 

14i. Q. Would not competition'between the Mokamoh and TCatihar routes 
tend to reduce rates and he in the interest of the public, and would not a 
portion of the possible loss in railway revenue consequent on competition be 
borne by the Bengal and North-Western Eailway, and not fall on Govern- 
ment ? — Any transfer of traffic from the Slokamoh route to either of the 
proposed routes would clearly bo a loss to the East Indian Railway only and so 
to Government only ; it would all bo clear gain to the Bengal and North- 
Western Railway. This is apart altogether from tho question of competition. 
What I moan is this. Eor the traffic that now comes from Mokameli 
Ghat the whole of tho gross earnings go to the Bast Indian Railway, and so to 
Government osoept i^-gth. That has nothing to say ■to oompotition. If com- 
petition did arise it would have tho effect possibly of reducing the rates. That 
is another question altogether from the actual transfer of traffic from one 
system to another. By tho transfer of iraffio you take tho money out of tho 
Government pocket. 

16, Q. {President .) — The question is whether it would bo in tho in- 
terests of tho public ? — Tho rates at present charged by tho lirokameh route 
have been arrived at in consultation with tho Bengal and North-Western Rail- 
Avay, and further rodviotions have been proposed by the East Indian Railway for 
the longer distance loads, but tiiesc proposals have not been accepted by the 
' Bengal and Norlh-lVcstcrn Railway. Ilp'ing regard to the Icnglh of the’ leads 
the charges, where io is proposed to maintain present rates, are reasonable. 
Taking for grain and seeds a principal station on the Bengal and North- 
Western Railway proper, and on the Tivhut State Railway', the charges are, 
excluding the Mokamch ferry, as follons:^ — 


Bate. 

i 

Totil. 

Distas<'i. 

1 

1 

1 

Total. 
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S'ttx 

Bcni^nl 
nnd Xortli* 
av<'»t<.rn 
llaUtT&y. 

Blit 

IndUa 

Rtilway, 

Bengal 
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1 

Bitit Indian 
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1 
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1 
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1 
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1 Bs 
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iMItos. 1 
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0 2 n I 

1 0 3 2 

0 
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1 
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•n 

13 
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S 
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0 

4a 

TO 1 

251 

351 1 

23 

•n 


tTskabazir . 
Mozofforporo . 


Eollowing recent practioo, it is a.ssumod that if .m Eastern Bengal bridge is 
huilt. the bridge nill be given free to the trade, other than the actual charge 
by distance over tho bridge and its connections. Tho ferry tolls at Mokamch 
bring in a sum yearly which capitalised covers the cost of a bridge, and if a 
bridge is given free in Eastern Bengal, so must tho ferry or a bridge in substi- 
tution of the ferry bo given free at Mokamch Ghat. Bor this reason, the ferry 
tolls at Mokameh Ghat have not been included in tho through rate. If by 
competition between the Mokamoh and Katilmr rentes there was a serious 
reductiou in earnings, there would bo consequent obstacles in reducing rates for 
tho general trade soivcd by tho Bengal .and North-Western Railway and the 
East Indian Railway, and it will bo prominently in the minds of tho Committeo 
that the policy of the East Indian Railway is, by general reduotion throughout 
its system, to help tho trade of Calcutta. It will also bo known to tho Com- 
mittee that where acute oompotition has been resorted to in other countries, 
the result has been enormously high rates between the points whore there is 
freedom from competition. 

IG. Q. Will not the early opening of tho Godagiri route give rise to 
competition, irrospeotivo of the construction of a Lower Ganges bridge ? — Not 
if the East Indian Railway route reoeivos “ fair treatment ” via Mokamoh 
Ghat. 
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17. Q. You have said that, in order to compete with Howrah as a 
despatching station, a metre gauge terminus in the neiglibourhood oE Barra 
Bazar will be necessary. Will you kindly give full reasons for this statement ? — 
Because Howrah is much more greatly resorted to than the existing Calcutta 
stations, shewing its greater conveniences and popularity. The total trade of 
Calcutta, sent on to the East Indian Eailway system in a year, may be taken at 
550,000 tons. This is contributed as follows ; — 


V, Tons. 

Howrah . 400,000 

Eiddei'pore docks (principally sleepers and salt) . , , 80,000 

Port Trust Dep6f;s 65,000 

Chitpore . . . 1,000 

Sealdah .......i.. 5,500 

TJltadauga ......... 7,000 


18. Q. Will you please give the details of yom* distances from Barauni 
to Calcutta via Mokameh, Sara, Eampur Boalia and Godagiri P 


Via Mokameh — 









Miles. 

Snrauni to Semaria 

• 

• 

• 

• ■ 

ft 

ft 

5 

Mokameh to Howi-ah 


• 

* 

• • 


ft 

284 

289 

Via Sara — 

Barauni to Katihar . 


• 

f 

• • 

ft 

ft 

112 

Katihar to Bohanpur (a station proposed 

on 

the Katihar-Godagiri 

80 

Bailway) . . . 

• 

« 

• 

• • 

• 

ft 

Bohanpur to Bampur Boalia 

• 

» 

t 

• • 

ft 

ft 

40 

Bampnr Boalia to Sara 

* 

• 

• 

• ft 


ft 

S4 

Sara to Calcutta 


• 

« 

« ■ 


1 

132 

398 

Allowance for curvature, say 

• 

» 

• 

• « 


ft 

4 

402 

Via Eampur Boalia — 

Barauni to Katihar . . 



« 

ft ft 

ft 

■ 

112 

Katihar to Bampur Boalia 

• 

• 

• 

ft ft 


ft 

120 

Bampur Boalia to Banaghat 

• 

« 

• 

ft ft 

• 


74 

Bauaghat to Calcutta . 

• 

f 

» 

• • 


• 

46 

352 

Allowance for curvature, say 

Via Godagiri — 

• 

• 


ft ft 

■ 

• 

7 

859 

Barauni to Katihar . , 

• 

• 

• 

ft • 

' 

• 

112 

Katihar to Godagiri 

• 

« 


• • 

• 


106 

Bridge and approaches . 

• 

■ 

• 

• 


• 

8 

Lalgola to Banaghat , 

S 

■ 

• 

• 


ft 

94 

Banaghat to Calcutta . 

« 

• 


ft • 

• 

ft 

46 
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19. Q. Please give your reasons for submitting that the JSengal and 
North-Western BaiTway traffic is better provided for at Mokameh than it can 
possibly be under any of the alternative sobemes proposed ? — 1 would refer 
you to my remarks in reply to your question as to what portion of the upwards 
traffic would he unaffected by competition. 

20. Q. Admitting the relief afforded by the grand chord, the conditions 
likely to ^ve rise to congestion south of Aaansol remain the same, I believe. 
Do you anticipate that congestion on this section of your line is ever likely 
to prejudioiafiy affect the interests of the Bengal and North-Western 
Railw/Jy? — No. • ’ ' 

21. Q. Does yodr Board at vooate the construction of a bridge at Mokameh 

as part o£ their -undertaking ? — Our Board have not yet had an opportunity of 
expressing an opinion on the subject. ^ ^ ^ 

22. Q. -The Bengal and North-Western Bailway have 

proposed a connection from Azimganj to Bhagwangola, Do you think the 
connection would he'of value, and would it cause a diversion oE any consider- 
able portion of the coal traffic now passing via Mokameh ? — I consider tho 
diversion would he o£ value as regards coal for Eastern Bengal which now goes 
either by Sakrigali (Manihari) or by Sara. I don't consider it would interfere, 
to any practical extend, with the traffic now passing via Mokameh. 

23. 0,. In paragraph 9 of your printed note of tho 28th of Januaiy \see 
Appendix E®] you have referred us to the Government of India Technical Paper 
No. 138, which, you say, might suggest cause for serious reflection. Will you 
say what you had iu mind in alluding to that paper ? — I would prefer to go 
through the paper again carefully and then give an answer in writing, noting tho 
different points. I may, however, mention that I have information that the 
Ganges has cut its way comparatively close to the bridge, and ive know from tho 
expeiienoo of men who have lived on tho spot that during their lifetime the 
Ganges has run considerably above (north of) the site of the present bridge 
[see Appendix GJ. 

24i. Q. Is .salt despatched from both sides of tho rivor ? — ^Tes, it is loaded 
on both sides of the river. It is principally despatched from Howrah. In 
fact the Local Government are incui’ring considerable expenditure in order to 
make Sulkea a still more important centre for the de spatohoE salt. In 
future, Hon rah will he practically the sole point of despatoli, 

25. Q. The (tailway Board have suggested bringing in tho metre gouge 
into Calcutta and tho provision of increased facilities. Prom your knowledge 
of tho terminals of Oaloulta do you consider this 'necessary ? — No, I don’t 
think it necessary, for this reason that I think it would diminish the facilities 
rather than increase them. 

26. Q. Looking at the shortage of wagons would not money be more 
advantageously spout in providing additional wagons, especially for the coal 
traffic? — Mott decidedly. At the present time any wagons placed on the 
East Indian Railway would at once begin to turn in very highly remunerative 
earnings. Indeed they would return their full capital cost in a year, and with 
the prospects I see ahead for the coal trade,- I consider this condition of 
things will continue. 

27. ,Q. You have a lot of jute sidings on your side of the river ? — ^Tes, we 
have some and are increasing the number. 

28. Q. They extend from Naihati to Budge Budge ? — They extend on 
our line from Naihati to Bally. 

29. Q. And on tho Bengal-Nagpur line they go as far as the cotton 
mills ? — believe so, 

30. Q. Could you easily introduce the mixed gauge to serve these mills ? — 

No. I 

31. Q. Then you would require transhipment ? — Transhipment would be 
necessary before we came to the first of the mills. 

32. Q. Would it be any advantage to have the transhipment near Calcutta 
for these mills or further away ? — Transhipment should he at the farthest 
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point, that is, before coming to any of the miUs, and the further this vras distant 
from Howrah, the .better ? — ^for tivo reasons — (•) the land required would he • 
more easily acquired and cost less, and (ii) labour would be cheaper, 

33. Q. Would not transhipment at the furthest point, thereby getting the 
advantage of broad gauge capacity and speed as soon as possible, he an 
advantage ?— The sooner you can get on the broad gauge line the better. 

3^. Q. Would not the competition that would arise be beneficial to the 
commercial community if there was any chance of rates being reduced? — So 
far as the additional route would have the effect of reducing rates, of course it 
would have a beneficial effect, but I doubt very much whether taking the whole 
circumstances together it would be beneficial. For instance, there would be 
delays in traflBo. But irrespective of competition we are prepared to give the 
trade the lowest reasonable rates at present. At the present moment we have a 
proposal before the Bengal and North-Western Railway for reducing the rates 
for grain and seeds to Calcutta from any Bengal and North-Western Railway line, 
giving a considerable lead to this line. This proposal is independent of any 
alternative route. You don’t require an alternative route in order to give the 
Calcutta trade lower rates. 

36. Q. Supposing that a bridge was built at Godagiri, could the Bengal 
and North-Western Railway block the traflSc on your system by increasing 
their rates ? — If they were allowed to increase their rates they could do so 
undoubtedly. If they wore allowed to quote block rates to Mokameh, they 
could block the direct route by way of the Bast Indian Railway to Calcutta. 

36. Q. Would that be of advantage to the commercial community? — It 
would be of the greatest disadvantage. 

37. Q. Supposing that they did so, could you block thorn from Naihati up- 
wards and downwards ? — ^Not effectually, the load over our line would be so 
short, it is only 24i miles from Naihati to Calcutta. Once the traffic was 
diverted it would not return, it would hardly be worth our while taking the 
traffic back for the short lead of 24i miles. 

38. Q. Now as regards the passenger traffic from the Bengal and Noi’tb- 
Western Railway youoarry it from Mokameh at 37 miles an hour ? — Yes. 

[ Witnena at this point handed in a statement of passenger traffic {see 
Appendix F*) and proceeded to say. We can carry passengers from Howrah 
to Mokameh in 12 hours. We submit that the 3rd class traffic must absolutely 
remain to us, because you cannot send people rouud the slow metre gauge route 
which is 26 per cent, longer than the broad gauge route along which, we submit, 
there is a very efficient service indeed for the 3rd class traffic. This is another 
strong point indicating that the present ferry must be maintained in a thoroughly 
efficient state, and it seems to me that the East Indian Railway should work it.] 

39. Q. Wo find from the Bengal and North-Western Railway time-table 
that the speed of trains is 16 miles an hour, then there are 56 minutes across 
the Ghat. Ho you think they could inorenso the speed for 8rd class traffic ? — I 
have no knowledge of narrow gauge lines. 

40. Q. (Major Shelley.) — A question was framed with the object of ascer- 
taining whether the fixation of the exact position of the Lower Ganges bridge 
was, or was not, complicated by considerations of competition. I understand that 
we may take it from you that you consider competition must follow the open- 
ing of the Hatihar-Godagiri line and, therefore, this complication does not 
occur ? — I think the question of oorapetition might be left aside as regards the 
three sites. 

4i1. Q. Referring to question 18, since the alternative routes would he 
bridged, do you consider that transport via, Mokameh will still afford the 
quicker route? — ^Yes, and further we hope to have a bridge at Mokameh. 

42. Q. As regards private sidings I understand the Railway Company 
usually bears the cost of suoh portion as is situated on railway land, and that 
tho firm or company requiring the siding pay for so much as is situated 
within their own premises. Is this not the case?— We make a distinction 
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between pvi\ratc sidings and assisted.- In tbo case of sidings laid into the Com- 
pany’s own premises which we call private sidings, the Company pays the whole 
of the cost. In the case of sidings, outside Company’s premises-— assisted 
sidings — Companies pay the cost of land and sub-grade work. 

4i3. Q. Would the East Indian Railway be prepared to pay for the 
alterations and additions to such sidings, both inside and outside railway limits, 
as would bo necessary for the entry of the metre gauge ?— Certainly not, why 
should they. 

ddi. Q. Would the East Indian Railway bo willing to bear the cost of tho 
metre gauge running lines necessary for the sernce of private sidings ?— No. 

45. Q,. (dfi*. DtM»iaj/ne <0 ITr. Dj'inp.)— You travelled over many thousand 
miles of lino in America j did you come across the Ramsay system of tranship- 
ment ? — No. 

46. Q,. Bid yon bear of it ?•— I did not extend my studies to this develop- 
ment of railway working, so I am not in a position to answer the question 
whether the arrangement is feasible and practicable, if that is what yon are 

intending to ask. ^ 

47. Q. (jIB*. Dimayne to Mr. X>oufflas.)—As a general prmoiple does not 
trade follow the shortest ronto ?— Yes, if it can. 

4fi 0 Do YOU find any other consideration than rates ara taken into 

doUrerv is a great consideration to him. 

ii Q. TouarointtaoMei by otter considoralioM ttaa morn oompob- 
tion in fixing rates ?— Yes. 

50 a Tlio oucoorogoment bt trade, for tetaneo ?-Tcs. 

Will cost tho ®J!;f®';“,®Sftidftbere?s the entry into the 
include Ohitporo GMt ; ^sidcs tins ther 

at sill, quite the reverse. ^eroan- 

52. Q. Would you savthatthereha^ 

tile community, or having been made, 

to Oalentta ?-I am not awnro ot *“5 .towing the pro- 

53 0 (Prcsidenl.)—Oan you ‘io Government if unrestricted 

taWolosr tte ladttu 

SSaSJlT^Sd^tertarttor. 


ruauuKu. woulu TO inuiono'' 

Changes in lates at Moka^h worn aud in that 

rtte^t“SaIa?Vu«T « 

Sti^lditwouldroanUin^^^^^ 
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EVIDENCE OP THE HOS’BLE MB. A. A. APCAB AND MESSRS. T. MoMORBAN ANO 
M. 3 . CALVOCOBESSI, BEFKESENTINO THE BENOAL CHAMBER OP COMMERCE. Taken oni.ho 
let Pcbruory, 1807. 


1. Q. {^resident. )-^Yo\i appear before us to-day on behalf of the 
Bengal Chamber of Commerce, and representing the views of the Committee 
and members of the Chamber ? — ^Tes. 

2. Q. How many years have you been intimately connected with the 
trade of Calcutta ? — Thirty-seven. 

• 3, Q. How many years have you been connected with the Chamber, and in 
what capacities have you served ? — I have been many years on the Committee, 
as a member, as Vice-President, and for the last three years as President. My 
firm has been connected with the Chamber the whole time I have been here 
and before that. 

,4. Q. Are you, therefore, conversant with all the mercantile qu^tions 
that have recently come before the Chamber, and more particularly the ques- 
tion of bridging the Lower Ganges river? — Tes. 

6. Q. Are you also cognisant of the feelings of other mercantile bodies 
in Calcutta on the sub jeot ? — Tes. 

6. Q. What other important bodies are there in Calcutta representing 
the trade of the port ?— -There are the Calcutta Trades Association, the Marwari 
Association, the Bengal National Chamber, and the Associations afEliated to the 
Chamber, the Calcutta Import Trade Association, the Indian Mining Asso- 
ciation, the Indian Jute Mills* * Association, the Indian Tea Association, the 
■Calcutta Baled Jute Association and the Calcutta Wheat and Seed Trade Asso- 
ciation. ' 

•7. Q. Do we understand, therefore, that the Chamber and other bodies 
you have mentioned represent virtually the whole of the trade of Calcutta ? — 
Tes. 

8. Q. What is, as near as you can give us, the total import and export 
trade of India?— For 1906-06, the import, excluding treasure, was 103 orores; 
export, also excluding treasure, 161 orores. The total is 264 orores. 

9. Q. What proportion of that trade is dealt with in Calcutta ? — Of the 
imports 46|' orores, and of the exports 67^ erores, or about 43 per cent, of the 
whole is handled in Calcutta, 

10. Q. Does the Chamber represent the larger or the smaller part of that 
Calcutta trade ? — The larger. 

11. Q. Does not almost the whole of the trafi&c crossing the lower Ganges 
emanate from or come to Calcutta ? — Tes. 

12- Q. Do you, therefore, consider that the mercantile community of 
Oaloutta should have the preponderating voice in the question of bridging the 
river ? — Certainly. 

' 13. Q. Have the Bengal Chamber of Commerce considered the matter, and 

what views have they to put forward ? — ^They have very carefully considered 
the matter; and their views are embodied. in the note I put forward [see 
Appendix E]. 

14. Q. Have you been asked by any other Association to represent their 
views ?— Out of the Associations I mentioned just now as representing the 
trade of Calcutta, the Calcutta Import Trade Association and the Indian. 
Mining Association addressed the Chamber. We have sent their letters on to 
you. ■ The Indian Jute Mills’ Association and the Indian Tea Association have 
given evidence direct to you. The Calcutta Baled Jute Association have, I. 
understand, addressed a letter to your Commission. The Calcutta Wheat and 
Seed Trade Association have not sent in any views up to now; they are not 
concerned very much "with the trade that goes over the Sara crossing, but they 
would be concerned with the introduction of the metre gauge into Calcutta. 
The Mokameh project is not under discussion, of course the Calcutta Wheat and 
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Seed Trade Association might have something to say to that. They may send 
fou their views, but up to the present moment we have piot heard from them.' 

16. Q. In the note submitted by the Bengal Ohnmber of Commerce 
they state that the primary cause of delay in constructing a bridge was 
the diflSoulty in providing funds. .Can you tell, us when this cause of delay 
was put forward? — ^The Committee of the Bengal Chamber of Commerce 
had an informal meeting with the Railway Board on the 13th July, 1906. At 
that meeting it was stated that the chief reason of the delay of the construction 
of a bridge was want of funds. 

16. Q. In these circumstances, does not it follow that the spot where bridg- 
ing the river costs least appeals to you as the most advisable ?— It does. 

17. Q. Hare you cousiderod the note prepared by the Railway Board ? — 

Yes. 

18. Q. If the difficulty in providing funds is the primary cause of delay 
,can you suggest to us any e^cplanation of a proposal for such a costly scheme 
as thatpurforwardhy the Railway Board? — ^No, I caunot. 

19. Q. Does the note of the Railway Board convey to you any great econo- 
mical reason ?— I do not see any reasons given in this note. They say it will 
be more economical. I am afraid we differ from that. It is merely assorted. 
We have been credited with a scheme of 670 lakhs, but the scheme put forward 
by the Chamber would not amount to probably more than 160 laklis, so that, 
in putting the two together, the Railway Board have done something which 
the Chamber has certainly not supported. Besides, the Railway Board do not 
give any figures of which it is possible to make a comparison. They simply 
say tliat scheme (ii) will bo ohoaper tlian (i), hut they give no figures as to how 
they arrive at it, and, therefore, it is not possible to ^souss it. 

20. Q. Have you ever heard of any demand for a motro gauge line being 
introduced into Calcutta ? - No, I have not. 

21. Q. How do you view the suggestion to do so ? — From all I have heard 
Ijthink it will lead to a groat deal of confusion, delay and expense, I view it 
with great alarm. 

22. Q. We are advised that the cost of complcto terminal accommodation for 
the metre gauge (apart from the Port and the Bast Indian Railway terminals) 
would cost about 1 croro and 70 lakhs of rupees. Would you consider suoh 
expenditure to be justified by any advantages to he gained ? — I do not think the 
advantages would compansato for the cost. 

23. Q. That 170 lakhs only I’efers to the Eastern Bengal State Railway 
termini from Naihati to Budgo Budge, It includes all the private sidings, hut 
not the Port Trust — No, I do not think it would compensate us. 

24. Q. Are you a Port Commissioner ? — Yes. 

25. Q. You are, therefore, fully in touch with what is. going on at the Port 
terminals and sheds ? — Yes. 

26. Q. How would you view the introduction of a mixed gauge into the 
Dock system of Oaleutta ?— I should view it with great disfavour. 

27. Q. In the busy season is there any time to spare in the working of the 
goods traffic of the Docks ? — ^No. 

28. Q. Do you think the introduction of the mixed gauge would tend^ to 
increase • or diminish tho difficulties now experienced ?— -It would certainly 
increase them considerably. 

29. ^ Q. Do you consider, looking at the enormous trade of the Port, the 
difficulties now attending the same, and the large expenditure and risk involved, 
that an experiment to introduce the mixed gauge into the Port terminals a 
justifiable one ? — No. 

30. Q. If only a partial introduction were found to be possible, would 
t hat^ alter your opinion ?-^That is a difficult question to answer. You say a 
partial introduction, but to wliat extent. I am against any introduction at 
all. 
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' 31. Q. We have beou told it ooold be introduced by providing a separate 
metre gauge temmus alongside the present gauge at Sealdab, and also that it 
vrould be possible to get it into tlie grain sheds in the Docks. Could it be got 
anywhere else ? — So far as I know a possible place is into tbe tea warehouse, 
hut that affects such a small portion of the tonnage that it is not worth con- 
sideration. The trade is of considerable yalue, but the tonnage is small. 

32. Q. If a partial introduction were found possible, would that alter ypiir 
opinion ? — No. 

33. Q. If the introduction of tbe metre gauge into Calcutta were found 
impracticable, and transhipment is necessary, where would you prefer that 
transhipment to take place, near Calcutta or on the other side of the Ganges ? — 
On the other side of the Ganges, 

34. Q. Why would you have such a preference ? — Because I think labour 
would be cheaper, and any land that may be required would also be cheaper there. 
In addition to that, Mr. Oalvocoressi very properly advocates that transhipment 
should take place, other things being equal, at the point giving the longest lead 
over broad gauge lines, as haulage over broad gauge is- more economical than 
haulage over narrow gauge. 

35. Q. {Mr, MoZeod.) —That is an additional reason ?— Tes. 

36. Q. Can you tall us who have advocated the bringing of the metre 
gauge into Calcutta ? — No. 

37. Q. Haro you heard of any important commercial body who have 
carefully considered the scheme, express any desire for such a metre gauge into 
Calcutta ? — No. 

38. Q. In paragraphs 6 and 7 of the note by the Railway Board, they put 
forward the belief that a bridge at Rampur Boalia will satisfy the full legiti- 
mate needs of trade at the minimum cost to the State. Can you suggest to us 
any explanation of such a statement from a oominorcial view, seeing that the 
diversion of tbe established traffic of the Eastern Bengal State Railway is 
nearly equal to the diversion of a possible less traffic from the Bengal and 
North-Western Railway, if a bridge were constructed at Sara ?— I sec no advan- 
tage in that. , 

39. Q. Can you suggest to us any explanation, in these circumstances, o 
why one bridge should not serve the jiurpose as well as another, and would not 
the' fact that the one site has a double broad gauge line into Calcutta materially 
favour such a site ? — Wo feel the advantage to be decidedly in favour of the 
site with a broad gauge connection to Calcutta. 

40. Q. Would it not appeal to yon from a financial aspect, looking to the 
cost of bringing the metre gauge into Calcutta, and the enormous cost that 
•gauge would entail at Oaloutt.a terminals ? — Undoubtedly it appeals to us. 

41. Q. Will you look at paragraph 14 of the Railway Board’s note P 
Can you understand liow a single bridge at Rampur Boalia can serve com- 
mercial interests equally with two bridges, one at Sara and the other at 
Godagiri, seeing that the latter are now in broad gauge communication with 
Calcutta?— It is rather a complicated question. 

42. Q. Xou have two bridges for broad gauge into Calcutta, and one 
proposed bridge, with only double raotve gauge, into Calcutta. Which would 
suit best ? — So far as efficiency for traffic is concerned, undoubtedly the broad 
gauge. 

43. Q. You do not understand how the siuglo Rampur Boalia bridge 
would servo commercial interests as the other two ?— -Noj^bf course not. 

44. Q. Not ovon one of them? — If two are necessary it is impossible to 
understand how it could be put forward that a single metre gauge bridge would 
be as efficient for the traffic as a broad gauge bridge. 

46. Q. We have it in evidence that tbe annual cost of tbe ferry at Sava 
Ghat, without inoinding losses on account of detention of wagons, etc., is 
lakhs of rupees, while the estimated interest, cost and up-koep of a bridge is 
much less. If these facts are known to the Government of India, do you 
consider tho policy of delay a sound one or otherwise ? — ^Vory unsoundi 
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46. Q. Do you consider the probable traffic from the Beu^al and Forth- 
Western Railway by the Katihar route 3 ustifles such a waste oE money and 
delay ? — No. 

47. Q. Erom a calculation made for us, i£ the traffic which is now 
crossing at Mokameh were diverted viA Katihar and Godagiri into Calcutta, 
the loss to Government would be nearly 20 lakhs per annum, while the gain ' 
to the other Railway systems would be very siuall. How would you view 
any proposal involving such a loss from a commercial or business aspect ? — I 
would view it very unfavourably. 

48. Q. We have it in evidence that the charge for ferrying at Mokameh 
would cover the interest charge on a bridge at that spot. If a second bridge 
is necessary, do we understand that you advocate it should be put there ? — 
This is the first suggestion made of a bridge at Mokameh. I think wo ought 
to have more details of the scheme put before us before we are asked for any 
serious opinion, but looking at it hastily I think it would he useful at 
Mokameh. 

49. Q. Supposing one bridge ia built at the Lower Ganges, and the necessity 
of a second bridge is approved of, would you advocate it at Mokameh ?— There 
is no doubt of our opinion of Sara, hut I think wo ought to have time to 
consider the Mokameh question. 

60. Q. Apart from the question of a second bridge, do you advocate the 
urgent necessity of bridging the Lower Ganges, and that at a site where the 
cost of construction would be least and at the site which would best serve the 
present largest assured volume of traffic ? — ^es. 

61. Q. The Railway Board have referred us specially to a meeting which 
the Board had with the Bengal Chamber of Commerce in July last. Ajs regards 
paragraph 2 of the note can you tell us what actually was put forward by the 
members of the Chamber regarding the conversion of the metro gauge" linos 
north of the Ganges ? — There was nothing put forward seriously, the discussion 
was as to whether there was a necessity for a bridge or not; the question as to 
whether, i£ the hridgo was built, the line should be on tho broad gauge to 
Siliguri was quite incidental j it was not discussed. At tho present moment 
all the Chamber have asked for is a bridge. 

52. Q. The Railway Board arc desirous that tho interests of the traffic, 
as a whole, on the north.hank of tho Ganges should bo given impartial treat- 
ment in its access to Calcutta on existing or projected lines. Tho divemion 
of the Bengal and North-'W’cstcrn Railway traffic via Sara would be 9^ miles, 
the diversion of tho Eastern Bengal Stato Railway traffic vid Godagiri would bo 
41 miles ; which of those might he oonsiderod the most impartial route ? — The 
shortest certainly. 

63. Q. The Railway Board consider tho eutranco of tlio metre gauge 
into Calcutta an essential feature of their schomo. Do you consider the 
entrance of tho metre gauge into Calcutta expedient or advisable ? — No, I do 
not. 

54. Q. Neither the (fhe nor the other? — No. 

55. Q. On that assumption the Railway Board’s scheme falls to the 
ground?— If it is necessary for the metre gauge to enter Calcutta certainly. 

66. Q. Looking at that map (on tho wall) you seo the area bounded by 
the river Ganges and the two hranobes of tho Eastern Bengal Stato Railway 
(matter explained on map). Apart from the question of a bridge, do you 
consider the country sufficiently well served by tho existing lines, or would the 
cost of a new line — Rarapur Boalia to Ranaghat — bo justified when money is 
difficult to find for the admittedly urgent purpose of the lower Ganges bridge P 
— I do not think that the cost is justified. In any case there is a system 
of rivers which provides the means of transport. 

67. Q. At the meeting of tho Railway'Boavd in July the Chamber for 
Commerce evidently demanded a bridge at Sara. What reason was given for 
not acquiesoing in their demand? — Tho main reason was want of funds. 

68. Q. Does it not follow from the very muchmoxe expensive scheme 
now put forward by the Railway Board that that difficulty has been 
removed ?-— Tes, it would seem so. 
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69. Q. The Eailway Board state that the cost of the Calcutta termiaals of 
the metre gauge line is 80 lakhs ; from enquiries made, the estimate for terminals, 
apart from the Port Trust and Bast Indian Railway lines, is about 170 - lakhs. 
■Which do you think the morcantile community -would look at with more 
equanimity, transhipment north of the Ganges, or the burden of expenditure of 
over 3 crorcs of rupees for the introduction of the metre gauge into Calcutta ?~. 
Certainly, transhipmont north of the Ganges. 

60. Q. If the metro gauge were introduced into the port terminals on 
whom would the cost fall P — On the trade of the port. 

61 . Q. What compensation would you expect for such cost ? If you were 
going in for large expenditure in-having mixed gauge terminals you would not 
do it unless you expected something in i*eturn to compensate you, a larger 
traffic for instance ? — The Port Commissioners would have to recoup themselves 
for their charges and if the volume of trade increased, the extension would pay 
them, otherwise l^hoy would have to recover from the trade of the jjort the 
extra charges which this would bring on them. 

62., Q. If the trade were not substantially increased would they not have 
to raise their port charges ? — Yes, in all directions. 

63. Q. Are there not complaints of the charges already ? — Yes, Calcutta 
has always been considered an expensive port. ' 

6d'. Q. You are aware that tlic Railway Board arc experiencing difficulty 
in providing wagons for the broad gauge systems. As a husiuess man would it 
not appeal to you that the enormous sum proposed to be spent on introducing 
the metro gauge into Calcutta and its terminals would bo better applied in 
providing sufficient wagons on the broad gauge systems? — Undoubtedly. It 
is a policy that tlic Chamber have urged again and again, and I take this 
oppoi-tunity of repeating the request that the existing lines should be properly 
equipped before money is spent on new lines. 

66. Q,, Can you there fore vinderstand the policy of pressing on the mercan- 
tile community wliat they have not asked for, and denying them what they 
havo urgently demanded, .a bridge on the lower Ganges and additional rolling 
stock on broad gauge systems ?— No. 

60. Q. That docs not appaar to you to bo a forward policy ?•— No. 

67. Q. Nor bcjt for the interests of the country ? — No. 

68'. Q. {Mr. Dutnayne .) — When you refer to the introduction of the 
metre gauge to the tea warehouses, do you mean it would bo an advantage or a 
practical arrangement in working? — Ido not think it would be a practical 
arrangemont in working. Prom nn cngincoriiig point of view it is feasible, 
but I do not think it is expedient. 

69. Q. {Mr. Kar.) — In view of the existing difficulties of transhipment 
at Sava, do you think abridge has become absolutely necessary tboro ? — ^Yes, 
the Chamber Jins been pressing for it Cor years. I hope there will not be much 
delay over the matter. 

70. Q. Do you think with a bridge at Sara and a broad gauge line from 
Sorajganj to near Nattorc, it would bo a great advantage to the mercantile 
community, especially to tlio 3 uto trade, ns the jute of tlio ontiro Serajganj 
district will go direct to destination without transiiipmont ? — ^Tlint would 
undoubtedly bo advantageous. 

71. 0,. And it would also relievo tlio congestion at Goalundo as tlio bulk 
of tbo jute goes from Scraigani, tliorobv rolioving the broad gauge wagons ? — 
Yes, undoubtedly. 


EVIDENCE OP EAUU GIYANI KAM ItAT.WASTVA, OP TUB FIRM OF GANESU DAS, BAM GOPAL. 

Titken nti Uio 4ib Pokrnitry, loos'. 


The witness wlio givesliis ovidonoo in Hindustani slates as follows;—- 
That ho is a roprosontativo of the Mar wari Association. The consonsus of 

opinion of their Association is that as long as a bridge is not built over the 
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Ganges, trade will suffer. Tlie present system of transhipment, particularly at 
Sara Ghat, by wagon ferry, causes a great deal of loss and damage and other ineon-^ 
venience, sometimes there is the loss of a whole consignment. Such an occurrence 
results in the trade liaving to enter into prolonged correspondence with the 
Railway Company, at 'the end of which there is no result. If a bridge is built 
and transhipment from wagon to wagon is made, all the difidculties and troubles 
experienced would he dispensed with. The Marwari community have a large ^ 
export and import trade with Northern Bengal, Eastoru Bengal and Assam, 
and the hulk of the trade passes Sara. Having taken into consideration the 
question of cost and that of convenience, the community prefer that Sara 
should bo the site of the bridge. As to the Railway Board’s proposal of open- 
ing a new line from Rampur Boalia and having a bridge there, money would 
he better spent if improvements are made on the existing lines via Sara. Also 
in having a double broad gauge line whore there is a single one, and in increas- 
ing the rolling stock. If the line is opened from Ranaghat to Lalgola, and if 
the scheme of the Railway Board is given effect to, some of the traffic would be 
diverted from that line, causing loss and this loss will ultimately fall on the 
trade. The tract of country between Eastern Bengal and Ranaghat and 
Lalgola is not so rich that it requires another fresh line to be taken into it. 
Even if the proposed metre gauge of the Railway Board could serve with effi- 
ciency, in view of the vast difference in the canning capacity and speed between 
the broad and metre gauges, the community are in favour of tlie broad ^auge. 
If the introduction of the metre gauge into Caloutta causes delay and inoon- 
venienoe, that may divert the trade to Chittagong and that will cause great loss 
to the Port of Calcutta. The difficulties in handling traffic are already great 
both in the jetties and doolcs, and fresh difficulties should not be added to 
hamper tlie trade. As regards the proposal to have a bridge at Ghidagiri, if the 
exigencies of trade require it, it might be built, but that has nothing to do with 
present emergency and requirements of the trade at Sara Ghat j it is quite 
independent of Sara Ghat. 

In reply to Major Shelley, the witness said : — 

The Marwari Association arc interested in the traffic in grain and seeds. 
Under the present state of things it is not very convenient to have grain and 
seeds brought into the Kantapukur sheds because goods arc sent to Howrah. 

If suitable accommodation were provided it might answer. In reply to the 
question as to what reasons there wore for expecting (hat the now double metre 
gauge from Rampur Boalia to Ranaghat, though passing through somewhat poor 
country, would not develop any traffio of importance, ho said that there avero 
navigable rivers to carry portions of tho traffic. In reply to a question regarding 
the diversion of passenger trafllc from the Bengal and North-Western Railway 
to the East Indian Railway via jl^tokameh, he said that if it was a question of 
the difference in dist'i nee not being laj^o it would make no difference, but that 
a difference of 6 hours in the time of the journey would iufluonco passengers. 

Even with a bridge at Godagiri, with so much difforenco in the time 
c >mpared with the broad gauge route, passengers would go by the latter route, 
and. if there were no bridge at Godagiri, tho inducomont to go by that route 
would be still less. 

In reply to Mv. Inglis, the witness said: — 

In tho transhipment of grain and seeds there must bo some loss, but if 
transhipment is to he done the best way to do it is from wagon to wagon ; it 
would not be of much importaucc if the handling were done carefully. It is 
understood that there is a proposal to mu tho broad gauge from Serajganj to 
Nattore, and it would be a great advantage to the trading community if, with 
the proposed bridge at Sara, tho transhipment station were fixed at Nattore, so 
that goods may go straight through. 

la reply to tho President, the witness said : — 

He understood that machinery, coal and tea are crossed by wagon ferry 
and that other commodities are crossed in flats. Of the two modes of tranship- 
ment, viz., b? hand and wagon ferry he complained of the wagon ferry, but the 
hand transhipment was still worse. 
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EVIDENCE OP BABU UPENDRA NATH SAWOO. BBPBESENTINa THE BEHaAL NATIONAL CHAMBER 
OF COMMERCE. Taken on the 4tli Pobrnary, 1907. 


In reply to Mr. "K&v, tlla witness stated as follows 

That he is a memher of the Bengal National Ohatnber of Commerce, and a 
representative of the same. He belongs to the firm of Messrs. P. Q. W. Sawoo, 
Jute Balers, He is a proprietor of two jute presses. As such he requires to 
buy a large quantity of jute. He buys jute from Northern Bengal in large 
quantitie-i. He also buys largely from Serajganj ; he generally purchases 
about 6 to 7 laldis of maunds in a year ; he suffers great Joss and much 
inconvenience on account of the delay and detentions at Sara Ghat ; he feels very 
uncomfortable if he has 20 to 30 thousand maunds awaicing at Sara while the 
marJaet is falling appreciably; much of the loss and anxiety would be removed 
if a bridge were made over the Ganges somewhere near Sara ; of the three 
sites proposed, Sara, Eampur Boalia and Godagiri, he prefers the shortest route 
and that is Sara j he has seen the scheme of the Railway Board ; if jute is 
carried over the bridge at Rampur Boalia without transhipment he has no 
objection to the route ; if tJie introduction of the metre gauge into the termini 
of Calcutta is found impracticiible he would not still be in favour of tiie p-irtial 
introduction of the metre gauge into Calentta ; he would suffer great loss if 
jute, instead of being delivered^ at Chitpore, Baghbazar, Ruthtolla, Hatkholah, 
or ITltadanga, were delivered at some other point, say Kidderpore; there would 
he inconvenience if there was delivery from any other station beyond the 
present termini ; he agreed tliat the principal advantage claimed by the 
Bailway Board is the delivery of traffic without a break of gauge ; if tranship- 
ment be necessary the introduction of the' metre gauge affords no other 
advantage ; if transhipment cannot be avoided he cannot see any advantage in 
■the metro gauge coming into Calcutta ; he could see no proportionate 
advantage in the scheme if told that ihe introduction of the metre gauge into 
Calcutta would cost something like two to three hundred lakhs ; ha agrees tliat 
if transhipment frotp wagon to wagon is nece-ssary it is desirable to have it done 
north of the Ganges where both labour and laud are cheap; the only otiier 
advantage in transhipment north of the Ganges is greater lead in broad 
gauge and quicker transit ; a bridge at Sara would be of great advantage to the 
jute trade; he considers Sara the best site for the bridge. 

In reply to Mr. McLeod witness said : — 

If the bridge wore at some other spot near Sara, and it did not cost any more 
to^ bring the jute to Calcutta, it would make no difference to him ; what he 
wished to do was to particularly emphasize the necessity for a bridge. 

In reply to Major Shelley ho said : — 

^ He attached equal importanoe to the avoidance of transhipment, and to the 
delivery of jute at the existing termini ; if he could nor. get botli he preferred 
that traffic should be delivered at the existing termini with transhipment. 

In reply to the President he said : — 

He could not give any idea of the amount of jute which would come from 
Serajganj via Sara to Calcutta, except to say that it was a large quantity. 


BVJDENCE OP BABU NIVABAN CHANDRA DDTT, RBPEBSBNriNC THE 5ENCAL NATICNAEr 
CHAMBER OP COMMiSBCB. Taken on Ibo 4th Folroory, 1907. 


The witness stated that the existing traffic of Northern Bengal and other 
metre gauge State Railways was enough to maketlie Sara Bridge a paying one. 
Darjeeling must have uninterrupted communication with Calcutta. 

DisadvantagBs of the Godagiri site . — ^Traffic at Godagiri was doubtful, at 
least at present. 


o 
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Disadvantages of the Bampur Boalia The site is not desirable as it 
has no railway connection on either side of lihe river. 

The total mileage on Indian Railways, as published in the Railway 
Administration report for 1906, is 28,296 miles'out of which the broad gauge is 
15,028 miles, or 64 per cent., the metre gauge 11,905 miles, or 43 per 
cent., in Bengal proper. The Eastern Bengal State Railway with branches Lis 
1,319 miles, out of that the broad gauge was 497 miles, or 37 per cent, and the 
metre gauge, 682 miles, or 61 per cent. The Bengal-Dooavs Railway was 
entirely metre gauge, a distance of 152 miles, the Bengal and North-Western 
Railway was entirely metre gauge, a distance of 1,466 miles, and the Assam- 
Bengal Railway, metre gauge, a total distance of 740 miles. Thus in the total 
mileage, over 8,000 miles are metre gauge, and only 500 miles broad gau«>-e. 
The last Census report shows that the density of population in broad gaime 
districts is in no way heavier than in metre gauge districts, therefore, the metre 
gauge districts should have the preference over broad gauge districts. 

Two questions suggest themselves, the ejctension of the metre gaui^e to 
Calcutta, or the extensiou of the broad gauge beyond Bamuhdia. The latter 
would be expensive and almost impracticable in hilly tracts, the distance from 
Damukdia to Calcutta being only 119 miles, the metre gauge extension cannot 
be expensive ; to the backward tracts of Assam and Tipperah, which are not 
fully eiqjlored, the metre gauge extension would facilitate their exploration, and 
through railway communication in future between Rangoon and Calcutta mi^ht 
for ever be precluded by having a broad gauge bridge at Sara ; for instance, 
the Barisal famine accentuated the delay in the transit of Rangoon rice. The 
volume of traffic is not at all inadequate as suggested, and the total imports are 
about one-third through the metre gauge, and two-thirds through the L*oad 
gauge, the traffic from Damukdia wholly going from the metre gauge. 

The relief to congestion is one of ^ the chief advantages of metre gauge 
extension, it will save time by avoiding transhipment, and will reduce the- 
idle hours of wagons on the broad gauge and prevent damage to goods. 

The mills being situated on the west side of the Eastern Bengal State Rail- 
way, the shunting of a single wagon to the mills often interrupts the working of 
the main line j the metre gauge extension will minimise these difficulties and 
null not create unfair competition, but still be a help to the broad gauge lines. 
The supposed difficulty in introducing the metre gauge to the mills is not an 
insuperable one ; the Eastern Bengal State Railway main line embankment is 
high enough for metre gauge engines to pass underneath ; this' obviates inter- 
ference with the main line working, the mills on the west of the'Hooghly can 
be fed by a wagon ferry at Shamnagar to Cossipore ; any additional expenditure 
win be compensated for by the benefits the mills will derive. 


The difficulty of toorJcing a mixed gauge to the DoeJes . — No insuperable 
difficulty, the increased accommodation and extension of the Docks should 
minimise the supposed difficulties, the necessary expenses should be incurred by 
the Port Commissioners for the public benefit, Madras and other cities 
have been working with a mixed gauge. 

1. Q. {Mr. McLeod.)— Oa what experience do you base the statements 
that you have made ?— I am a railway contractor and projected two or three 
bits of railway, also an electric tramway. 

In reply to further questions, he said that the tramway in question was 
7 to 8 miles long ; it was not only on this experience that he based his 
recommendations, hut as a railway contractor he bad to deal with traffic coming 
from a distance of 700 miles ; he quite recognises the urgent necessity for a 
bridge over the Lower Ganges ; in selecting the site of the bridge he a^^rees 
that the best one would be where the bridge connections were least nntl a 
to an assured. volume of traffio ; he bad not made a statement to 
the effect that the metre gauge could pass’ alongside the broad gauge, but 
underneath ; there were several poinfe between Dum Dum and Naihati where 
me Ime could pass underneath the broad gauge; he was not able to mention 
tne e^ot mileage of these spots, but there were spots where the embankment 
Zf LviV® .?a^^iagore they are near the place where the sidings' 

are taken- off for the miUs; as regards the line further out he remembered 



MINUTES OF EVIDENCE. 


■103 


BBveral culverts ■where passengers and carts pass underneath the railway bridge; 
he did not think the difference between the height of a tikka ghari and of an 
■engine was very considerable ; his statement was only a very general one ; he 
had not examined the point carefully ; there might be difficulties that he did 
not know of, but he did not anticipate any ; he did not tMnk it would cost very 
nauch ; by the term “ mixed gauge ’* which he had used in his opening state- 
^ment he referred to stations where both the metre and broad gauges came in ; 
that is, lines working in different parts of the yard ; with reference to his 
remarks as to the majority of the lines in Northern Bengal being on the metre 
gauge, he did not, however, advocate the -abolition of the broad gauge on this 
side of the Ganges ; he referred to the bringing in of the metre gauge without 
reference to the broad gauge ; the broad gauge should be left where it is ; the 
introduction of the metre gauge would tend considerably to the avoidance of 
congestion in Calcutta : as a railway contractor he had had large experience 
in the handling of goods j he had seen that a great portion of the day was taken 
up in shunting, and in handling goods under the present system ; he was of 
opinion that if the metro gauge were introduced into the same terminals it 
would greatly facilitate business; he also suggested a wagon ferry at Sham- 
nagur and Oossipore ; ho had not considered the cost of a wagon ferry ; he 
agreed that it would he large ; the jute trade could very easily bear, the cost 
of it, a very largo sum was, at present, spent on the fleet of boats ; a portion of 
that diould be sufficient to maintain a wagon ferry ; he suggested, in fact, the 
abolition of the fleet of boats and the maintenance instead of a wagon ferry ; 
as to whether the jute trade would view that suggestion with equanimity, he 
replied that he . had not consulted anybody on tho point, but understood that 
the trade would hail with delight any plan which would get rid of the tardy 
system of boats. 

If tho metre gauge were introduced into the docks the cost would fall 
entirely on the Port Commissioners ; in reply to the question as to whether 
additional charges would not have to be made in consequence of the extra 
expense, he repfiod that the cost would hear a very small proportion to the 
amount which it is contemplated to spend shortly on dock extensions. 

In reply to Major Shelley he said that : — 

In reply lo the question as to the running of tho metre gauge under the 
broad gauge to servo the mills, and how ho would get over the difficulty of 
working a metre gauge wagon up a severe rising gradient into the mill 
premises, he replied that, in, most instances, tho broad gauge had to go down to 
the mill level, the level of the mill premises is not very much higher than 
the road; he had considered this point in connection -with his electrical 
scheme. 

In reply to Mr. Bumayne he said : — 

His business led him to tho docks 15 to 20 times a year ; his business 
there was as labour contractor and tho supply of boats, etc. ; he had seen the 
tea arrangements in tho docks ; he had no practical knowledge of the shunting 
of wagons in terminals, nor of 'marshalling and stock collecting, etc. 

Mr.' Bumayne showed witness the plan of the tea arrangements in the 
docks. 

Ho had never soon the working of a mixed gauge anywhere; as to 
whether the plan ■shown suggested that there would he difficulties in working 
the mixed gauge at the places he thought there might be difficulties; to 
pre-vent misunderstanding he would like to repeat that what he means by 
“m^ed gauge” is tho putting in of a third line; as to how .he proposed to 
get into tho tea warehouse on tho plan shown, he thought that, as it was 
intended to ex'tend tho dooks, it should he possible to find space for the metre 
gauge also ; it was for engineers to say ; ho oould not say how the lines should 
ho laid. ^ Tho metre gauge should be brought in on a third line ; but he had 
not considered any details of hoAV it oould ho done. Ho agreed that if there 
wore broad and metre gauges there would bo double shunting, because the same 
engine could not pull both gauges at the samo time ; in reply to the question 
whether this would not moan twice the delays which are caused just now, he 

o 2 
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said that there would no doubt be delays if the working goes on as it does 
just now ; he agreed that there being one sale tea warehoose the metre and 
broad gauges must go there ; because, if they went to another it would have to 
be transferred and such transfer would cost money, there being one tea 
■ warehouse,' there would be one platform on each side, one for despatching and • 
one for receiving, and both metre and broad ganges must go' to the same 
platform ; therefore he agreed that the third line system must be employed ; 
iie admitted that that would involve additional shtmting and trouble; as a 
railway contractor he would be prepared to admit that considerable alterations 
would be necessary in the platforms of the sheds because the metre gauge is lower 
■ tba.Ti the broad gauge ; he would he prepared to admit that the locomotives 
could not haul both metre and broad gauges at the same time ; so that it would 
be necessary to increase the number of locomotives. 

■Witness was next shown a plan of the docks, and the arrangements for 
receiving hides, tea and coal were explained in detail. 

If told that it would cost 50 lakhs to introduce the metre gauge into the 
docks he was prepared to admit that the Port expenses would he increased by 
the interest on that capital cost, repairs, maintenance and municip.al taxes ; as 
a contractor he would put the co.st of laying a nietre gauge line at 35 to 40 
thousand rupees per mile ; as to whether this would include crossings he said it 
would, because though the docks would necessitate many crossings, there 
were no stations, culverts or bridges which would, therefore, neutralise the extra 
cost for crossings ; he was of opinion that 5 to 10 miles of sidings would be 
sufficient if the metre gauge were brought in to handle tea, hides and sugar ; 
he was prepared to admit that there being dep6ts for tea, grain and seeds and 
hides, it was not possible to have other depdts made ; in reply to the question as 
to how access could be got to the hide dep6t except by the mixed gauge, he said 
that it would have to be by mixed gauge ; and there would, therefore, neces- 
sarily be some trouble in shunting ; he admitted that the introduction of 
another line into the wheat and grain dep6ts would also mean extra shunting 
and complications ; on its being pointed out to witness that the space between 
the sheds is filled with broad gauge lines, that there was no room for a 
metre gauge line, and that it could only come in by a third rail, the 
witness said that he found it very difficult to discuss this point without survey- 
ing the whole place, and this he had not done. 

He went on to say that when he spoke about there being no insuperable 
difficulties he had not carefully surveyed the localities ; he was not prepared to 
admit that there would he considerable expenditure on the introduction of the 
metre gauge lines on any plan, though no doubt there would be some expense ; 
it surprised him to hear that the estimate furnished by the Eastern Bengal State 
B iilway, for introducing the metre gauge at Ohitpore and other terminals out- 
side the docks, was 173 lakjis ; if something more were added for entry* to the 
docks it would undoubtedly mean additional charges to the trade ; but the., 
benefits to be derived would cover that ; he was not prepared to admit that if 
the charge ran into 2 to 3 orores that that would increase the charges by several 
rupees a ton ; the interest should, in his opinion, be distributed over all the 
traffic. It was pointed out to the witness that it comes in now without addi- 
tional expenditure* 

2 . Q. 1 mean to say that if tliis additional cost is incurred, some trade will 
have to pay it. "Would the compensating advantages be sufficient to cover the 
interest, maintenanoe, repairs and municipal taxes upon so high a .capital 
expenditure ? — It is very difficult for me to say without having the details 
before me. 


3. Q. The docks already do not pay ; if you spend so mnoh more money 
upon them does it not follow that they will pay even worse ?— Tes. 

In reply to further questions, he said that he was acquainted with the 
line to Cossipore, also with the arrangements at the jetties ; there was no room 
for the introduction of a separate metre gauge line ; there was . no room for 
expansion ; the metre gauge could only come in by a third line ; he was not 
prepared to alter the statement made earlier that the increased aooommo- 
lon and extension of docks should minimise, the. supposed difficulties. 
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necessary expenses should he incurred by the Port Oomtnissioners for the public 
benefit he explained the statement that difficulties would be minimised by the 
fact that there would be more space available j it was pointed out that this was 
not the case, but that more was being made of 'the arrangement ; he thought 
that extension would make it easier to bang in the metre gauge by a separate 
place being made for it ; the change should be brought about gradually as 
traffic offered. 

The 'method of taking cargo was explained, and it was asked if the 
^ock were expanded whether it wonld not have to be expanded, so that 
l,oth broad and metre gauges could get access to the same ship ; to this he 

agreed. 

He would recommend a transfer station for the metre gauge ; it was 
pointed out to the wiiness that tlie Committee were trying to discover a 
feasible method, if one existed, of getting in the metre gauge ; the witness had 
admitted that the tiiird rail would multiply the difficulties. As regards shunt- 
ing and delays, it was asked how it would make any difference if the number 
of berths was repeated, the difficulties by tlie side of the sheds would remain 
all tlie same ; he agreed that it would mean having the transfer yard at 
another place; he had not seen Madras; nor seen the mixed gauge working 
there. The way in which the metre gauge would abolish delays was that it 
would relieve the congestion on the ll^stem Bengal State Railway ; the present 
lines were congested ; goods trains are frequently detained by passenger trains ; 
if statistics were taken it would be found that goods wagons only run on the 
average about 6 hours a day ; if it were possible to arrange that goods stock 
should run 12 hours a day there would not be suoh detentions ; he agreed that 
this was an argument which told in the direction of separate goods and pas- 
senger lines ; it was pointed out that metre gauge lines would have the same 
difficulties to contend with ; to which he agreed ; he went on to point out that 
when the Barisal famine occurred lakhs of maunds of rice were offered to the 
Eastern Bengal State Railway which they were unable to accept j this was 
either due to shortage of wagons or want of aocommodation. Floods may 
have had something to do with the difficulty, it was for these reasons that he 
thought the metre rauge would abolish delays to some extent ; the transport of 
manufactured goods by the mills to the docks by river was not due to econo- 
mical reasons, but because there was no other alternative ; it does not pay the 
Eastern Bengal State Kail way to carry export goods for suoh short distances ; 
the Eastern Bengal State Railway earns Rs. 7*8 to Rs. 8 per wagon during 
the busy season, whereas by accepting the mill traffic they could only earn 
Re. 1 or annas 8 per wagon beoause there would be detentions at both ends, 
causing a loss of two days. 

In reply to Mr. McLeod the witness said that 

It was not a question of cheaper freight I’ates by boat, but because the 
Railway refused to cany the cargo. 

In reply to further questions by Mx. Dumayne, he repeated that the Railway 
would not accept the goods, and that for one wagon tho working of four lines 
was interfered with; he has seen all the mills on tho Eastern Bengal State 
Railway ; at Qonripore there is ample room for an additional line like the 
metre gauge ; he was not prepared to make that statement about all the mills, he 
had only seen Gonripore. Ho recommends a bridge across the Ganges, the 
advantages would l)e that transhipment at Sara would be avoided and passen- 
gers would have direct conamunioation with Darjeeling ; he recommends a 
"wagon ferry at Ramnagar and Oossipore beoause a ferry does not cause break 
of bulk; a metro gauge ferry would cost two annas and six pies or three annas 
per ton; including interest and maintenance of plant it would come to six annas. 
In answer to the enquiry whether it would not be cheaper to transfer from 
wagon to wagon at a transfer station from tbo metre to the broad gauge, he 
thought it might be, though transhipment would cause damage to tbo goods ; he 
could not give any J^ures in support of the statement tliat there would be little 
expense in introducing the metre gauge into Calcutta; the metre gauge would, 
however, cost much less than the broad gauge ; bo was of opinion that with the 
onetre gauge the volume of traffic handled would be greatly increased ; the 
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reason being that there ivould be throngh oommunication ; the traffio does not 
come to Calcutta now by broad gauge but by boat ; the metre gauge would, to 
a certain extent, diminish the boat traibo from the eastern districts, the trafBLc 
to which he referred was jute ; the reason this traffic does not come by the 
broad gauge is that there is a great shortage of wagons ; he did not agree that 
it was a question of more wagons ; he did not believe in increasing the wagons 
very much ; as to whether more stock would not be wanted for the greater 
length of line consequent on the introduction of the metre gauge, ho said that 
a few more wagons might be required, but tins would be made up by the 
saving of detentions at the Sara end. 

In reply to Mr. Inglis he said > 

The approximate figures of the cost of transhipment from the metre gauge 
to the broad gauge was Us. 6-8 to Bs. 6 per thousand maunds ; that amount 
would include contractors’ profits ; if the Sara bridge is built for the metro gauge 
extension to Calcutta this would give an impetus to oapitnlisfs or Government, 
and the metre gauge connection with the Assam-Bengal Railway might lead to 
some conneotion with Bangoon; he did not think that all the Assam-Bengal llail- 
way traffic would go towards Chittagong; C.aloutta being the seat of intellect 
and capital it would attract some of the traffic; the impediment to this traffic 
is the transhipment from the metre gauge to the broad gauge, wagons ; and the 
long steamer service between Ohandpuraud Goalundo ; if a standard gauge bridge 
was built and a connection given by Sorajganj that w'ould develop trade, he 
does not consider the existing broad gauge rails laid into Calcutta are sufficient 
to deal with the traffio. 

In reply to the President he sntd : — 

As regards the question of the metre gauge passing under the broad gauge, 
he remembered one road which passed under the railway between Bum Bum 
and Naihati ; he did not romomher seeing any roads carried under the railway 
between BelghurriaU and Naihati ; he did not know how many jute mills were 
connected with the Eastern Bengal State Hallway between those stations ; it was 
pointed out to witness that there were 19 mills in that distance, and he was asked 
how it would be possible for the metro gauge to roach those mills; ho had 
himself admitted that there were no public roads at the place ; in reply ho said 
ho did not think it was neccssai'y for eaoh mill to have a separate outlet, it 
would bo sufficient if one outlet were found; he said that his idea was that from 
the metre gauge a hranoh might be taken winch would ran to each mill ; there 
might be engineering difficulties which ho was not aware of ; ho is quite familiar 
with the Obitporo and Cossiporo yards ; there was not much congestion in these 
yards during the past jute season ; ho agreed that if the metre gauge were 
brought into the broad gauge termini, the number of wagons to deal with u 
thousand tons of juto would be a goad deal in excess of tlio number required to 
deal with the goods if the broad gauge wagons were used; as to whether the 
greater number of wagons would not increase the difficulties at termini as to 
shunting,^ marshalling, oto., he thought that the metre gauge wagons being 
more easily released the working would ho easier ; tlie metro gauge is more 
easily released than the broad gauge, becauso it contains a smaller quantity of 
goods ; in connection with the jute traffic he thought the present arrangements 
at Shamnagar should continue, also those at Ohitpore ; he admitted that the 
working of both gauges at the docks would require a groat deal more space 
than carrying the same traffic on the one gauge; his remark about the delays 
to wagons on the road and in yards had reference to all broad gauge wagons 
^ming to Oaloutta ; the Eastern Bengal State Railway and the East Indian 
Railway wagons both ruu for only four or five hours a day at the outside ; 
the length of the detention he agreed should be calculated on the distance the 
Wagon had run ; in reply to the question whether lus remarks about the metre 
gauge, if built, taking a largo , port of the boat traffic wore merely based on 
assumptions, or on facts which he was pxepai'ed to prove, witness said he was 
unable to prove what might happen in the future ; if the metro gauge traffic 
u^ere flowed to go direot to Calcutta without' burdening the broad gauge portion 
lom Poradah to Sealdah, the broad gauge pori-ion would ho in a position to 
carry a much greater traffio ; as regards the rate quoted by Messrs. Bird & Oo., 
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Bs. 3-8 per thousand piaunda, for transhippmg from wagons to flats at 
Damuhdiaj he thought that it must he at least four times that amount, besides 
which there Tvas baJealiish, monthly ; he was of opinion that the transhipment 
rate would work out to Es. 10 or Bs. 11. 

4. Q. Are these views which you have given us your own views, or those ' 
of your Chamber ? — Both ; he was instructed to give them by the Chamber j 
he did not discuss the points with the Chamber, but simply asked the Assistant 
Secretary what views he should convey. On learning what he had to say, and 
finding that they agreed with his own, he came before the Committee. 

I think I must say that, bearing in mind the discrepan- 
cies between your views and those of your colleagues, we shall have to ask the 
Bengal National Chamber of Commerce to kindly say what views they do 
support. 


eVIDENCB OP MR. T. E. PILOATE. GENEBAIi SEGRETABT, BBUAR PLANTEBS’ ASSOCIATION, 

Talcen on the 8th Febniary, 1907. 


The witness read a statement as follows : — 

1 have been resident in North Behar for more than 80 years, and have been 
deputed by my Association, which represents the planters of the four districts 
of Mozufferpore, Chumparun, Sarun and Darbhanga, to give evidence before 
the Committee. The estimated capital invested in indigo in 1897 was over 
three millions sterling, and although the industry has passed through a serious 
crisis, better times are instore for Behar, and as soon as Java Natal is introduced 
generally it is hoped Behar will turn out 60 to 80 thousand maunds of indigo 
annuallj^. Since 1901, eight sugar factories have been erected. The cultiva- 
tion of Jute is extending rapidly and attention is being paid to flax, and the 
improvement which we" hope will take place in agriculture geuerally by the 
establishment of the Pusa Institute should meau au increase of field produce all 
round, and the fact should not be lost sight of that the Bengal and North-West- 
ern Kailway will soon have to double their main lines in order to deal with the 
yearly increasing traffic from Behar. The cheaper the Eailway can carry 
the Behar agriculturist’s produce to the market, or bring to his farm, factory, 
or estate, manures, coal, or stores, the better able is be to compete in the 
markets of the world. When a transhipment from one gauge to another costs 
bid!, per ton or equal to a haulage of 20 miles, and in cases of large rivers and 
no wagon ferry, 9d. to ^d. a ton. GHie advantages to Behar of bridging the Ganges 
at Go^giri and communication with Calcutta without break of gauge are 
obvious, the Behar planter does not concern himself with the difficulties 
and objections that many experts have raised as to admitting two different 
gauges into the docks in Calcutta, but he is confident that English engineers 
can overcome these difficulties just as well, if not better, than those in other 
countries have done. It would be presumption on the part of the planter 
to give his opinion as to the metre gauge entering the docks, but he is convinced 
that the suggestions (which I quote below) of such eminent experts as Sir 
Frederick ITpcott, Sir Henry Kimber, Sir Guilford Moleswortb, Mr. Henry 
B. Moleswortb would, if carried out, be of undoubted benefit to the agriculturist 
of Behar, be he a planter or ryot. Again, through communication with Calcutta 
(provided the Bengal and North-Western Hail way put on an accelerated 
service) would undoubtedly tend to increase and help dairy and poultry farming 
as well as market-gardening in Behar. The risk to valuable horses that con- 
stantly oome and go would he considerably lessened if there was no tranship- 
ment at a Ganges ferry. The great delay that at times occurs in delivery of 
consignments would not happen. East year had there been a sudden rise in the 
Ganges in May there would have been complete stoppage of the traffic, as I 
myself saw 3 or 4 miles of the line was laid in the river bed, and it should be 
borne in mind that May and June, in years of scarcity or famine, are ^ often the 
worst, and as a Eamine protective work money spent on a Ganges bridge would 
not be thrown away. Amongst our mofussil community- cases occurred where 
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invalids, almost at death's door, have to be removed to Oaloutta to save their ' 
lives. Only those who have had experieaoo can realise what a bridge might 
mean in such cases. 

ExXBACTS ER03I MiNUTES OF PBOOEEmKGS OF TBE IHSTITUXION OF OlVIL 

Engineers. 

Vol. OLXIV. August 1906* 

30-1-1906. 

Pages 196-327. 

Sir Frederick TTpoott, K.O.F.O., O.S.Z., page JS06. 

“The use of overlmad transporters spanning several lines will solve, to a 
large extent, the difficulty of loading and unloading ships from wacons of 
different gouges should doubling thooxistinggangcsho found more advantageous 
than oonvorsion of tlic single track; .s»» that it appears probable that, when the 
circumsfances of trade demand it,tho niotro gauge lines might bo allowed aooess 
to the ports of Bombay, Oalontta and Karachi," 

Sir Henry Kiniler, page 232. 

“ Both systems should ultimately meet at all terminals and at the coal 
fields, and should tap the ports and the largo Presidency towns.” 

Sir Oiiildford ZfoleBxoorth, page 236. 

“ Secondly, to sivo tho mniro gauge system north of the Ganges acooss 
to Calcutta by bridging tho Ganges, and to constniet a metre gauge double 
lino from the Ganges to Oaloutta.” 

Mr. H. JB. Moleaioorih, page 299. 

“TIio development of Cnlcuttn, ns a first class port, would, probably, at no 
very remote date, lead to tho oanolizntion of tho Itlntla river where access to 
the docks on tho niclro gauge could bo arranged.” 

Sir Frederick Vpcotf, page 325. 

“Transhipment at the port ilsolf from a lino nt sonic distance from tho 
quay wall had been Buooo.ssfnlly carried out in Amorlnn and olsowhoroby 
transporters, and he saw no in^upcrnblc objeolion against it in India.” 


1. Q. (Jiff. McLeod.) — As Socrcinry of tho Bohar Planters’ Association and 
expressing their views how far arellioy interested in the question of bridging 
tho Longer Ganges ? I menu wliat volume of traffic do they control ? — I cannot 
give you the actual figures. 

2. Q. It is not vi'ry much I BU])posc ? — Tlicrc is a cei-tain amount of 
country produce, some of it is Bhipped direct to Cnloutta ; Ihoro is also a good 
deal of other produce, and il. would moke a good deal of dilTcrcnoc in Jbe price 
it it cculd get into tho market by direct communication. 

3. Q. Whataro tho commodities? — ^Tho prineipal commodities in Bchnr 
are indigo, svigur, and juto is cominonoing. W c anticipate that jntc will increaso 
largely in the future. 

4t. Q. Indigo I suppo.so at the very outside would ho 60,000 maunds? — 
60,000 to 80,000 maunds would bo an outside figure. 

6. Q. Can you give us tho figures ns regards sugar ? — Ko, I cannot. 

6. Q. Is it capable of very much cNpnnsion ? — It is likely to increase as 
far as I know; three new concerns hare gone up this year. 

, 7. Q. Is that for Cnlcuttn or for consumption up-country? — I cannot 
say. 

8. Q. Is it not a fact that India is importing sugar and not exporting 
it, so that it would ho likely to be consumed in tho country ? — The Bebar 
planter does not think that sugar would go out of the country. 

9. Q. So that a good deal might go by a roiilo other than by a bridge at 

Godagiti?~It might. 
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10. Q. Have you personal knowledge of the jute crop grown in Behar ? — 
At present it is small. 

11. Q. What would be a Jhrge .crop for Behar ? — really don’t know. 
The mombers of tbe Association had 5,000 acres under jute last season. . 

12. Q. That would be 16,000 bales ? — Besides the Association the ryots 
are also going in for jute. - 

13. Q. The jute crop would be an infinitesimal part of the whole. Would 
it not ? — presume it would be. 

14. Q. Eegarding the site of the bridge, have you any particular 

preference and why ? — I understand that the Godagiri route is a considerably 
shorter route than either of the other sites; the Sara Bridge takes us 71 miles 
out of our way. . - 

16. Q. You prefer Godagiri to Rampur Bonlia P— I think so. 

16. Q. Po you know that there is a broad gauge line in existence from 
Calcutta as far as Godagiri ; does that fact alter your opinion in any way and 
make you give the preference to Rarnpur Boalia ? — No. 

17. Q.' You would have transhipment in any case going by Godagiri? — 
The bridge with transhipment would be better than no bridge. 

18. Q. Still you would have transhipment ? — If -the metre gauge was not 
carried into Calcutta.' 

19. Q. Have you considered the case of the Calcutta termini with reference 
to the metre gauge entrance ? — No. - 

20. ' Q. If tlie cost were greater than the cost of transhipment, would you 
still be in favour of the entrance of the metre gauge ? — No, I think not ; 
probably we would have to pay heavier taxes. 

21. Q. If the cost of the terminals was so great as to enhance the price of 
imports and to diminish the return from exports, would you be in favour of the 
entrance of the metre gauge to Calcutta ? — No. 

22. Q. By trade statistics it is shown that impoi’ts and exports from metre 
gauge sources are small as compared with those from broad gauge sources ; how, 
in that case, would you be prepared to allocate the charges consequent on the 
introduction of the metre gauge ? Would you spread them over the whole 
trade, or charge tbe metro gauge traffic only ? Would you suggest that the 
metre gauge should pay for its own introduction ? — ^Tes, I think it ought to. 

23. Q. Tour Association have no idea what the cost would be ? — No. 

24. Q. If I told you the cost for the terminals would be something in tbe 
.region of two crores of rupees, would your Association view the introduction 
of the metre gauge with the same equanimity ? — I don’t suppose they would if 
it ran into such enormous figures as that. 

26. Q. Great stress has been laid on tbe damage done in transhipment. 
Gan you give us any specific instances of damage to ihdigo, sugar and the other 
commodities you .meutioued ? — There have only been one or two oomplaints 
as regards indigo spread over several years ; as regards sugar I cannot speak; 
there have been complaints as regards kerosine oil; and there have also been 
some complaints about petty thefts of coal. 

26. Q. Supposing there was a bridge with transhipment, would that 
damage be minimised if the only transhipment took place from, wagon to wagon 
in a well-organised yard ?-^Most certainly. 

27. Q. In your nofe,, written in October 1906, you say “if the site of the ' 
bridge is to be at Sara it will take the traffic 70 miles out of tbe way, which 
means extra freight, etc.” I should like to know where you got those, 
figures ? — I got them from a note by tbe Agent of the Bengal and North- 
Western Railway. 

28. Q. We find that tlie distance is only about 13^ miles ; .would that 
materially alter your views on the subject, 13^ miles against 70 ?— Certainly, 
it would only be 2^ pence per ton. 

•29. Q. You also say that “ far larger and more important interests will 
be served by the bridge at Godagiri than at Sara.” ■ Can you give us any 


p 
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figures in support of that statement ? — 1 oauuot say ; Mr, Neville lias given you 
some figures as regard his line, 'which has over 2,000 miles open. 

30. Q. In the same note you lay great' stress on the subject of fruit • 
garden produce, etc.; can you give us' any statistics regarding that ? — ^No, un- 
doubtedly I think there would be an increase. - 
' 31. Q. But as compared with 6 lakhs of m'aunds of trafdc, it would be 
small, it would only he 25,000 to 30,000 maunds ? — Certainly, the amount 
would be small as compared with 6 lakhs. 

32. Q. The route by ferry at Mokameh is 70 miles shorter than by the 
proposed direct metre gauge route. Would your Association be prepared to 
suffer the delay rather than send you goods by way of Mokameh ?•— The 
Assooiatiou would certainly prefer the shorter route. 

33. Q. Can you give us any spaoifio instances of delays referrable to the 
want of wagons on the East Indian Jtailway since 1902 P — I cannot give you 
any specific instances of delay. 

34. Q. Can you give instances of injury or loss at Mokameh ? — No. 

36. Q. Would you be prepared to send goods direct to Oaloutfa by the 
longer route or incur the risk of transhipment at Mokameh, and the goods 
got through in a, shorter time ? — I think the planters would prefer to avoid 
transhipment. I know cases of horses being sent round to avoid their being 
removed for one box to another. 

36. Q. The traffic in horses is small ? — It is not large. 

37. Q. Have your Association considered the question of passenger 
traffic ? — No. 

38. Q. Do you think passengers would rather go 70 miles more and take 

7 to 8 hours longer in the journey than tranship at Mokameh ? — No, I don’t 
suppose they would. - 

39. Q. Have your Assooiatiou ever considered whether it would suit them 
to have a bridge at Mokameh, and retain the benefits of the shorter lead into 
Calcutta P — I don’t think they have ever considered it. 

40. Q. Will you give us your personal opinion upon the question ? — I am 
not able to do so. 

41. Q. The Bengal and North-Western Railway have sent us in a state- 
ment of grain and seeds which is as follows : — 1900, 1,46,000 tons ; 1901, 1,68,000 
tons ; 1902, 1,68,000 tons ; 1903, 3,05,000 tons ; 1904, 3,36,000 tons ; 1905, 
1,24,000 tons ; 1906, 1,49,000 tons. Can you suggest what was the cause 
of the sudden rise in the years 1903 and 1904 P Do tliese figures point to the 
fact that there was something abnormal somewhere? — Perhaps tliey were 
tapping new markets. 

42. Q. {Mr. Dmiayne.) — Are you familiar with the use of transporters P 
— No, the planter knows nothing about them. 

43. Q. {Major Shelley.) — I suppose the ideal conditions would bo a bridge 
in the neighbourhood of either Isabpur or Sara, and if a second one is required 
then one in the neighbourhood of Mokameh? — No doubt, I should like to 
mention that I was also asked to approach the Behar Landowners’ Association 
who have held a Committee meeting, and they approve of the Gcdagiri site. 

44. Q. {Mr. MoLeod.) — Were they also .labouring under the same 

misapprehension as regards the difference in mileage? — My note was forwarded 
to them. * 

45. ' Q. {Major Shelley.) — ^Do you think the public will he inconvenienced 
by the traffic ha'ving to pass over two railway systems instead of one ?— 
Certainly. 

46. Q. Eor instance, there are routes composed of the Bengal'and North- 
Western Railway and the East Indian Railway, or the Bengal and -North- 
Western Railway and the Eastern Bengal State Railway. Under the projected 
system there would be the Bengal and North-Western- Railway all tbrough., 
In that case you will have to deal with only one administration? — The incon- 
venience is the break of gauge. 
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47. Q. And having to deal witli two administrations? — ^Not as far as I 
know, 

48. Q. {Mr. Kar.) — Assuming the traffic to and from Calcutta and the 
Bengal and North-Western Bail way is 5,00,000 tons; do you think the metre 
gauge line proposed 1^11 be able to deal with it adequately, in addition to 
what it would be expected to carry on behalf of the Eastern Bengal State 
Bailway ? — I certainly think the present Bengal and North-Western Railway 
with their bogie stock and big engines can carry nearly as big loads as the 
East Indian Bailway. 

49. Q. You think they would be able to deal with the combined traffic 
satisfactorily, and also with the passenger traffic ? — I presume so. Erom the 
•way in which they deal with the passengers coming to pilgrimages at Sonepore, 
I think they could satisfactorily deal with any traffic that offered. 

60. Q. Tour principal objection is the ferry transhipment at Mokameh ; 
if a bridge is built at Mokameh do you think it would remove the existing 
difficulties so far as your Association are concerned ? — certainly think a bridge 
at Mokameh would suit the Bebar planter better than a bridge anywhere else, 
that is, if the metre gauge does not run into Calcutta. 

61. Q. If yon are of opinion that nothing short of the delivery of "traffic 
without break of gauge would satisfy you, then I think the Railway Board's 
scheme would meet your purposes. The Railway Board’s scheme isto run a 
double metre gauge line to Kampur Boalia, a bridge there would then suit your 
purposes ? — That would give unbroken gauge. 

62. Q. Then in that ease I don’t think you have any objection to the 
Bampur Boalia site of the bridge ? — ^No, if it gave unbroken gauge. 

63. Q. It Is apprehended that a block may arise owing to the difficulty in 
maintaining the ferry at Mokameh. Are you aware that at Sara this apprehen- 
sion has become a reality, and that a dislocation of traffic has occurred more 
than once there ? — I think the same thing has occurred at Mokameh, there 
has been no actual stoppage of traffic, but it would have taken a very slight 
rise in the river last year to entirely stop the Mokameh traffic for ten or 
twelve days. 

64. Q. If you were told that the state of things at Sara is much worse, 
would you say a bridge has become a necessity tWe ? — No doubt a bridge is 
required; what the planter wants is a bridge as near as possible to his own place 
of business. 

65. Q. Do you not think, in consideration of an assured volume of traffic 
at Sara, it would he risky to build a bridge at Gotlagiri where traffic is un- 
certain? — Certainly, but there is a large amount of tr-iffio that has to go to 
Calcutta via Mokameh ; I don’t know how the figures compare ; this would 
go via Godagiri if there was a bridge. 

66. Q. You have said a bridge at Sara would take traffic from the Bengal 
and North-Western Railway 70 miles out of its way. Don’t you think the same 
objection might be urged on behalf of the Sara traffic ? — Statistics will show 
how the largest amount of traffic is benefited. 

67. Q. {^resident.) — Does any traffic from your districts go to Bom- 
bay ? — I think there is very little. 

68. Q. Tlie Bengal and North-Western Railway do despatch goods to 
Bombay via Cawupore?— Yes, some planters export oats. 

69. Q. Tile Bajputana-Malwa Railway must drain a large expanse of 
country ? — Presumably so. 

60. Q. It is connected with the Beng.il and North-Western Railway, and 
the Rajputana-Malwa Rail-way takes traffic from there ? — Yes. 

61. Q." If the metre gauge traffic by the Bengal and North-Western Rail- 
way is enti'tled to communication with Oaloutta without break of gauge, don t 
you think tlie Rajputana-Malwa Railway is also entitled to direct communica- 
tion with Bombay without break of gauge ? — Most certainly, the time has 
come for the en-trance of the metre gauge into the ports. 

V 2 
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62. Q. The trade of Bomhay via the Eaiputana-Malwa Railway has always 
been transhipped at Sabarmati, do you know whether the traders complain of 
inoonvenienoe and delay there ? — I cannot say. 

63. Q. Have you ever seen any protests in the papers ? — No. 

64. Q. Have you seen complaints of the trade to Calcutta in the press ? — 

Yes. 

65. Q. Does yoar Association oh taiu many commodities from Calcutta ?— A 
certain quantity of general stores goes up. 

66. Q. It was represented to us by the Trades Association hero that, com- 
pared with their business in Northern Bengal and Eastern Bengal and Assam, 
the amount of business done with your districts is infinitesimal ? — No doubt ; 
rheir statement is correct. 

67. Q. There is a statement made in the letter from Mr, Neville to you 
“ from- an engineering point of view we hold that Godagiri is far preferable in 
every way to the site at Sara. ” "Would you not regard that as an ex parte 
statement ? — presume when that statement was made the Engineers of the 
Bengal and North- Westeim Railway had examined the sites. 

68. Q. Mr. Spring, who is an expert on bridging big Indian rivers, was 
specially deputed to examine the various proposed sites and wrote a report. 
Have you seen this report ? — No. 

69. Q. His report is on record, and in it, it is said that from an engineer- 
ing point of view there is nothing to choose between the Sara and Godagiri 
sites. Would you not prefer that opinion to the Bengal and North-Western 
Railway’s ex parte statement ? — Certainly. But experts often differ. 

70. Q. In your letter of the 1st of October totbeBehar planters in the first 
paragraph you say “there cannot be the least possible doubt that far larger and 
more important interests will be served by the construction of a bridge at 
Godagiri than at Sara. ” Do you still believe that to be a correct statement of 
tue case ?— I am not acquainted with the full figures; these can he asoertnined. 

71. Q. Were you influenoed by the note written by the Agent of the 
Bengal and North-Western Railway ? — Taking his figures 1 prepared this note 
and put it before the Association. 

72. Q. You came to this conclusion on the figures supplied by the Agent, 
Bengal and North-Western Railway ? — Yes. 

73. Q, Do you think the whole of the traffic could be diverted to the 
Godagiri route ? — I cannot say. 

74. Q. Could the whole of the downward traffic ho diverted ? — Presum- 
ably it could. 

75. Q. Could the upward traffic he diverted, the traffic which originates at 
Calcutta ? — should think that it would, presuming that the metro gauge came 
into Calcutta. 

76. Q. {Mr. McLeod.) — You refer particularly to the probable increase in 
dairy produce traffic. Prom the nature of that traffic, would it not seek the 
shortest and quickest route ? — think in my statement I made reference to an 
accelerated service. 

77. Q. Do you think a train of that description would pay ? — I cannot say 
at present if an accelerated direct service to Calcutta would pay. 

78. Q. We must take the actual facts. Do you think there is a suffi.oient 

quantity of these articles at present to warrant an accelerated service for 369 
miles P—No. ; • 

79. Q. Under these ciroumstauces, traffic of that nature would seek the 
shortest and quickest route ? — Certainly, it would. 


evidence or MB. W. H. MILES, A EEPRESENTATIVE OP THE DABJEELING AND DOOABS 
SUB-COMMIITEB OF THE INDIAN TEA ASSOCIATION. Taken on the t ft, Febmary, 1907. 

position is that of Chairman of the Darjeeling and Doqars Sub-Oom- 
1 6e of the Indian Tea Association ; this is my fourth year, of .office as 
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•Chairman of the Committee ; that Committee are specially deputed to look after 
matters connected with the Darjeeling and Dooars district, as apart from other 
districts which the Tea Association have to deal with. In tliat capacityj and 
also as Manager of the hrm of J. Maokillican & Co., I have had considerable 
experience of tea being carried from the Dooars to Calcutta. 

I have read the statement of the Bengal Chamber of Commerce [ see 
Appendix B and 1 may say that I am fully in accord with the statement that 
the only means of improving the traffic between Calcutta and Northern Bengal 
and Assam, is by having a bridge at or near Sara. 

I have only to re fer to the great trouble we were put to last N ovemher, when 
we could not send stores up to the Dooars, and to emphasize tliat 1 may mention 
that, in the present week, the Traffic Superintendent of the Eastern Bengal 
' State Bailway has issued n notice refusing to accept goods for upward 
•despatch. 

I am not in favour of the metre gauge being brought into Calcutta ; I have 
had an opportunity of seeing the traffic worked both at the jetties and docks, 
•and I think if the metre gauge' were introduced it would lead to endless 
confusion. - , , . ‘ 

I have been in Calcutta for twenty-three years and know something of 
the trade. 


1. Q. {Mr. McLeod.) — Would you prefer transhipmeut to the introduc- 
tion of the metre gauge into Calcutta? — Yes, on the northern side if possible. 

2. Q. If transhipment were necessary have you any opinion as to where 
it should be done, near Calcutta or on the other side of the river ? — I think it 
is'hetter to have transhipment as far away as possible from Calcutta, then you 
are able to work your traffic much quicker by the broad gauge. 

3. Q. As r*egards transhipment, since the improvement in the handling o^ 
tea at Sara, have there been many largo claims for breakage in your ex- 
perience? — During the present season our claims have not been heavy or many* 
Previoixsly they were both many and very heavy. 

4i. Q. So that there' has been on improvement, and wagon to wagon 
transhipment in a well-organised yard would mean a further improvement ? — 
Yes. 

5. Q. With regard to upward traffic are claims heavy ? — Yes, and I have 
great difficulty in getting our claims admitted and settled by the Eailway. 

6. Q. And the delays were serious ? — It was a matter of very serious 
-import to many gardens in the Dooars who wanted food supplies during the 
time of scarcity ; we could not get rice up by reason of the delays on the 
Eailway. 

7. 0,. In fact the want of a bridge at Damukdia ferry almost caused a 
severe famine ? — Yes. 

8. Q. {jilajor Shellctj .) — Do you find any difference in respect of claims 
which concern one Eailway only, and those 'U'hioh concern two ? — ^I cannot say 
■as our claims have been in respect of goods forwarded over two lines of Railway. 


EVIDESrOE op. MB. P. PALMER, CHIEF ENGINEER OP THE CALCUTTA PORT COMMISSIONERS. 

Taken on .tlio I8Ui Pobrnnry, JD07, 


1. Q. {^resident .) — Have you considered the, question of introduoing 
the metre gauge at the termini of the Port Commissioners, and what conclusions 
have you come to on this question, and on what grounds are those conclusions 
based ?— I have come to the conclusion that it is utterly impracticable to intro- 
duce the metre gauge into the docks and jetties, and on to the lines of the Port 
Commissioners generally. The conclusions are based on the difficulties illus- 
trated by this model. [The witness here showed by means of a model of the 
existing’three linos between the tea sheds with a third rail added that various 
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difficulties would arise in connection, with platfoim levels, platform clearance 
between stock and edge of platform, loading or unloading of flap door wagons, 
aud also the buffer difficulty in shunting rolling stock of two gauges mixed. ] 

2. Q. Wbat structural alterations and additions will be involved- if the 
metre gauge were introduced in the Calcutta ternaini, and could you give some 
approximate estimate of what the cost would be ? — It depends on what is to bo 
estimated for. The structural alterations alone would lake some weeks to 
estimate. 

3. Q. Can you give any approximate estimate of the cost ? — It will be very 
difficult. Tijere are in all 80 miles of line at Calcutta, "We have got in the 
Docks 645 sets of points and crossings, and 131 in the jetties and up to 
Ohitpore. 

(The witness showed the Committee a diagram (not printed) illustrating the 
introduction of a third rail to a soissons crossing, shewing that the number of 
crossings would be increased from 8 to 21, and that one crossing on the broad 
gauge would be increased to 3 for mixed gauge.)? 

4. Q. (Mi\ Btmapiie.) — Would the introduction of the metre gauge 
mean a proportionate increase throughout ? — Yes. 

6. Q. Have you estimated the cost ? — No, I have not. 

6. Q. Would it be considerable ? — Yes, each set of points and crossing.^, 
costs Es. 500, and the sleepers are in addition to that. 

7. Q. {President.) — The Hail way Board have considered that the metre 
gauge could be got into the Kantapukur sheds; can you give us an estimate 
of that? — Yes, I could give you that. 

8. Q,. {Major Shelley.) — And of tea warehouses ? — ^The witness stated that 
he considered the idea so impracticable that he had not made any estimate, hut 
would endeavour to do so if the Committee could give him more definite details 
os to what was required, and after some discussion it was decided to subsequently 
do this [ see Appendix H ]. 

9. Q. (President.) — What is the mileage of the Port Commissioners* Rail- 
way, including termini, and onn you state approximately what works should 
be carried out in order to adapt these works for double gauge working ? — There 
are 116 miles, 80 at the Docks, 20 in Calcutta, and 15 at Howrah. It is difficult 
to answer the second part of the question, it is impracticable to work the thing 
at all. When you get the third rail it is right for one platform and wrong for 
the other, and you get into an impossible position. 

^ 10. Q. Would the construction involve any serious dislocation of traffic 
while the alterations of the works to suit the entry of the metre gauge were in 
progress ? — There would necessarily be a dislocation of traffic in putting in the 
points and crossing.*!. 

^ 11. Q. {Mr. Dumayne.) — At the tea warehouse is there any space where 
business could he done while the changes were going on ? — No. 

12, Q. And at the hide sheds is there any place where you could work 
traffic while the ch'inges were being carried out ? — No. 

13, Q. Yet the hide and tea traffic are almost continuous throughout the 
year? — Hide traffic is continuous, and the tea trade goes on for 8 or 9 months 
in the year. 

14, Q. You consider there would be dislocation of traffic ?-— .Very serious 
dislocation. 


15, Q. (President .) — Is sufficient land obtainable for the working of 
both gauges in the Port Commissioners’ premises? — A good deal of land is 
available. It depends on what you propose to do ; if you are going to put the 
metre gauge throughout, the Docks you will have to buy land, if only at 
Kantapukui' there is enough land for simply a receiving and sorting yard. 

16. Q. (Mr. Dnmayne .) — Is it possible to get any place' along the jetties 
or Oossipore line ? — -The price is very high. 

cf 1 (^ojor Shelley.) — It would mean the demolition ' of the jute 

goaowns at Eatkholah and taking up more ground ? — Yes, up the river it is 

practically impossible to get land! . - ' 
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18. Q. (3ff\ JDumatfne ,) — Tiie whole of the foreign import and the inland 
vessels trade is done in that section P — Yes. 

19. Q. You already have considerable inconvenience in providing accom- 
modation for the import foreign trade? — Yes. 

20. Q. In order to provide that space you are obliged to carry your build- 
ings into upper floors ? — Yes, four storeys. 

21. Q. In the transit sheds as well as in the storage sheds ? —There we 
have three floors. 

22. Q, Have you considered the question of a third line at the sheds with 
the necessary points and crossings ? — ^No, I think it is impracticable. 

23. Q. Do you mean impracticable as an engineering work, or as a work- 
ing scheme ? — Both, 

24. Q. Has it ever been represented that there was difidculty in dealing 
W’ith the existing traffic within the sheds ? — Yes, for want of room. 

25. Q. Oould you deal with the mixed gauge at the sheds without having 
stabling lines for one or other close by ? — No. 

20. Q. Is tbero room for stabling linos ? — No. 

27. Q. {JPreBidcnt .) — Would such alterations stand in the way of your 
carrying out any scheme that you have now under consideration for the 
improvement of the shunting yards at the Port Oommissionera’ termini ? — 
The introduction of the metre gauge would mean the duplication of large 
and ' co.stly shunting yards, the construction of which is now under con- 
templation. TJio witness jiroduced a^ plan shewing various alterations and 
extensions to doelcs and receiving, sorting and despatching yards, which it was 
proposed to put in hand at once. 

28. Q. These schemes could not possibly be put into execution so long as 
this matter about tho introduction of the metre gauge was not settled ?— -No, 
hut I believe the metre gauge cannot ho brought in. 

20. Q. {Mr. Dumyne .) — Tlie plans and estimates arc subjeotto the approval 
of the Government of Bengal and also of the Government of India, and it is 
possible that they might return these plans for reconsideration with a view to 
our adapting them for metre gauge working ; and this would delay the carrying 
out of these schemes ?— Yes. 

30. Q. The preparation of a large scheme like this involves years of careful 
study ? — ^Yes, I think it would talco at least two years to make out detail plans. 

31. Q. It might mean n very serious matter to tho trade if they were 
dolayolhy the discussion of the niotro gauge scheme ? — Yes. 

32. Q. It is in your experience no doubt that sclmmos have often been 
delayed in the course of such discussions for several years ? — ^Yes, the Ganges 
Bridge question for instance. 

33. Q. (JPresideni .) — .Arc you of opinion that any inoronsed facilities 
in regard to the handling of tbe Port Oommissioners’ traffio would result from 
the admission of tho metre gauge ? — The greatest inconvenience. 

31. Q. And would there he loss of facilities ? — Distinctly. You cannot 
worlc two gauges togotlier, you would have to separate them, shunting the 
stoolc of tho 2 gauges together would mean numerous dorailments. You would 
have to work them separately, meanwhile one class of stock is hung up while 
tho other is being unloaded.' 

85. Q. Have you any experience or soon the working of both gauges in 
confined yards, and what remarks have you to offer on the subject? — I have 
not seen it at all except in a casual way at Madras. 

36. Q. Can you give a rough idea of the cost involved in double gauge 
working ? — No, I don’t think I oould. There would bo delays aud consequent 
demurrage to bo paid on the stock ; of course, tbe risk of accident wmuld affect 
tho cost very much. We got 400 derailments in the year, with this system the 
derailments would have to he counted not by hundreds but by thousands ; the 
trucks would bo constantly shunted together by accident, no matter what rules 
yon made. 
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37. Q. "Would tli8 mileage at termini have to be increased in handling, 
both the broad and the metre gauges, because of the introduction of the metre 
gau»e, and roughly to what extent ? — The introduction would necessitate a third 
rail tlioughout and receiving, sorting and despatching yards for metre gauge 
wagons. 

38. Q. Would the introduction of the metre gauge increase the danger of 
working the yard ? — Every pair of switches and every crossing is an element 
of danger ; if you had three crossings where-there is now one the danger would 
be three-fold. 

39. Q. Do you consider that special crossings, etc., would be needed if the 
metre gauge were introduced ? — The angles would vary, but they could be 
standardised as much as tlie others. 

40. Q. What would do for one yard would do for another ?— Tos. 

41. Q. ( Dumayne .) — ^Are you prepared to admit that there would be 
no engineering difficulties in laying a third rail, and of making this arrangement 
of points and crossings ? — I think it is not impossible, but it is very difficult. 

42. Q. It would certainly be very costly ? — Yes. 

43. Q. Presuming that it was done, as far as the tea warehouses are con* 

cerned, what would be the position as regards the traffic ; would that traffic 
be considerably delayed ? — It would be delayed, and, at the same time, you 
would be blocking broad gauge traffic. Traffic from the tea warehouses is verv 
heavy indeed in the tea season. - 

44. Q. If an order came to despatch 90 wagons to a' single ship, as some- 
time happens, would it be likely to cause great difficulty if your sidings were 
occupied by metre gauge stock ? — You could not do it. 

46. Q. You could not do it within the short space of time allowed by the 
trade ? — ^No. 

46. Q. While it may be physically possible to bring the wagons to the 
lea warehouses to unload them there, your gain would simply be that the 
tea would be discharged from the wagon direct to the tea warehouse, as com- 
pared with the risk and delays and expense of transhipment ? — ^Tes, there 
would certainly be loss, in not being able to carry out orders. 

47. Q. So that the saving might be only a few annas per ton ? — Yes. 

48. Q, Such that it could just as easily be carried out at another place P — 

More easily. " ~ 

49. Q. Would you be prepared to say that it would be preferable that the 
transfer should be made at another place, rather than that the Docks should be - 
liampered with a difficult scheme ? — Undoubtedly. 

60. Q. There can be no doubt that it would be more economical ? — 
Distinctly. 

61. Q. In speaking of the structural alterations, can you roughly indicate 
to the Committee how many sheds in the existing docks would be affected by 
this ? — There would be 13 transit sheds, 3 tea warehouses, half a mile of hide . 
sheds, and 4 salt golahs. 

62. Q. And in addition 9 more sheds to be constructed in the new Docks P 
—Yes. 

63. Q. So that the alterations would mean considerable delay ?— Yes. 

64. Q. "Would it seriously interfere with the working of your lifts and 
other mechanical contrivances ? — All lifts would have to be altered to suit the 
altered conditions. 

66. Q. In making your plans you have considered the possibility of some 
day having to work imports at the Dooks? — Yes. 

56. Q. Imports that may consist of very heavy articles ? — Yes, 

■ 67, Such heavy articles would be very difficult to handle over plat- 
forms with a ramp such as we have discussed on the model ? — Yes. 

58. Q. What would be yonr "opiuion with regard to the possibilities of 
ihe introduction of tbe mixed gauge on the Gossipore section north of the 
jetties ? — ^I think it is absolutely impracticable there. 
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59. Q. The position is worse there than at the Docks ? — Yes. 

60. Q. Are some of your lines laid with pot sleepers ? — Yes. 

61. Q. That would mean the entire reconstruction of the lines It would 
mean new wooden sleepers for many miles of the line. 

62. Q. Have you ever seen the mixed gauge at any other station in India p 
— I have seen separate gauges with a transfer platform, but not mixed-gauge. 

63. Q. You have seen nothing similar to what would be required at the 
Docks ? — Nothing whatever. 

64!. Q. Can you give the Committee some approximate estimate of the 
cost of laying the lines ? — I can, if you tell me what to estimate for. 

66. Q. You have not considered the cost of laying this third rail to all 
the transit sheds ? — No. 

66. Q. Yet a large proportion of the teai and some of the wheat and seeds 
coming by the metre gauge, might have to go direct to them ? — Yes. 

67. Q. So that any estimate of yours would have to take into account the 
necessity of taking the metre gauge wagons to -the transit sheds? — Yes, or 
else tranship outside. 

68. Q. That might mean an estimate for many miles of rails alone ? — Yes, 
there are 80 miles of line in the Docks, including coal lines. 

69. Q. Otherwise you would simply have a transfer station ? — Yes. 

70. Q. And that transfer station might bo anywhere? — Yes, but preferably 

outside the Docks. ' 

71. Q. (Presidenf,) — In the matter of the tea warehouses, the idea 
seems to be that the mixed gauge would have to be used over the existing 
three tracks ? — Yes, 

72. Q. Supposing somebody made a proposal to put in both broad and 
metre gauges, that would moan widening out the space between the different 
sheds ? — They could not both come in separately j there is no room for more 
than the three tracks. 

73. Q. If you wanted more tracks between, you would have to put the 
warehouses back ?— Yes. 

74). Q. Is there room to remove the sheds? — ^No, it is physically impossible 
to move the sheds back. 


EVIDENCE OF THE HOK'BLB MB. J. STUABT, LATE TRAFFIC MANAGER, ABSAM-BENOAL RAILWAY. 

Taken on tho I8tb Fcltrnnrj’, 1907, 


The witness commenced by reading a statement as follows:— 

I hope it will not bo deemed presumptuous on my part if I endeavour to 
place my views before the Committee now sitting to enquire into these ques- 
tions. I hove had some Railway oxperionoe and I am now proceeding to 
Europe on long leave, and in passing througii Calcutta I find this question the 
absorbing topic of the hour. I have given tho matter some consideration, and 
trust that the few remarks I am able to place before the Committee will bo 
found deserving of alitcntion. 

In the first place, it is necessary to point out the extent of territory lying 
to the nortli of the Ganges, and served by a metre gauge system of lines. At 
tho present moment, we find 3,000 miles or more serving that extent of country; 
the country served by the Bengal and North-Western Railway covers an area 
of roughly 33,000 square miles. The area served by the Eastern Bengal State 
Railway metro gauge covers an area, roughly, of 22,000 square miles. The area 
served by the Bengal and North-Western Railway contains a population of 
approxinaately 22,000,000 of people. Tho area served by the Eastern Bpgal 
State Railway metro gauge contains a population of 11,000,000, but one-third of 
the area and one-third of the population of the Eastern Bengal State metre gauge 
lie within the sphere of tho Rampur Boalia route, and not within the sphere 

Q 
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of Sara. It will thus be -observed that the extent of country, and' the 
population wliiob comes within the sphero'of Rampur Boalia, far exceed the 
area and population of the Eastern Bengal State Railway metre gauge distriots. 
At present, all that country lying to the north of the Ganges may be compared 
to other countries which are land-locked, and which do not possess a sea-board. 
'Very much like Russia which has no sea- board to the south, very much like 
Switzerland lying in the centre of Europe, or like Afghanistan. We all know 
the importance which these countries would attach to the possession of a sea- 
board by which their own products and manufactures could be carried un- 
fettered and free from the help of their neighbours ; similarly, it is only natural 
that the Bengal and North-Western Railway Company should desire, by all 
means in their power, to possess a through and unbroken lino of communication 
to the sea-board for the carrying trade of that country through which it passes. 
The natural course these metre gauge railways must follow, in order to obtain 
an outlet to the sea, must bo towards the south-east portion of the territory 
north of the Ganges lying between Godagiri and Sara where the line would 
pass due south by a direct route to Calcutta. At the present moment, the whole 
of the traffic emanating from the Bengal and North-Western Railway, and des- 
tined for Calcutta, must bo handed over at Mokameh to the East Indian Rail- 
way j the Bengal and North-Western Railway are, therefore, deprived of a largo 
portion of revenue by not being able to convoy the goods past Mokameh, and 
to reach Calcutta by a tbrougli metre gauge conneotion. I understand that 
no less than 600,000 tons of goods from the Bengal and North-Western Railway 
and vice versa, pass through via Mokameh in connection with Calcutta traffic 
alone in a year. This traffio, which has to bo conveyed by the East Indian Rail- ' 
way from Mokameh to Caloutta, opens out tho questiou of tho East Indian 
Railway wagon supply. If the East Indian Railway loft all such goods to bo 
carried by the Bengal and North-Western Railway by a direct metre gauge 
route to Calcutta, oonsidor the number of wagons which would be available to 
cope with the^ coal traffio ; in my opinion the Coal or Mining Association have 
not taken this great factor into account, Tlio Bengal and North-Western 
Railway is a purely private enterprise Company, with a capital of £5,000,000, and 
is a unique example of a Railway working without a subsidy of any kind, or 
gu.aranteo from Governmont. I hare seen in tho Press statements made com- 
paring tho Bengal and North-Western Railway Company to an octopus which 
wished to devour everything for tho sake of its own interests, or that they were 
adopting methods similar to tho Standard Oil Company, or the American 
Beef Trust. In my opinion this is a'most unoharit-ihlo view to take of tho 
position ; there is nothing to show, in tho history of tho Bengal and North- 
Western Railway Company, that they have attempted to squeeze the public 
in charging higher rates for goods or passengers. In fact, tho facts are all 
the other way, and it is well known that the Bengal and North-Western 
Railway Company were the pioneers in tho introduction of tho lowest possible 
fares for third class passengers ; the third class fares on that line are, I understand, 
pies per passenger per mile, so it is clear from actual facts that tho Bengal 
and North-Western Railway Company arc a progressive and enlightened 
Company,^ conferring great benefits upon the people and tho cotmtry through 
which their railway runs. 

I will now endeavour to refer to a few of tho chief products which arc 
carried by those lines north of the Ganges, and tho various mercantile interests 
concerned. 

Let us begin with tea, which is a valuable commodity. At tho present 
moment, tea from the Booars is placed in metro gauge wagons, and transhipped 
at tsara from one gauge to the other ; needless to say that the damage to such 
a Valuable commodity must bo cousidorahle. If there was an unbroken line of 

j communication to Calcutta via Rasnpur Boalia, this tea could ha 
loaded in metre gauge wagons near the tea garden, and landed in the same 
wagon alongside the tea warehouse at Kiddorpore ; there would then be no 
necessity whatever to tranship tea at Sara, and to place the sime in broad gauge 
wagons. Regarding the terminal at the tea warehouse, without being fully 
aware of the actual position of this warehouse, I still feel that I am in a position 
0 state that Messrs. Dumayne and Palmer, with that wonderful ability which 
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they possess, and that great capacity for working out details, which is charac- 
teristic of these gentlemen, are of opinion thatsnch an arrangement can be made 
by which the tea can be placed in. the warehouse and then sent to the Docks 
for export. If such is the case, then 1 am surprised attlie attitude of the Tea 
Association in not advocating the immediate entry of the metre gauge railway 
into Calcutta. This disposes of the tea question. 

The next important product which I would direct your attention to, is that 
of wheat and seeds. I think it has been admitted that one-half of the 
total wheat and seeds which arrive in Caloutta,''either for local consump- 
tion or export, emanates in all that country served by the metre gauge 
railways. There can be no doubt in my mind that by a through metre 
gauge connection with Calcutta that half of the total wheat and seeds now 
entering Calcutta can be dealt with at i£autapukur by the erection of two 
or more new sheds, along one side of which the metre gauge would enter with 
a dead end, and on the opposite side the broad gauge would be laid with a loop, 
connecting the lines leading to the export sheds. I am sure that Messrs. 
Dumayne and Palmer will bo able to surmount any difficulties which might 
arise in connection with this proposal. 

In iregard to the coal tra£S.a, I have already shown how the coal traffic can 
be dealt with by having an addition to the rolling stook, owing to the release of 
wagons looked up at Mokameh, and now used to carry Bengal and North- 
Western Railway traffic. In regard to upwards coal, destined for the metre 
gauge lines north of the Ganges, all that coal would be transhipped at Naihati 
into metre gauge wagons, thus releasing a greater number of wagons than is 
now available for the coal supjjlies. These wagons would not have to he sent 
forward, as at present, from Naihati all the way to Sara for transhipment. 

In regard to kerosino oil traffic, it has been admitted that the metre gauge 
can, witliout difficulty, be brought to connect at Budge Budge, where kerosine 
oil could be loaded into metre gauge wagons, and despatched to any station 
north of the Ganges without transhipment. As you are doubtless aware, this 
is a commodity which is liable to serious damage when undergoing tranship- 
menr, and this has to bo done now at Mokameh ; why those representing the 
kerosiue oil interest in this city do not press for this before the Committee I am 
at a loss to understand. 

■Tho next and most important product of all is, undoubtedly, jute, and this 
interest for very good reasons dominates tho Calcutta mercantile community. 
I have always done my utmost to further tho jute interests in the locality 
where 1 reside, and 1 reckon, among members of tho jute interests, many of my 
best friends, and it is,', as a friend of the jute interests, that I have taken the 
trouble to write this paper. In my opinion, tho jute interests can never be 
•served offeclivcly by a bridge at Sara, even witll a broad gauge line cou- 
nectinp; Sara with Scrajgonj. If this came to pass wo should then have a 
transhipment station at Sara in order to transbij) all jute coming from the 
north, and tea and other commodines, and in a few years hence I have no 
hesitation in stating the hloohs to traffic would become frequent, and that the 
last position would be, if not as bad, nearly as bad, as the lir-'t. In considering 
this question I am not looking at the present ; I am looking, however, to the 
immediate future, a few years hence, when tralfio will have so much increased 
in the ordinary course that congestion at Sara will become inevitable. Colonel 
Oowio, in a recent statement to tho Committee, admit ted that, even if the metre 
gauge line was brought into O.-ilcutta, he would still require, in order to cope 
with tho natural increase in traffic*, to quadruple the line from Naihati to 
Oaloutta. This, in itself, speaks volumes, and requires the most careful consider- 
ation. In dealing with the jute traffic to which I am now referring, I would 
propose that the jute traffic be carried, as it has hitlierto been carried, across the 
river at Sara, and transhipped on the other side into bioad gauge wagons. I 
would propose that a metro gauge line should bo brouglit to Serajganj via 
Nattoro, and that all this tradic he transhipped, as at present at Sara, by taking 
across wagons on flats, as has recently been adopted at that ferry. During the 
jute season, there do not appear to be any difficulties in regard to churs and 
sand banks. There is sufficient water at that time of the year by which terries 
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cau ply re‘nilarlv, and I do not believe that the expense of ferrying the Ganges 
at Sara is°inucb greater than the expense of ferrying from the Bengal and 
North-'Western Railway to the East Indian Railway at Mokameh. -If, at any 
time it was found that a block of jute was impending at Sara, it would be a 
simple matter to divert the wagons ofa theBampur Boalia bridge, and forward 
them to Calcutta. By this means the jute industry would have two strings to 
their bow, and would be able to send their jute b;^ the Sara ferry, as they have 
done for many years past, or to send their jute via Rampur Boalia practically 
at the same rate either way; thus the jute industry would he in possession 
of two main independent lines or routes for their traffic into Calcutta. 
There would appear to be some difficulty in regard to the disposal of the jute 
at destination, ‘ if jute were sent by the Rampur Boalia route. It has 
already been shown by Colonel Oowie, that it is quite possible for the metre 
gauge line to obtain an approach to Ghitpore, the metre gauge having a goods 
yard of its own at that point. At this point it is well known that aU jute 
milla on the river can be served, and are now served by shipping the jute, which 
arrives by rail, by the various boating Companies to all the , mills situated 
on the river. Colonel Cowie has also shown that the metre gauge railway 
can be brought into Sealdah, and have a yard to itself and with its own gooda- 
sheds for local traffic. There still remains the question of how the few mills 
on the river, which have sidings running into them on the broad gauge, near 
Tittaghur and other places, are to be served in the event of jute being sent by 
the Rampur Boalia route. IPor these few mills, I would propose a small 
transhipment station at Naihati to meet this difficulty, although I am of 
opinion that, with a third rail, metre gauge wagons would be sent over these 
sidings. It is not as if these sidings were f uUy occupied the whole day, taking 
in and out wagons on the broad gauge. I presume a broad, gauge engine 
takes in wagons, and takes out empty wagons, or wagons loaded with gunnies, 
once a day only and tliere ought to be sufficient time for the broad gauge to do 
its work and for the metre gauge work to be performed during dedned periods 
of the day, but if this was found not to be feasible by the Engineers who know 
best, then transhipment at Naihati would have to be resorted to, nud this would 
be a very small matter indeed. 

I have already pointed out that Sara should be allowed to remain, as at 
present ; that a metre gauge line should be constructed for the oonvenience 
of the jute interests from Serajganj to Nattore, and that all goods such as jute, 
and especially jute for the miUs which have sidings, should be transhipped at 
Sara. And I would also suggest that the Sara ferry be confined only to the 
carriage of goods, and that all passenger traffic should, of necessity, be sent by 
the metre gauge vid the bridge at or near Rampur Boalia. 

I think I have now finished directing your attention to the manner 
in which the chief products of the country may be dealt with, but there 
is a much more important product than all others, than even jute itself, 
to be taken into consideration, that is, the human product, if I may so term it, 
otherwise the passenger traffic; this you will readily admit is the most important 
of all. At the present moment, we find the transhipment of passengers takes 
place at Sara, and, even with a bridge there, this transhipment must still go on 
chiefly during night, because passengers must change from the broad gauge 
to the metre. It is only the Railway man who can fully appreciate the 
difficulties wbioh the ordinary third class passenger has to contend with, when 
changing from one gauge into another, especially in the middle of the night. A 
Railway man does know and can appreciate those difficulties. There are old 
' men and women and children to he considered, and with their bundles and 
other paraphernalia, the infinite difficulty and worry which they have to go 
through, is more I believe than the public can understond. The Government 
of India have always displayed the utmost solicitude in regard to the treatment 
of third class passengers and it is laid down in our railway rules that the first 
and most important duty of a railway servant is, to attend to the safety and the 
^nveiiience of the passenger. The Railway Board have also, quite recently, 
-foom time to time, called the attention of the various railways to the necessity of 
better treatment of the third class passenger, and railway men are now earnestly 
endeavouring to do what is possible to ameliorate their lot, whilst travelling hjr- 
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rail. The question of transhipment during the night also afPects the higher 
class passengers, gentlewomen and tpnder children. The transhipment at all 
times is a bogey to be feared. • Now, if we have the metre gauge brought into 
Calcutta let us glance for a moment at the opposite side of the picture. What . 
should we see, and how would passengers be carried ? It is n ot difficult to imagine 
that a metre gauge train, all bogie stock’ with saloon carriages, with dining car 
attached, and refreshments for third class passengers on board, would leave, say, 
Sealdah by mail train for all stations’ north of Sara, ending at Siliguri, without 
the necessity of any transhipment at all, with a direct through and unbroken 
ooramunioation which is a consummation which must be devoutly desired by the 
great bulk of the travelling publio, European and Native, I am even led to 
understand that this particular train would be in a position to reach Siliguri in 
from one to two hours less time than is now occupied ou the journey by the 
present arrangements and route. There will probably also bo a through train 
metre gauge running direct to Mozufferpore and the Tirlmt districts, and a third 
train to Gorafchpore. It has been pointed out that many passengers would not 
go so far as Gorakhpore, hut that they would take the East Indian Railway 
train and cross over at Mokameh. I, for one,. doubt this very much. With a 
well-laid metre gauge line kept up to full standard, the Government of India 
are empowered to sanction, on the metro gauge, a maximum speed of 40 miles 
an hour, and it is oomrpon for metre gauge trains to run at a speed of 36 miles 
an hour between stations, so that any one proceeding to Gorakhpore would finil 
it to his advantage to travel through by the metre gauge, without the worry 
of transhipment at any point. 

The question of expense of bringing the metre gauge into Calcutta has 
been considered, and I understand that several members of the mercantile com- 
munity consider the cost more than Government could afford. This is the first 
time in my career that I have heard of the mercantile community being 
solicitous, regarding an expenditure by Government for the construction of an 
additional railway, or highway, in order to assist in the carrying trade of the 
country. I doubt if the Mining Association will cavil at the cost which Govern- 
ment will have to bear in providing^ adffitional wagons to meet the coal demand. 
But whatever the cost may bo of bringing the metro gauge into Calcutta, I am 
strongly of opinion that Government and the mercantile community will bo 
amply repaid by the incalculable benefits which must naturally accrue from 
the addition of an altogether now' and direct highway to Calcutta for purposes 
of expanding the trado and commeroe of the country. 

Tliis question is not by any means a new question, the matter of connect- 
ing Calcutta by a metre gauge line has been in the minds of railway men for 
many years past, and some years ago I remember touching on this very question 
when speaking on the occasion of a dinner in Simla at wffiicli all the chief railway 
men of India were present, along with the representatives of Government. 

One word more and I have dono. Why have I troubled myself at this 
time to write on this subject ? Not from any selfish motive I assure you. I 
cannot, neither do I expect to, gain anything by doing so. I have endeavoured 
to write simply, yet earnestly, about this matter which concerns us all greatly. 
It is for the good and btmefit of tho country and for the people at large, and in 
my advocacy I believe the j)roposals I place before you will confer the greatest 
good upon the greatest numher, and wUl be found not to lend itself to any one 
interest or party. I have also troubled myself to write upon this occasion, from 
the fact that I have eaten, the salt of India for 32 years, and heoauso I love the 
land I live in. 


1. Q., Apart from all questions of the site of the bridge, 

do you^consider the bridging of the Lower Ganges is a matter of urgent 
necessity ? — Yes, it should be no longer delayed. 

2. Q. Would you allow that the site of the bridge should be at the spot 
whore the cost of tho bridge and tho necessary oonneotions would be tbe least, 
while at the some time, serving tho largest volume of established traffic ?— Yes, 
provided the site would serve the largest volume of traffic established or 
to be established. 
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3. Q. Is it the fact that, other things being equal, traffic usualljr follows 
the shortest and quickest route ? — Tes, this is so, but, unfortxinately, it oftea 
happens that all other things are not equal on Indian railways, and it happens 
that the shortest route is sometimes the sloTver route and not the quickest. 
Allow me to explain farther; say, the contents of a Bengal and North-'Western 
railway wagon from Gorakhpore is booked via Mokameh to Calcutta, the time 
taken for these goods crossing the river and transhipping into broad gauge 
wagons must be considerable, so considerable that I do not hesitate to say 
that the goods, if sent through in a wagon via Katihar and Bampur Boaha to 
Calcutta, would reach Oalcutte in the ordinary course as quick, if not ^ quicker, 
than by the Mokameh or shorter route. It should be noted that the distance is 
only 70 miles greater via Bampur BoaHa, and this can be covered by a metre 
gauge train in 4 to 6 hours. I can scarcely conceive it possible for goods to he 
ferried at Mokameh, and transhipped and sent off in broad gauge wagons 
within this period. 

4. Q. In your statement you have said that the damage to tea in 
transhipment at Sara must be considerable. Can you verify this statement 
from actual facts ? — Whan I referred to this matter I understood that tea 
was transhipped across the river at Sara in flats. I now understand that tea 
is sent across in wagons by means of the wagon ferry. There is no reason, under 
these circumstances, why tea should not be transhipped with a minimum 
of damage. 

5. Q. We have it in evidence that the damage to tea in transhipment 
at Sara Ghat has, of late years and with new arrangements, been reduced to a 
minimum. Do you not think that, with a bridge and a well-organised tran- 
shipment yard, the damage would be still further reduced ?— -No, I do not 
think that, with abridge at Sara, the damage would bo reduced in the handling 
of tea. At present the wagon ferry fulfils the part of a bridge, and no damage 
can take place while the wagon is crossing the river. On arrival at the 
Damukdia side, the wagon is transhipped into a broad gauge wa»on convenlemly 
placed alongside, and the handling would, therefore, in my opinion be exactly 
the same whether done at Sara or at Damukdia after orosnng in the ferry. 
I doubt vory much whether a well-organised transhipment yard at Sara 
would prove more beneficial in the treatment of tea than tlie present system of 
transhipment in the yard at Damukdia ; there is I understand a well-organised 
transliipmont yard there now. 1 should not like to be too decided, however, 
in this view. There may he some advantage in having a permanent yard at 
Sara versus a kutcha yard at Damukdia, but the advantage, if any, would 
be very small, 

6. Q. In your statement reference is made to Messrs. Dumayne and 
Palmer; if you were told that these gentlemen had said that the introduotion 
of the metre gauge into tlie tea warehouse was impossible, would you still adhere 
to your opinion that it could ho done ? — If Messrs. Dumayne and Palmer were 
to say that it is impossible for the metre gauge to approuoli the tea warehouse, 
I should, in that ease, accept tlieir statements as final. 

7. Q. In the same way, against the opinion of those gentlemen, would you 
adhere to your opinion that the introduction of the metre gauge into the Kanta- 
pukur sheds is easily feasible? — 1 should not like to say that tho entry of the 
metre gauge into the Kautapukur yard was easily feasible, but I do consider 
that the metre gauge can be brought in, so as to servo the three or four sheds 
lying in the most easterly direction of the Knntapukur yard, or to serve 
additional new sheds if the three or four sheds now there are not considered 
available. Begarding the question as to whether I would still adhere to this 
opinion against the opinion nf Messrs. Dumayne and Palmer, I can only answer 
by saving that I do not believe that they will ever say that the metre gauge 
cauuot be accommodated so as to serve a certain number of sheds in the Kanfca- 
pukur yard. ^ This is my humble opinion, I do not attempt, however, to pose 
as an expert in this m.itter, and I may be wrong in my views. 

M ^ 1 * — Me-ssra. Dumayne and Palmer say it is not a feasi- 

ble BClieme ; would you alter your opinion in consequence ? — I am not really .«m 
engineering expert ; I rather demur to giving au opinion myself, as against the 
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opinions of an engineer like Mr. Palmer, or a gentleman like Mr. Dumaync,' 
wbo botll have a thorough, knovs^ledge of the conditions. 

9. Q. Does not the silence of those interested in kerosine oil point to 
the fact that they prefer present arrangements to doubtful experiments in the 
carrying of their oil? — The largest importer of kerosine oil at this port 
informs mo that it may be taken as an accepted fact that the whole of the 
oil trade in’ Calcutta would hail with satisfaction the advent- of the metre 
gauge wagon at Budge Budge, because, owing to transhipment at present, 
the loss by leakage is considerable, and not only this, but this importer actually 
keeps an oflSice and staff at Sara in order to see to the careful handling of 
the oil while in transit, and he pointed out that all this would be saved by 
the advent of the metre gauge. 

10. Q. (Mr. McLeod.)— -Surely that is only hearsay ; why did those in- 
terested not come forward -to give their evidence ? — I think the general public 
seem to be particularly callous on this question; they are depending 
on the Government to a great extent, and on the deliberations of this Com- 
mittee, for a solution and seem to be taking no active, part in it. 

11. Q. Why did we not get direct evidence on the point. The Bengal 
Chamber of Commerce said nothing on the point ? — This is simply a statement 
made to me by the head of the firm. 

12. Q. Ton have referred to a statement made by Colonel Cowie as 
to quadrupling the lino from Nalhati to Calcutta. Was not the necessity 
for such a step more to accommodate the increasing traflB.o .across the Naihati 
Bridge than any congestion of the Eastern Bengal State Railway lines north of 
Naihati ? — 1 am in a position to say that, not only was the increasing trafdo 
via Naihati in Colonel Cowie’s mind, but also the increasing traffic to 
be expected on the'lines north of Naihati. 

1 3. ' 0,. You have stated that the jute traffic should be transhipped, as 
hitherto, at Sara Ghat, Do you consider present arrangements satisfactory ? — 
No, they have never been satisfactory as far as I am aware. 

14. Q. Are you aware that, in January last, and for some time previous, 
cliurs and sand banks had formed in front of the station at Damukdia, which 
necessitated a carriage of jute by river to Golbatban, 9 miles down 
stream P — No. 

15. Q, Are yon aware, also, that there was a danger of the transhipment 
station at Golbatban being rendered useless before very long, and that a new 
station would have to be made ? — No, I am not aware of these particulars, but 
I always understood that such diffio^ties had to be contended against at Sara, 
pretty much in the same way as the difficulties have to be dealt with at 
Goalundo every year, 

16. Q. Do you consider this state of affairs satisfactory or economical ? — 
I conrider them neither satisfactory nor economical. 

17. Q. Have you lately seen the wagon ferry at Sara-Damukdia ?_ — Yes, I 
saw the wagon ferry working in November last; it appeared to be working well, 
and the gentlemen, I- had a conversation with, gave a favourable account 
of its working. 

„ 18, Q. Are you aware that; in January and December last, a staging had 
to be made into fhe river on the Damukdia side of over 1,000 feet long, to 
find deep enough water, and that the same had again to be abandoned ? — I did 
not hear of these particulars. 

19. Q. In these circumstances, would you still advocate the continued use 
of transhipment as at present ? — Yea, certainly, so long as there is an alterna- 
tive route via Rampur Boalia, which would be an all tbe year round open 
route, BO that goods could be diverted at any time vid that route, thus having 
two routes to Calcutta, one route being always a certain route. 

20. Q. Then yon state that you cannot believe tbe expenses of ferrying 
the Ganges at Sara are much greater than the expenses of ferrying ac 
Mokameh Ghat. We have it in evidence that the expense of ferrying at Sara 
G^hat is about 9^ lakhs, while at Mokameh, it is only Rs. 3,40,000 per annum. 
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Were you not under a misappreheuBion wheu making that statement ? — -was 
under the impression that the expenses of ferrying a ton of goods by wagon 
ferry at Mokameh would be pretty much the same as at Sara. Naturally, the- 
gross expenditure would be greater at Sara, because more goods go by that 
route. The more correct comparison would be to give the cost of crossing over 
and transhipping a tpn of goods at each of tliese places by wagon ferry. I 
reo’ret these figures are not available. Anyhow, it is reasonable to believe 
that a considerable amount of goods traffic from the metre gauge north of 
Sara would fiow via Rampur Boalia, and this would reduce the expense of 
handling at Sara ; the expense of handling all the through passengers from 
Calcutta to all stations north of the Qnnges would, also, -be less I presume. 
Again in the H lakhs mentioned, the cost of handling and supervision is a 
large item, and, eyen if a bridge was built at Sara, there would still' be 
considerable expenditure in regard to those services at Sara in connection 
with the transhipment yard, and this figure of lakhs in my opinion, 
taking these facts into consideration, could be considerably reduced, and the 
actual cost would be shewn at a less figure than now. 

21. Q. Would you then recommend a scheme involving the continuance of 
such an expensive ferry as the one at Sara, with all its attendant difficulties ? — 
Tes, I would stiU work Sara as it has been always worked for very many years 
but only if a bridge is placed at or near Rampur Boalia, with a metre gauge 
line running into Calcutta, then the mercantile interests would have "one 
uncertain means of commimication which they have always had, and one certain 
means of transport by an unbroken line of communication, connecting with 3,000 
mil es of metre gauge line north of the Ganges and Calcutta. 

22. Q. Have you considered the cost of bringing the metre gauge into 
Calcutta termini ? — was under the impression that 130 or 140 lakhs was the 
figure. 

23. Q. Eroman estimate made for us, the cost would be 170 lakhs (apart 
from Dock terminals) . Do you consider such cost is balanced by the advantages 
to be gained ? — I understand that 15 crores of rupees will be placed at the 
disposal of the Railway Board next financial year, and I think &e sum of 170 
lakhs may well be spared to effect such incalculable benefits which must accrue 
in the linking up of the metre gauge with Calcutta. It is riecessaiy to have 
some idea of the volume of traffic likely to pass over the proposed metre gauge 
connection ; it is very difficult to estimate what the volume would be. I think 
the Bengal and North-Western Railway Company have stated that they 
send and receive via, Mokameh, yearly, in connection with Calcutta, 600,000 
tons of goods, and 1 understand that it was estimated that 700,000 tons a year 
passed from the north hank of the Ganges via Sara. I would point out that 
there is one large item of 226,000 tons of Jute which represents the jute produc- 
tion of Purnea and Malda, and half the production of Rajshahi and Dinajpur ; 
all these places lying in a direct lin«*, and within the sphere of the Rampur 
Boalia route, it is natural to assume that 'the bulk of this jute would go via 
Rampar Boalia. It may not be generally known that Purnea is a large jute area ; 
that its acreage was 25,000 more than Pubna, where Sera jgnnj is situated ; that, 
during the last 10 years, Purnea has increased its acreage under jute by 268 per 
cent.; while Pubna, where Serajganj is situated, has only increased its'aoreage 
to the extent of 14 per cent, and a railway is now proposed from Serajganj. I 
am now doubtful if such a railway would be justified, the Steamer Companies 
tap Serajganj and render good, services there. The volume of traffic I have 
given and taken with the whole of the through passenger traffic between Calcutta 
and the north bank of the Ganges in my opinion fully justifies the expenditure 
in bringing in the metre gauge railway into Calcutta. 

24. Q. How yrould you propose to serve the jute mills on the East Indian 
Bailway side of the river ? —I should serve the jute mills on the East Indian 
Railway side of the river in the same manner as other jute mills are served lower 


could be or should be done at no greater expense. 


down, tbatis, by booking the jute vid Chltpore Ghat for mill delivery; this is 
now done under contract with the Eastern Bengal State Railway, the Landing and 
Shipping Comnanv who oarrv it in boats and deliver it at the mills, and this 
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25. 0,. (21/?’. McLeod .) — That would involye transhipment of course ? — I 
do not call 'that transhipment.' Practically the goods have arriyed at destination 
when they have arrived at Ohitpdre. Bat sending thorn up or down the. river 
is not equivalent to transhipment. What I ■ understand by transhipment is, 
when tlie good's are transhipped, the wagon and goods may be run for many 
miles 'after, but that is simply a terminal arrangement at Chitpore. 

26. Q. Taking the goods from one wagon to another is less risky than 
unloading it from a wagon to a boat ? — If you can send the goods direct-to' 
the mill, in preference to sending it by boat, and the risks attendant on the 
river Hooghly, it would he better certainly. 

27. Q.' Would you not then have for a part of the jute trade tranship,-- 
mont which you 'wish to avoid? — Ab I have -already .explained, I would 
scarcely call this transhipment, the jute, when it reaches Obitpore Ghat, has 
practically finished its journey, and has only to he boated a mile or two to 
the mills, as has to he done in hundreds of cases in the jute season. 

28. Q. How would you propose to serve the jute mills on the Eastern Bengal 
State Railway side of the river, and how would you suggest wagons should be 
taken across the broad gauge or metre gauge, as the case may bo ?— I should think 
if it can be done (and I believe it can) that a third rail should be laid on the 
present broad gauge sidings leading to the mills, and that the metro gauge shotdd 
■ be on the river side of the broad gauge,' and -the broad gauge should cross the 
metro gauge to get into the mill sidings ; T would, however, point out that the 
Engineers, who are best qualified to judge, may consider the delay to traflSc 
would be considerable, and I am afraid I cannot ventiue an opinion about this, 
but if it was deemed impracticable then the transhipment should be conducted at 
Haihati. I would point out that -with normal conditions, that is,'- with Sara Ghat 
in working order and not blocked, the bulk of the jute could be sent via Sara 
specially to the mills with sidings, it would only bo during the period when 
Sara -was' actually blocked that heavy traffic in jute might require to be dealt 
with at Naihati if a third rail could not he put into the sidings leading to the 
mills. 

29. Q. Would such cause delays and bo dangerous on main lines of heavy 
passeiiger; traffic ? — I shotdd like to leave the decision to the Engineers. 

30. Q. {Mr. McLeod ) — They said it was excoodingljr dangerous and that 
it caused many delays ; would you be inclined to agree with that ? — I am not 
acquainted with the position of those lines. 

81. Q. You take exception to some of the mercantile community objecting 
to the enta’ance of the metre gauge into Calcutta. Have you read the note 
sent in by the Bengal Chamber of Commerce ? (Read paragraph 7.) — Yes, I 
have read the note. 

32. Q. Do you think that sound argument or otherwise, and why ? — I do not 
consider the two questions should be mixed up, the question of fully equipping 
the broad gauge lines to bring them up to standard is one thing, the question 
of bringing the metre gauge Itoo to Calcutta is another, and the one should not 
be subordinated to the other. I might as well refer to the immense sums spent 
on new canals in the north* west of India and suggest the money be spent 
on railwajfs. I recognise that the broad gaugo lines are not up to standard, 
and that a fully equipped metre gauge line will have nearly as great a carrying 
capacity as the broad gauge lines now working. I am aware of jasos where 
900 tons gross load is hauled daily by one engine, and, in some oases, 1,000 tons 
is hauled on the metre gauge ; and the broad gaugo, owing to not being up to 
standard, cannot do much more than this. 

33. ' 0,. {Mr. McLeod) — ^Do you think that it is justifiable to spend such 
a large amount of money in bringing the metro gauge into Calcutta, when the 
broad gauge is not fully equipped ? — The questions are distinct. If there is 
difficulty in getting money, I would say, in answer, why not get the Government 
to curtail their military expenditure, or their canal expenditure. I consider 
the metre gaugo entry into Calcutta is a most important thing. 

8dj.' Q. Supposing the Bengal and I<orth-Western Railway were given 
entrance into Calcutta by the metre gauge, would not that result in competition 

B 
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mth the East Indian Railway from Mokameli ?— I sliould scarcely call it 
competition, the natural flow- of the traffic to Calcutta from the Bengal and 
North-Western Railway is from west to east, in the same direction as the river 
Ganges flows, this is the natural route, it is not the natural route to send goods 
across the Ganges to the south-bank when the goods are destined for Calcutta. 

36. Would such competition and- reduction of rates be beneficial, and 
who would benefit P — Competition seems to me to bo beneficial ; it adds an 
incentive to improve the Railway services. In regard to reduction of rates, I 
do not suppose that rates viA Mokameh to Calcutta would be altered, and that 
the Bengal and North-Western Railway would carry the longer distance at the 
same rate ; this would be beneficial j and ! believe the metro gauge systems and 
the public would benefit. 

36. Q. {Mr. Jfeieoi.)— Have you seen the letter from the Agent, Assam- 
Bengal Railway, in 1903 to Mr. Spring on the Ganges Bridge site ? — I beg to 
mention that these are my ownjiersonai opinions, quite apart from the Assam- 
Bengal Railway; and in regard to the letter you refer to, 1 have never 
seen it. 

37. Q- {Major Shelley.) — Ton say the whole of the Bengal and North- 
Western Railway traffic must be handed over to the East Indian Railway at 
Mokameh. On what reasons do you basovthis statement ? — Beoause I under- 
stand now that all goods destined for Calcutta, from the west must come via 
Mokameh to reach Calcutta. 

38. Q. There are other ferry services ? — They are insignificant. 

39. Q. Tou say it must come ? — ^I mean it does come. 

40. Q. Where via Mokameh is the shortest route P Do you consider the 
Bengal and North-Western Railway should be helped to carry traffic past, a 
favourable junction in order to obtain a longer lead over their own system ? 
—I do not consider that Mokameh is a favourable junction. I believe 
that wagons from the Gogra rjver to Calcutta will , reach Calcutta on the 
metre gau^o as quickly as if they were diverted via Mokameh over the East 
Indian Railway. 

41. Q. If you were told that such diversion would, at the most, produce 
increased receipts of 8^ lakhs of rupees per annum on the Bengal and North- 
Western Railway, and would cause a loss to Government on the East Indian 
railway and the Eastern Bengal State RailVay of 18§ lakhsi would you still 
advocate this diversion being encouraged ? — I don’t see how • these figures are 
arrived at ? 

42. Q. The figures are based on those supplied by Mr. Burt— I regret 
I cannot follow them. 

43. Q. Then you refer to the largo number of East Indian Railway 
wagons which would be released by the entry of the metre gauge into 
Calcutta. Can you give us an idea of the number, and what extra 
metre gauge stock would bo required?— I cannot say what number of East 
Indian Railway wagons would be released, because the volume of traffic would 
vary at different times of the year. In regard to the increase of the metre 
gauge stock, that would be home by the Bengal and Noi-th- Western Railway 
who have no guarantee, they are not connected with (Sovornment in the least 
as far as I know. 

44. Q. With regard to the coal traffic, the down traffic is now convoyed 
in returning coal wagons which, with the diversion of traffic from via Mokameh, 
would run empty. As the upwards coal traffic amounts to 160,000 tons per 
annum, do you not think this consequence of adopting a via Eatihar route 
would operate against your estimated release of -stock P-r-I “.think the coal for 
the metre gauge section north of the Ganges, if transhipped at Naihati into 
metre gauge stock, would release broad gauge stock, 

46. Q. The East Indian. Railway would never -allow their traffic to be 
diverted in that way ? — At stations beyond the Ganges, the metre gauge wagons 
may be reckoned in thousands, and the broad gauge wagons in hundreds. , 

_ ^ 46, Q. As large transhipping stations are now being worked expeditiously 
in India, what are your reasons for tlunkiug that the t officers of the Eastern 
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Bengal State Eailway will be unable to' do at a Sara transhipment yard what 
other railway officials can do elsewhere ?— I think the best managed transhipping 
station is at Sabarmati, but there the traffic, namely, wheat and seeds, is more 
easily handled. At Sara; the traffic is very bulky, it is chiefly jute and tea. 

47. Q. (Jf#*. Are not Jute and tea very easily transhipped? — 

Jute is very easily transhipped, but 4t maund and maund bales are heavy, 
and tea has to be transhipped gently; the boxes are liable to be broken ; they 
must not be allowed to drop even a foot. The traffic generally is more hmcella- 
neous in its nature. 

48. Q. (Major Shelley.) — ^What is the economy of maintaining a large 
ferry service at Sara in addition to a bridge elsewhere ? — I think the feray 
at Sara would still be convenient for local traffic, and it would still constitute 
one of two routes. I would not close the Sara route at first, not unless abso* 
lately necessary. 

49. Q. Does not yom* proposal rather point to the desirability of the 
bridge being located on the spot where, otherwise, extensive ferrying arrange- 
ments must be maintained? — I consider that the bridge should be near 
Eampur Boalia because it is common to both systems. 

60. Q. As a railway man do you consider transhipment from wagon to 
wagon the great evil it is popularly supposed to bo ? — No, I do not, if properly 
conducted. 

61. Q. Is it not a fact that, in making up wagon loads, transhipment iS 
in ordinary railway working, n very frequent ooeurrence, even though there is 
no break of gauge necessitating it ? — Yes. 

62. Q. Considering that passengers travelling between main and branch 
lines generally have to change carriages, why do you consider it such a hardship, 
when oonduotod with proper facilities, and at convenient times ? — Because the 
bulk of the passengers who are affected on branch linos are few compared with 
the main lino passengers, and it is not at a convenient hour that the tranship- 
ment has to take place. As regards Sara transhipment of passengers for 
Siliguri must bo carried out at night. 

63. Q, It might not bo in future?— It is because the Dnrjooling-Hima- 
layan Railway cannot run at night. 

64. Q. The number of passengers for the Barjecling-Himalayan line is 
infinitesimal, as compared with the hulk of tho passengers ? — I quite agree, but 
there are passengers for Barbatipur and other points who will be affected. 

66. Do you still omsidor it a very groat bardsbip ? — Tes, I do. 

66. Q. You had, I presume, brauoh lines on tho Assam-Bongal Railway ? — 

Yes, 

67. Q. Did you work through carriages at each Junction, served at incou- 
veniont times to alloviato the hardships you depict? — We had a certain 
number of through third class carriages for tho oonvenionoe of travellers. This 
was done in order to prevent transhipment. 

68. Q. Do you consi dor passengers would pro for a change of carriage, or • 
an increase of 50 per cent, in tho duration of a Journey ? — I do not see wbere 
60 per cent, comes in, hut I think third class passengers, who have little regard 
for time, would profor to tho bustle of crossing the river at Mokameh an 
inorcosQ of 60 per cent, in tho duration of tho Journey. 

69. Q. (Mr. Dumayue .) — ^Would you be prepared, speaking generally, to 
admit that tho admission of tho mixed gauge into tho terminals would compli- 
cate the arrangements ?— -I have no doubt it would, but tho gauges need not 
bo mixed. That would result in work not being so smartly done ? — Yes. 

60. Q. In your oxperionoa miuor acoidonts may sometimes greatly dislo- 
oato a day’s work ?— Yes. 

01. Q. Do you think that the mixed gauge would tend to more minor 
acoidonts ? — Yes, 

62. Q, Would the working of tho mixed gauge, presuming it is feasible, 
load to certain increased expenditure, in staff and engines ?^ — I don’t ^ think 
there would ho any increase of staff. If the metro gauge were brought in and 
worked independently, it would como to the samo thing. 

- n a 
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APPENDIX A'. 

No^l0262— 10864 (Railways), dated 8Stli December, 1906. 

RESOLUTION — the G-oveenment or India, DErAETiiEitx or CoiiUBaoB and 
Inddstet. 

The question of the most .suitable site for the erection of a bridge across 
the river Ganges near Calcutta, \pith the object of affording the metre gauge 
systems north of that river direct access to the country to the south, has been 
imder consideration for some years past. Hitherto two proposals have been 
discussed ; — the erection of a bridge at Sara, which would link up the metre 
and broad gauge sections of the Eastern Bengal State Railway, and the con- 
struction of a mdge at Godagiri, which would more directly serve the interests 
of the Bengal and North-Western Railway Company. A third proposal has 
now been put forward by the Railway Board, to the effect that a bridge should 
be made at Rampur Boalia, connected by short links with the nearest stations 
on the Ranaghat-Katihar and Eastern Bengal State 'Railways, and affording 
direct access to Calcutta by means of a new metre gauge line to be laid via 
Ranaghat and Mcherpur. 

2. This proposal has not hitherto been considered by the Government of 
India and, in view of the important engineering, administrative, traMc, and 
financial questions involved, and the complexity of the issues, they are of 
opinion that there is not at present sufidciont iulormation available to enable 
them to decide definitely as to the most satisfactory solution of the problem. 
Further, they are unwilling to approach the Soorctary of State again in respect 
of this matter until the commercial community has had the fullest opportunity 
of criticising the scheme now put forward by the Railway Board, and 
of expressing thoir views on the question as a whole. Por these reasons, the 
Government of India have decided to appoint a small Oommittee to which the 
whole question of the bridging of the Ganges will be referred. The Com- 
mittee will consider and report on the three schemes outlined in the first para- 
graph of this Resolution, and will also state their views on the general question 
of tho bridging of the river. They will bo empowered to make such enquiries 
as they may doom necessary, in order to arrive at a decision on the question 
referred to them. 

Tho Governor General in Council trusts that the Oommittee will, at the 
conclusion of this inquiry, find thomsolvos in a position to recommend, for the 
apiu’oval of the Secretary of State and the Government of India, a scheme for 
the settlement of this important and complex question, which will be satis- 
factory to tho different intorosts concerned. 

3. The Oommittee will be constituted as follows : — 

President, 

Mr. G. Moyle, m.i.c.e., Director of Railway Construction. 

ilemhers. 

The Hon’ble Mr. W. A. Inglis, Soorctary to the Government of- Bengal, 
Public Works Department. 

Mr. Norman McLeod, Messrs. McLood and Company, Bengal Chamber 
of Commerce. 

A representative of the Bengal National Chamber of Commerce. 

Mr. E. G. Dtttnayne, Vice-Ohairman, Port Commissioners. 

An oC&oar of a non-Staie Railway in India to be appointed by the 
Government of India. 

Secretary. 

Mr, J. H. Lovell, Deputy Consulting Engineer for Railways, Calcutta. 

4. The Committee will assemble directly after the Christmas holidays, 
and it is hoped that they will bo in a position to submit their report by the 
end of Eobmary. 
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6. A copy of a note prepared by the Bailv^ay Board for the information of 
the Committee, setting forth the details of the scheme ■which they favour, is 
appended to this Biesolution. 

Ordered that a copy of this Resolulaon bo forwarded to the Government 
of Bengal, to the Government of the United Provinces of Agra and Oadh, 
to the Government of Eastern Bengal and Assam, to the Uome and Einance 
- Departments, to the Secretary to the Railway Board, and to the President and 
Members of the Committee. 

Ordered also, that it be published in the Supplement to the Gazette 
oj India, for general information. 


BRIDGING THE GANGES. 


Idrief niemoifandani hy the Hailioay Hoard on the alternative eehemes for 

^rovidmg direct railway oomwiinieation bettoeen ■ Northern Bengal and 

Calcutta. 

The question of bridging the Ganges north of Calcutta has been under 
the consideration of the Government of India for some yeirs ; bat no dcdnite 
oonolusion has yet been arrived at as to the site at which the crossing should 
be made. 

2. In 1903 detailed investigations wore made as to the feasibility of 
building a bridge at S ira, a scheme favoured by the mercintilo community 
of Calcutta who, it is believed, couple with it the conversion to standard gauge 
of the metre gauge lines of the Eastern Bengal State Railway which lie to the 
north of the river. 

8. Since then, however, a standard gauge line has bien constructed from 
Ranagbat to Godagiri, on the s rath of the G mg ‘s, and fie construe tion of 
a metre gauge link from Godagiri to Katihar on the north is now in progress. 
To connect these two lines a proposal has been put forward for bridging the 
river at Godagiri. 

4). A vast net-work of metre gauge railways occupies the country to the 
north of the river extending from the extreme east of Bengal to the north of 
the United Provinces, and it may be taken as certain that, whether a bridge 
be built at Sara or Godagiri, conversion of existing gauge to a greater or lesser 
extent, according to the position of the bridge, will be claimed by the commer- 
cial community as a natural sequence, if the full benefit of bridging is not to 
be lost. 

5. Moreover, it is clear that the provision of a bridge at either of the 
crossings named would not meet satisfactorily the full requirements of trade 
as a permanent arrangement, and the Railway Board feel confident, therefore, 
that the building of a bridge at one site would eventually be followed by the 
building of a bridge at the other. 

6. This, coupled with the conviction that the entry of the metre gauge to 
Calcutta cannot long bo postponed, make it necessary to oonsidcr the feasibility 
of adopting an alternative scheme, which, while anticipating the latter event, 
will also satisfy the full legitimate needs of trade at the minimum of cost to 
the State. 

7. The Railway Board believe that the only practical way of solving 
this problem is by constructing, at the cost of the State, a bridge at or near 
Rampur Boalia, by connecting it on the north with the metre gauge lines on 
either side and by continuing the metre gauge into Calcutta. 

8. Such is the general review of the case and such the solution proposed 
by the Board of the difficulties of the situation arising out of the various 
interests which it is necessary to meet. It is, however, desirable that the 
main considerations which have iufiaenced the Board in arriving at the 
conclusions they now put forward, should be set forth more in detail. 
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9. There are three aspects ofanjr scheme designed to satisfy the require- 
meuts of the existing situation, which must ho regarded in considering its 
relatire merits and judging its claims to preference over others. Of these the 
first and most important is the financial aspect. 

10. Assuming a bridge to be built at Sara, transhipment of traffic beyond 
the river would still be necessary under existing conditions between the broad 
and metre gauge stoot, and this disadvantage could only be removed by the 
conversion of the metre gauge lines of the Eastern Bengal State Railway 
which,-, as mentioned above, is already regarded by the public as the logical 
sequence of the connecting of the two gauges at the river. 

11. Similarly crossing the Ganges at Godagiri by a bridge would mean 
transhipment of traffic between the stock of the two gauges, a disadvantage 

' for the removal of which the only practical means available would lie (given 
that the conversion of the metre gauge north of the Ganges would in this case 
he quite beyond the sphere of practical politics) either in the conversion of 
the newly-built Ranaghat- Godagiri Railway to metre gauge and the extension 
of the metre gauge from Ranaghat to Calcutta, or in the constmotion of an 
entirely new and independent State metro gauge line between Godagiri and 
Calcutta, the construction of which w'ouldbe fully justified financially, fed, as 
the line would he, by the heavy traffic of a railway of the magnitude of the 
Bengal and North-Western Railway. 

12. The alternative scheme, providing as it does for a single bridge at a 
point about equi-distaut from the two railway systems seeking to cross the 
river, and readily connected with both by short linlcs which do not appreci- 
ably affect the through distance, together with a double metre gauge line to 
the south of the river, bisecting tlio eountiy wliiob lies between the two 
standard gauge lines and terminating in Calcutta, would at once remove the 
difficulty of transhipment, open out a now tract of country, and anticipate the 
entry of the metre gauge into Calcutta. 

13. On the hypothesis, therefore, that to satisfy the requirements of trade 
efficiently and fully abridge built at Sara would also necessitate the building 
of a bridge at Godagiri, it will at onco be apparent that the scheme of a single 
bridge at Uampur Boalia, if it succeeds in establishing its claim fully to meet 
the needs of trade, has a substantial financial advantage. Put into figures the 
approximate cost of the two alternatives may bo takeu as follows 


(!) Cost of bridges at Sara and Godagiri jilvs the cost of 
converting tbo metre gauge lines of the Eastcin 
Bengal Slate Iloilwny, .'ind tbo cost of extending 
the metre gauge from Godagiri to Giloutta 
(ii) Cost of bridge at Rainpnr Boalia phn cost of 
connectionB on the north with the metre gauge 
lines on citlior side, and the cost of a double metro 
trnugo line to Cnlcnlta . , . . , 

(iii) Saving to ho effected by the adoption of the 
Jlnmpur BojiJia scheme . . 

or approximately 3 crorcs of i-upces. 


Bs, 


C70 lakhs. 


300 


ff 


2S0 


n 


^ 14i. The next aspect whicb calls for consideration is the commercial aspect, 
or, in other words, that which concerns the ability of the schemes to meet the 
requirements of trade, , The alternative Bchcinc of tiic Rampur Boalia Bridge 
will, it is certain, prove to ho no loss efficient coramoroially than the combined 
Sara and Godagiri bridges scheme, and, in addition, it gives promise of seem- 
ing advantages to trade which are absent from the latter. 

15. There can ho no question but that the provision of an additional line 
from the north to Calcutta and tbo opening to railway communicauon of new 
country, are solid advantages to the trade of the Port. This additional line 
would, on the eastern side, divert from the standard gauge the whole of the 
tea and juto traffic coming by rail from Northern Bengal by the Sara route, 
and as the increase in lead would bo approximately nino miles only, the 
Railway Board arc prepared to agree that no greater charge shall be levied 
upon traffic carried by the now route than what ii would have to pay if a 
bridge were built at Sara. The carriage throug h to doslmation of this traffic 

s 
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in mbtre ffduee -v^agonB \r6uld lia'vo'llie result bt placing tlio stautlaTtl gauge 
stock at tie entire disposal of the traffic corning fi'om Eastern Bengal and 
Assam vid Goalundo and Khulna, and would ' thus inStirb this traffic agaihst 
the inconvenienoe to which it is now liable in times of pressure (an inconveni- 
ence which would be accentuated, rather titan other\TOb, in the event of the 
provision of a bridge at Sara) by reason of the demands of the traffic froin 
the north. 

ie. On the western side, ihe additional line wohld provide a more direct 
route to Port than will bo. available under present conditions when the Kdtihar- 
Godagiri link is oompletdd.' Trade would be rolifeved of tbe present transhipi 
ment of heavy grain traffic at Mpkaraoh, wlioro the fiver is causing consider- 
able trouble, and Calcutta would bo placed in direct communication with 
Oudh and the fertile area of Tirhut which the Bengal and North-Western 
Eiiilway system serves. This would also tend to relievo the strain on the 
East Indian Railway and release a ooftain amount of its' stock for general 
use. 

17. With regard to terminal arrangements, there is no reason to suppose 
that there will be any practical difficulty, which is not susceptible of removal, 
in providing tbem, and, moreover, it has to bo noted that they will bo equally 
necessary whichever of the two alternatives for hridginig the Ganges is adopt- 
ed unless transhipment is imposed at Qodtigiri. The Port of Madras has, at 
tbe present time, lines of both gauges' ninning into it, and Earaolu has, for 
some time past, been pressing for the entry of the metro gauge into its 
port. 

18. There remains the engineering aspect to consider. Hero the advan- 
tage lies unquestionably with the Rampur Bonlia site. ,Tbc Ganges is 
notoriously a difficult river to bridge, owing to tbe conditions of the soil, the 
width of the river, and the readiness with which it deviates from its course. 
The Sara site, though declared to bo quite practioablo, is admittedly a difficult 
one. That at Godagiri is better, though not free from difficulty. At Rampur 
Boalia the conditions are favourable, as at that point the river traverses a 
straight roach, from which it has not varied for a bontury, and both in building 
and maintenance the site is preferable to that at cither Sara or Godagiri. 

19. To summarize, the objects to be gained by the adoption of the Rampur 
Boalia scheme are as follows : — 

(i) It can bo carried out at a comparatively reasonable cost, 

(ii) It will provide a now route for tea and jute from Northern Bengal 

to he carried through to destination in its own special stock. 

(iii) It will ^ render available a largo number of wagons for the ex- 

clusive use of tbo traffic from Eastern Bengal and Assam via 
Goalundo and Ebulna. 

(iv) It will, by relieving the standard gahgo sebtion of tho Eastern 

Bengal State Railway of the present via Sara traffic, enable it 
to deal more expeditiously with the via Goalundo and Ehnlna 
traffic. 

(v) It will, .by providing a now and independent route for the.present 

via Sara traffic, enable it to ho dealt with more expeditiously. 

(vi) It will effectively moot tho present difficulties of transhipment at 

Sara and Godagiri without the imposition on trade of any extra 
charge for freight. 

(vii) It will afford railway faoilitios to a new area between Rampur 

Boalia and Ranagbat. 

(viii) It will relieve pressure on tho East Indian Railway at Mokamoh, 
and make a larger number of wagons available for the general 
traffic of that line. 


19t1i December, 1906. 


P. E. UPCOTT. 
W. H. WOOD. 
T. R. WYNNE. 
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From the Secretary, Qangee Bridge Oommittee, to the Secretayy, Bailway 

‘ ' Board. 

. With reference to the Bailtvay Board’s memorandum accompanying the 
Department- of Commerce and ^luduatry’a Resolution No. 1026^—10204,. dated 
28th Deoember 1906, 1 am directed by the Oommittee to ask you to request 
the Rsiilway Board to depute some one to explain the scheme given therein with 
special reference to paragraph 17, on page 134. 


Fr<tn the Secretary, Baikoay Board, to the Secretary, Ganges Bridge 
■ . Comnittec.- 

I am directed by the Railway Board to acknowledge the receipt of your 
letter No. 42, dated 10th January 1907, and to say that as the Government 
of India’ dqhdt desire fo take part in' the enquiry ’as to the bridging of the 
Ganges in any w'ay so far as any particular scheme is , coneefnod, ' the Railway 
Board consider it would be undesirable for their representative to attend the 
Committee as advocating a particular proposal. 


From the Secretary, Ganges Biidge Committee, to the Secretary, Bailicay 

‘ ' ' Board. ' ' ' 

With reference to your No. R. C. 177 D.-2 of the 11th January 1906, 
the Committee have instructed mo to say that the tenour of letter No. 42, 
dated the 10th January, appears to have been misunderstood. Tltero was no 
intention of asking for the deputation of an' oflidor to advocate the scheme 
put forward by the Railway Board, but merely that some ofiicer conversant 
with the Bohemo might attend for the purpose of explaining it in more detail. 

2, You will ohservo from paragraph 2 of the Government of India Rcsor 
lution No. 10252 — 10204, dated tho 2Sth December 1903, appointing the 
Committee, that tlio Commilteo is requited to “ report on the three schemes 
outlined in the first paragraph of this Resolution,” and again in paragraph 
1 it is said " a third proposal has now heon put forward by the Railway 
Board ” and without tho explanation now asked for tho Committee will be 
unable to corajily with tho instructions of tho Government of India. 

3. Tiic, Oommittco trust that the Railway Board will, with this further 
explanation, see their way to helping them in this question. 


From the. Seorelary, Bajllway Board, to the Secretary, Ganges Bridge 

Committee- 

I am directed by the Railway Board to acknowledge tho receipt of your 
loiter No. 07,. dated.,the 12Jh January 1907, and to say that the Board are 
very^w.Uling. to assist tho Committee so far as they properly can and with a 
view to seeing how far thej’ can help tho Committee will bo glad to know 
what aie the precise points on which tho Oommittee desire explanation. On 
receipt of this information tho Railway Board will give the matter their further 
immediate eonsidoraiion. 

4 • <> «r '■ fl 


From the Secretary, Ganges. Bridge Committee, to the. Secretary, Baihoay 

Board. 


With reforonoo to. your letter No. R, 0. 17-1-2, dated 14th instant, 
and in continuation of my No. 100, dated iGth January, the Committee 
have diroe tod me to ^ state that the following aro the points on which they 
wduldbe much obliged; if tho Railway Board would kindly give them further 
information : — 


[See next page.] 


s % 
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From the Seeretary, Railioay Foard, to the Secretary, Ganges Bridge 

Committee. 

'With reference to your letter No. 163, dated 19tli January 1907, I 
am directed by the Railway Board to send you herewith the enclosed state- 
ment which shows on the left hand side the questions asked by the Ganges 
Bridge Committee and on the right hand side is the Hallway Board’s expla- 
nation as desired by the Committee. 


^nettions ashed of the Railway Board ly 
the Ganges Bridge Committee. 


Beyltes of the Baiticay Board, 


1, (Paragfraph 1 of _ Railway Board's 
memorandum accompanying Government of 
India Resolution No. 10262-10264', dated 
28tli December 1900). 

The Committco would bo obliged if tbo 
Railway Board would kindly inform them 
what reasons prevented the Government of 
India from arriving at a decision in connec- 
tion with tbe Ganges bridge and wby Mr. 
Spring’s proposals were unacceptable. 

n. (Paragraph 2). IVill the Board bo 
pleased to give their reasons for the belief 
expressed in paragraph 2 of their memoran- 
dum that tlio mercantile community of 
Caloutta demand not only a bridge at Sara 
but couple with it the conversion of the 
metro gauge lines north of the Ganges to 
standard gauge (sco paragraph 4 also in this 
conneetion.) 

The inference to bo drawn from this para- 
graph is tliat the Katihnr-GodogIri*Rnnn- 
ghot route was projected after Mr. Spring 
liad submitted his report. Is it not a fact 
that the Ranaghat-Moorshodabad section of 
this route had actually been commenced 
when ho made his investigntions and that ho 
treated the route as, for all practical pur- 
poses, existing ? 

HL (Paragraph 3). By whom and wben 
was the proposal to bridge the river at Goda- 
gm put forward and on what grounds was 
it advocated ? 


Committee 

be glad to know why a bridge nt Sara 
not meet all requirements, seeing that 
^dagm traffic would only bo diverted a 


I. The papers sent to the Committee by tbe 
Department of Commerce and Industry in- 
clude nil the despatches which have passed 
between the Government of India and the 
Secretary of Stite, which despatches will 
give the information desired- by the Com- 
mittee. 


II. The Railway Board found the belief ex- 
pressed in paragraph 2 of their memorandum 
on (ho remarks made by the commercial 
representatives at the meeting wliieli the 
•Railway Board had with the Bengal Cham- 
ber of Commerce in July last. 


III. Tho proposal to construct a bridf^e over 
^0 Ganges nt Godngiri was made "by the 
Bengal and North-Western Railway. The 
grounds upon which the Bengal and North- 
McstcTO Radwny made their propoml were 
that they had exponenced extreme difficulty 
in maintaining a ferry service viif Mokamch 
m consequence of tho action of the river 
Ganges upon the approaches to the necessary 
ghats and that tho construction of tho bridge 
wonld remove the very serious disabilities 
under which the public suffered in conse- 
quence of the unreliability of the service via 
tins route. 


. . . xiuam in ouenng ibe desire 

explanations do not more than possible desii 
to dr.iw inferences from the question, bi; 
from tho tarms of this question it won] 
appear that tbo Committee do not full 
realize that the Board have an equal duty i 
traffic arising from the country west of tt 
proposed situ for the Sara Bridge as to the 
f roni the east. W ith this preHminaty remar 
the Bo-ird s answer to tho question is tho 
alter careful considemtion they arc of opinio: 
that in the general interests it is not desii 
able that the traffic arising from one p.n 
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V, (Paragraph 0). Will 6he Board Idndly 
^to tho arouiidB on whioh their conviotion 
is based that the cnlrj' of the metro gauge 
into Calontta cannot belong postponed ? 


VI. (Paragraph 7). Do the Board con- 
aider the construction of tho metre gauge 
lines into Calcutta an essential feature of 
their sohomc for a bridge at Rnmpur Boalia 
or do they recommend that site irrespective 
of gauge questions 7 


VII. (Paragraph 8). Will tho Board bo 
pleased to detail tlio various intcrects ^hich 
in their opinion it is necessary to meet and 
to indicate their relative importance 7 


VIII. (Paragraph 30). Under tho 
sumption mado and assuming also that 
existing broad gauge line D.amnlcdin • 
Poiadab was replaced by n metre gauge i 


should be carriedia further distance than is 
necessary out of the direct route in order 
that the traffic from another paiii should 
enjoy a more direct transit to destination. 

In suggesting that the bridge should be in the 
vioinity of Rampur Boalia together ndth 
the construction oE the necessary connecting 
works, the Board are of opinion that the in- 
terests of the tiaffic as a whole arising on the 
north bank of the Ganges is given impartial 
treatment in its access to the Poit of 
Calcutta. 

V. The Board view the fact of the existence of 
the very largo metre gauge mileage on the 
north bank of tho Ganges fogethei with the 
extensions in the increase of such mileage at 
present under construction as also the further 
proposals for increase of metre gauge rail- 
ways in the same territory makes the conver- 
sion of the metre gauge lines north of the 
Ganges to 6' 6" gauge a proposition which 
docs not como within the scope of praotical 
considciation. They therefore had to con- 
sider whether in making their proposal that 
vast area was to bo pcimancntly under the 
disability of having for all time to submit to 
its tiaffic being transhipped before it could 
reach its destination at Calcutta. For these 
reasons the Board considered the only practi- 
cal way of removing such a serious disability 
was to adopt a schemo for removing the 
necessity of transhipment by bringing the 
metro gauge into Calcutta. 

VI. A perusal of tbo Bailway Board’s note will 
show that tbey consider the construction of 
tbe metro gauge into Calcutta on essential 
feature of tboir scheme for a bridge in tbe 
vicinity of Bampur Boalia as it will provide 
a new route for traffic north of tbe Ganges to 
Cnlcnttn while at the same time directly 
interesting tho metre gange systems of 
Northern India in Calontta trade. 

VII. Tho Railway Board arc not sure that they 
understand Ibis question, but ibe Board in 
using tbo expression in parngraph 8 of their 
memorandum, published with the Resolution 
of Government on the iiStb December 
1906— 

difficulties of the situation arising out of 
tho various interests which it is neces- 
sary to meet ” 

bad in mind the very largo traffio in various 
commodities which now have to run tbe risk 
of delays oaused by floods and damage to 
ghats by tho river Ganges, also tho public 
inconvonionce arising therefrom and the sub- 
stantial expense put upon the railways in 
oon<oqucnce of sumi diffioulties, also the very 
substantial loss that tho oommcrcial^ com- 
munity suffer by want of reliability in the 
transportation of the commodities in which 
they arc intoi'cstcd. 

VIII. Tho Board are of tbo opinion that the 
cost would bo approximately tho some with 
the disadvantage of losing tho opportni- 
nity of opening out now country whioh 
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and that the metro gauge is continued fiom would bo secured at the same cost if tho 

Poradah to Calouitoj would tlio- cost bo Railway Board's proposed ah’gnuicnt was 

greater , or less than that to ho incurred adopted. 

under the Board’s | roposal for a new motra 

gouge line Rampuf Boalia to.llanngliat and 

on to Calcutta ? 

IX. (Paranraph 11). How again would tho IX. This would _ involve the building of a 
CQoi of replaiing the existing broad gauge bridge at this site and togetherwith a bridge 
. lino Lalgola to Uunaghat by a motrn g.-iugo nt Sara the cost would far exceed the cost of 

linoj to b-* continue i on to Calcuttoj com- tho Board's proposals, 

pare with the cost of tho Board’s proposals ? 


X. (Parnginph 12). Would not tho “ al- 
ternotivo sehemo " take il Very large tmilic 
from tho abandoned ‘routes ? For' inslnncc 
would not tho'Capilal inve*tod in Iho oxitt- 
ing double line Banngliaf to Poradah and 
also in tho single lino Rnnaghat to Lalgola 
become to soiho extent Unproductive' and 
for tho prosoufat hast' lost capital ? 

What are the prospeaN of the now Imet 
of country to be opened ont tind tho dis- 
trict of sufllcicut imporlancu on 'the poinila- 
tion and trade ba'^is 'to conlributc sen.sihly 
to tho'rcvcmio of the double metre gauge 
line proposfd ? i. • , . 

Is not the' tract already sorv«l to some 
extent by -tho Ganges,' and two railwa_vs 
which enclose it,* ' and by' navigable rivcr.s 
intersecting it ? > • 

XI. (Pnragrapli<i M- and 15). The addi- 
tional lino refcrio<l tu is (.aken to bo the 
proposci metre g-inire lino from Bampur 
iloalia to Calcutta. What solid advantage 
would tho port of Caloulta get by the eon- 
stniction of tbc new lino Rninpur Uonlia 
to Ranaghat ? 

Tho Board soy that the rates levied will be 
the same, whether the Sara scheme nr t'loir 
own is adopted, for ton and jute traflie now 
carried rm Sara. It will prcsnmably be 
admitted that through eommunicatlun for 
this particular trallic could be ertablishcd 
t'fa Sara at very much less cost than under 
tho Beard’s scheme ; and it will also be ad- 
mitted perhap.e/tlmt tho adoption of the 
Board’s schemo iVuuld mean loss of capital 
expended on existing lines, vide question on 
paragraph IS. In other worJ.s, adding llic 
cost of transportation and mainlcnnsce to 
total interest charges tho cost of taking (he 
jute ‘and tea to-. Calcutta hy tho Board's 
route would bo greater than by tho Sara 
route. Cimseqnently there would ho a loss 
on tea and julo traflie ; on whom would the 
loss fall and, accepting the foot (hat tlicrc 
would bo a loss, would it not- stand in tho 
way of future reductions -in rates which 
might otlici-wisc became possible ? 

Considering that the trntRo from 00.1- 
luiido and Khulnn is carried over a singlo 
track lines, the capacity of which must be 
limited, would all the broad gauge rolling 
stock released by the ndmissieu of the metre 
giiugc to Calcutta bo required to meet it ? 

Do the Board consider that (he existing 
metro gango stock on tho Bastorn Bengal 
State Itailwny and the Be^al and North- 
Western Railw.ay will tnfEco to work the 
trafiio to Caloutta, or that considerable nd- 


X. In all cases of tho construction of an al- 
ternative route such route diverts from exist- 
ing routes a certain amount or trallic, hut 
(ho cxpcricnco of constructing new ihilwavs 
in India is that they holp to develop t!ic 
countiy throii|jh which they pass and prove 
in a vtTj' surprising way the wisdom of their 
construction. It is to he remarked that the 
Committee’s proposal a< involved in que.stiou 
No. 4 would have the same ellcnt upon the 
Rnnnghat-Lalgola line n.s the Boaid'e pro- 

{lOS.-!!. 


XI Tho Committoo are correct in awnming 
thnt tho nddilionnl lino referred to is the 
propOfwl metro gauge line from Rnmpiir 
Bonita to Cnlcultn, buf the Committee have 
oinittwl to consider tlio ndvaubiges' to Ihj 
derived from opening up the country by tlie 
construction of the new lilies on the north 
of the (5nngc.« joining iq> nt Rninpur Boalia. 
The const met ion of tlicfc lines tojjetlier with 
the bridge ns pr<n>OBed hy the Railway 
Board are, in view of the additional fact that 
they offer an alterimtive route, awtsiin to 
give to the j>o»t of Calcutta substantial nd- 
vautogc.s. As regards the remarks of the 
Committee in paragraph S of quest ien XI 
resjKM-ting the rates, it is not admitted that 
through communientioa for (ca and jute 
(ralfic could be cst-iblislicd rtn Sara nt vciy 
mneh le.ss cost tliiin under the Board's 
schemo, ns under tho proi>osal to construct 
ft bridge nt Snrn one of two things must be 
done, rir., the continuation of transhipment 
of (he whole of the tmfBc togi'ther with its 
attendant expense.^ and inconvenience rr 
the nUcratvon of the gouge from metre to broad 
north of the Ganges. The Railway Board 
do not admit the los.s onticip.'itctl. In the 
Committee's question np reference is made to 
the additional tinflio that would come to 
Calcutta if tho metro gauge system secured 
an entrance to 1 lie Port, No credit is also 
"iven to tho development that would occur 
with tho prompter dclii-cn' of jute and tea 
owing to the pr.*vision of an additional route 
for it to Caleuttn. 'Iho Railway _ Board are 
not aware that the cfst of bringing the 
Bengal-Nngpur Bailwny into Calcutta hes 
ever been put fora aid ns a reason for not 
reducing rates, altliough the bmore 

its cnlranco was being carried by tho Last 
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ditioDB to tliO stock o£ both lines would not 
be necessary ? ; ' . 

-Do they consider- that tho cost' of extrir 
naetro gauge stock likely - to be required 
'would be less tlian extra broad - gauge sto'ck 
in the event of tninshipment from gauge to. 
^auge ? • " • 

.. Have tbey-fconsidcred tbnt • ipetre gauge 
stock . entering- Calcutta tennini miglit be 
Bubjeoted to long detentions^ the- brunt of- 
which is 'at 'present borne by broad gauge 
stock and also tend to increase detentions 
of broad gauge tto’ck ? 


I ' . • ' r / ■ ' ♦ 

XII. (Paragraph 10), Wouhl trade be 
relieved of tho present transhipment at 
Mokaruch P- . . i - . 

.Docs not the > Boardi assume .that the 
Bengal'. and . -North'-Woslcrn jB-ailwny and 
Eastern.. 'Bengal State Bail way between 
them nrh.ih: a position to 'force tho. traffic 
now. canned >o/(f Moknmoh io tho now Bam- 
Boalia route and that' tho East -Indian 
Bnilway will tamely submit to the depriva- 
tion of this iraflio V • \y. 

If there is competition.. for this traffic will 
it not result in heavy doss - to Government j 
not only bedauso , rates will bo reduced but, 
because , the cost of transportation by, the. 
new route. -will bc.'.very much higher than 
vid Mokamch, both on accouut of extra 
mileage and in aelual.cost of working ? 


Xlli. (Paragraph 17). Tho Committee 
have been much impressed with tho serious 


Indian Bail way' vtd Asahsdl.'^ The argu-^ 
ment and dfeductiqn in tho lattbc part of 
paragraph S of question XI being -for the 
reason's gi-yen in the Board’s opinion based ' 
upon a wrong premise-no further remark is 
necessary 'thereon, except to say that in the 
Board’s opinion if the bridge is built at Sara 
another' will .have ‘ lo be built at? Godagiri 
resulting in an unnecessary' capital ' expendi- 
ture' together witb'bigb maintenance charges ' 
involving serious consideration as to wbether 
traffic will not hayfc to bear heavier transport 
charges to meet such unnecessary expense."' ’ 

With respect to paragraph 3 of question XI,' 
such broad gauge rolling stock as is released- 
upder-the Bailway Board’s proposal would 
bd available for use- on -any portion of the 
broud gauge railway requiring snob a stock.* 

As to paragrapli 4 of question XI, the ' Board' 
are of opinion that under tbeir scheme So - 
much hotter use will be made of the metre 
gauge stock that the detphtlous'and iuebu- 
vcnicnce now suffered by the public and ' the 
railways caused by tmnshipment will be' 
substantially, if not entirely* removed and 
traffic requirements met without additions 
to such riock, but tbc Board hope that the 
development of the trade will be so sub- 
stantial as to warrant from time to time an 
increase of such stock — the same as is done 
on all railways. 

Paragraph 5 of question XI i-s, the Board think, 
answered by their previous remarks, but their 
opinion is that it will be less- 

As regards paragraph G of question XI, the 
Board have some difficulty iu understanding 
upon what this part of tlie question is based 
as it appears to be entirely conjecture. They 
do not anticipate that any gtcater detention 
will take place ns regards metre gauge 
stock than is the ease with broad gauge 
stock, and would remind tbo Committee that 
under tbeir scheme the existing very serious 
detentions arising at tbc point of tranship - 
mcnl will be obviated. 


XII. It is no part of tho Bailway Board's 
scheme that ihe ferry at MoUameh shall be 
closed, but if tbo bridge' is built in the 
vicinity of Bampur Boalia, there is no doubt 
that a large part of the traffic which now is 
transhipped by means of this ferry will 
pass over such bridge and thereby tho trade 
will bo relieved of tbo transhipment. 

As regards paragraphs 2 and 3 of question XII, 
the Bnilway Board think that tho Bengal 
and North-Western and Eastern Bengal 
State Railways will naturally influence as 
muoh traffic as possible from and to their 
respootivo systems vtd the bridge at Bampur 
Boalia, but in this connection tho Bnilway 
Board would remark that every year alter- 
native routes arc opened which more or loss 
affect the traffic passing by existing routes 
and the oonfliot suggested in the Commit- 
tee’s enquiry is not in aotual expeiience 
found to arise. 


XIII. The Bnilway Board in making their 
proposals have looked upon tho matter from 
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diiHcullies wbicli have to be met in intro- 
ducin"" both gauftes at the Calcutta termini 
and would bo obliged if the Boa^ can indi- 
cate how Euch difficulties may in pmotico 
bo overcome. Have they included in their 
estimate the further cost of providing for 
large extensions to meet the probable con- 
gestion and have they also included the .re- 
ceiving, despatching and marshalling yards 
in connection with large termini such as 
Chitpore and the Hooks ? 

Has the cost of handling traffic in the 
termini been considered in relation to the 
cost of transhipment between the two 
gauges ? 

The Committee would feel obliged if the 
Board wopld kindly explain how the condi- 
tions at Madras, where the. two gauges 
converging from the north and south re- 
spectively meet in a small mixed gauge yard 
at the Harbour, form any basis for the solu- 
tion of the very difficult problem at Calcutta, 
where both gauges will approach from one 
direction and have to serve several termini, 
some of them very large and complicated in 
working ? 


XIV. (Paragraph 18). On what grounds 
have the Board based their opinions that 
Bampur Boalia is unquestionably the best 
site for a bridge and that the Sara site is 
admittedly a difficult one ? 


the broad standpoint of removing from the 
very laigo and growing traffic coming into 
Calcutta from tlic north of the Ganges the 
serious disadvantage of transhipment. They 
consider that if tbc general lines of tbeir 
proposal are approved it will bo found in 
working out the actual details of terminal 
. aTangements that a very largo portion of 
the existing traffic can be dealt with right 
through to destination withont break of 
gangs and without any substantially in- 
creased expenditure in terminal facilities 
over and above what it will be necessary to 
provide if the metre gauge is permanently 
excluded from Calcutta. It may be necessary 
in certain instances to tranship parcels of 
traffic into broad gauge wagons, but e\'en this 
the Bailvvay Board thiuk will only be a tem- 
porary matter as it is to be remembered that 
if tbeir proposal is carried out the tmffic 
which will come down in metre gauge 
wagons w’ill substantially reduce the traffic 
which now has to be dealt with in broad 
gauge wagons. The Kail way Board gather, 
from the remarks of the Cummittee in ques- 
tion XIII, that they have considered the 
difficulties of introducing the metre gauge 
as being in addition to the present traffic 
dealt with by broad gauge, whereas 
the advent of the metre gauge will 
materially relieve the broad gauge. If the 
Bailway Board’s proposals arc adopted in 
principle the details of working out tei-minal 
arrangements would be proceeded with 
concurrently with the construction of the 
bridge which will take not less than i }'earB 
to build, 

As regards paragraph 8 of question XIII the 
Bailway Board referred to Madras as a case 
of a Port raising no objection to the access 
of the metro gauge as well as the broad 
gauge into their city and harbour. They 
do not suggest that in some particulars the 
cases of Calcutta and Madras are comparable 
but felt it incumbent upon them to refer to 
it as there seems to be in the minds of some 
people strong aversion to the metre gauge 
having any access to the port of Calcutta. 

XIV. In paragraph 18 of the Board’s memo- 
randum attached to the Besolution of Gov- 
ernment, dated 8Sth Hccember 1906, the' 
reason for considering the Bampur Boalia 
site as being a good one for the construction 
of a bridge are shortly but accurately given. 
The Board do not think they can usefully ' 
add to this. As regards the Sara site being 
a difficult one from the experience- of maiu- 
taining the feiry service between Sara and 
Hamukdia the Board are of opinion that tbc 
action of the river at this part is moie var}'- 
iug and will involve the construction of 
greater protection works than will be neoes- 
saiy in the vicinity of Bampur Boalia. 


APPENDIX A®. 

^rom the Secretary, Haihcay Board, to the Secretary, Ganges Bridge 

Committee. 

With reference to my letter of the i'lst January 1907, I am directed to 
intoim you with reference to question XIII and the Board’s explanation given 
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tliereto, that the Board have -instructed, Mr. B. A. Hadow, one of the Assistant 
■Secretaries of this office, ■ to attend the Committee uith a memorandum of 
further particulars in connection with 'the terminal arrangements they have 
in mind. 


Mr.- R A. HadoWj Assistant Secretary to the Railway Board, appeared 
before the Committee on the, 5th February, 1907,' and read the following 
note : — ■ ' ' 

I have been instructed by the Railway Board to attend before the Com- 
mittee to give the following farther information respecting the terminal 
arrangements connected with the proposed advent of the metre gauge into 
Calcutta.' This information is in continuation of the explanation already given 
hy the Railway Board in reply to the Committee’s question No'. Xlll. 

The Railway -Board understand that the Committee desire more detailed 
information regarding how terminal arrangements in Calcutta would he dealt 
with if the metre gauge was extended to that place. 

The Board can only deal with the question on broad lines as there has 
been no time to w'ork out a scheme in .every detail. 

On broad lines their scheme is as follows : — 

The rail-borne traffic to Calcutta may be divided under three heads : — 

(1) Traffic that now proceeds direct by rail to destination for immediate 

use without any intermediate warehousing. 

(2) Traffic that is warehoused pending sale, local use or export. 

(8) Traffic that is dealt with locally, delivery being taken at local 
Calcutta railway stations from whoro it is carted to destination. 

Traffic under (1) brought by metre gauge to Calcutta would require the 
same access to destination as the now existing broad gauge. 

Traffic under (2) need not be carried to the same destination as at present 
by the Ijroad gauge. 

If warelmuso accommodation is provided in the vicinity of the existing 
centres of trade, traffic brought into Onlciitta by the metre gauge could be 
dealt with for warehousing purposes independently of the existing broad 
gauge. 

With warehouses provided so that consignments could be delivered into, 
and taken away from, such waiehouses by both metre and broad gauges the 
existing conditions would.be preserved, and as regards other means of convey- 
ance than railway it is a matter of no consequence by which gauge the article 
is delivered into warehouses -from which it is subsequently taken away. 

Traffic under (8) can be dealt with locally, quite independently of the 
broad gauge. 

The vavious localities to which traffic desires access are : — 

(a) The mills situated on tho banks of tUo river between Naibali and 
Oliitpoi'e. 

(fi) The tea warehouses at tho doclcs. 

(c) Tho Kantapukur grain warehouses at tho docks. 

(d) Consignments to and from jilacos on tho Strand Road and the ship- 

ping sheds at the docks. 

(e) I ho local traffic to Oh itpore. 

(/) Passenger and local goods traffic to Soaldah. 

Dealing in turn with each area— 

' (o) The niills situated on the bank of tho rivor between Naihati and 
Chitpore. 

As a broad gaugo.proposition the Eastern Bengal State Railway have, for 
fOToe time, advoeuted the necessity of a river faco line to serve tho mills 
betu oim those two points. 

Under j)resent arrangements there is delay to traffic and considerable risk 
in having to shunt all wagons for this area from the down main lino across 
the up main lino. 


T 
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The provision of a river face loop ivonld enable all' the traiBo to^the mills 
betAveen Naihati and Ohitpore to be dealt with without in any way interfering' 
with the free running of fbe main lines. 

The construction, therefore, of river face lines between Ifaihati and Ohit- 
pore, capable of tahing both broad and metre gauge wagons, would provide 
better broad gauge access as well as good naetre gauge access. Sidings would 
be short and traffic would be dealt with more expeditiously. 

(b) The tea warehouses at the docks. 

(0) The Elantapulcur grain warehouses at the docks. 

"With certain structural alterations the Bailway Board are of the opinion 
that direct access can be given in these localities to a sufficient number of 
sheds necessary to deal with the traffic brought by the metre gauge, and such 
alterations would in no way preclude both gauges having access to suoh shods. 

(d) Consignments to and from places on the Strand Boad and the 

shipping sheds at the docks. 

Part of suoh traffic would be dealt with at the warehouses previously 
referred to, and as regards the remainder it is to be remembered, in connection 
with the terminal arrangements, that they have not to be provided in the 
course of a few months, but considerable time must necessarily elapse before it 
is necessary to make any commencement with them, and the Bailway Board, 
with the assistance of the oxperienocd administration of the Port Commissioners, 
are confident that a very practical arrangement will be found capable of being 
carried out. 

(e) Local traffic to Ohitpore. 

(/) Passenger and local goods ti'affio to Soaldah. 

The traffic to these localities can be dealt with separately, independently of 
the broad gauge. In the light of these remarks, the terminal arrangements 
required, in the first instance, would he — 

(1) A river face line from Naihati to Ohitporo available for both broad 

and metro gauges, together with warehouse and station accom- 
modation at Ohitpore. 

(2) A main metre gauge line, Naihati to Sealdah. 

(3) A branch from Sealdah totho grain sheds and tea warehouses at the 

docks. 

This would involve no immediate necessity to introduce the metre gauge 
along the Port Trust Bailway nor at the docks themselves, except so far as 
concerned access to the grain sheds and the tea warehouses. 

In considering the terminal arrangements it is important- to remember 
that, under the regulations of the Port Commissioners, only imported traffic is 
dealt with at the jetties j all export traffic being dealt with at the docks. 

At the present moment it would appear that a largo number of persons 
view the suggested advent of the metre gauge into Calcutta with anxiety 
because of its novelty, but the Board hold a strong opinion that, like many 
other cases viewed from a distance, suoh anxiety will substantially disappear as 
time goes on and with a closer acquaintance with the actual facts. 

To prevent any misunderstanding the Bailway Board think it desirable to 
state quite clearly that under their proposal the whole of "the railway giving 
access to Calcutta from the Bengal and North-'W’ esterh system, as also the 
bridge over the Ganges, will be owned and worked as a State railway. The 
Bengal and North-W estern system will, as at present, stop at Katihnr ; the 
traffic between that junction and Calcutta being worked by the Eastern 
Bengal State Eailway. 


1. Q. (Major S/ieney.)—Gan you kindly say what is the difference 
between the traffic classed as (1) and that classed as (3) in the note by the 
Bailway Board so far as railway transport is concerned I understand that^the 

only difference is that (1) does not reouire any further transportation once it is 
dcliyered. u - 
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2. Q. Could you illustrate wliat aucli traffic ■would be? — Under (1) I 
should put jute going ,to the mills, while (3) refers to traffic for delivery, straight 
ivaay to the consignee which is removed by cart or boat. 

3. Q. As regards jute which is delivered into godowns alongside the Port 
Commissioners’ railway, does that come under (1), (2) or (3) ? — take it that 
would come under (3) because it wants transportation, after delivery. I don’t 
• mean to say that the, rail way carry it ; it is delivered .loually, but it requires 

further transportation. 

4s. Q. Then as regards the traffic under class (2), the Bailway Board’s 
idea, as I understand it, is that you propose to duplicate the warehouses, if the 
metre gauge cannot be brought into the existing warehouses ? That would he 
an enormously expensive arrangement and as it includes private warehouses, 
would the owners fie prepared to duplicate their warehouses ? — That is a point 
I am not instructed upon. . .. 

B. Q. I gather from the note that the Bail way Board have not yet had 
their .proposals .investigated at. site; is this correct?— I am unable to say. 

6. Q. {Mr. JDumat/ne .) — ^Have you personally made auinspeotion of the 
arrangement at the Kidderpore Docks ? — No.. 

7. Q. Have the Railway Board made any inspection .and recorded an, 

opinion favourable to the introduction of the metre gauge after examination? 
— I cannot .say yvhether they have personally .examined it or not. ' 

8. Q. Are you aware that the trade approve, of the poHoy. of central- 
ising certain classes- of. goods, at certain places in order to minimise the local 
charges .?— I don’t think that the question is relevant. 

■ (Plan shown to witness.) 

9. Q, Have you seen these depfits ? — No. 

10.. Q. Do you know the purpose of these dep6ts, is it to minimise the 
local charges ?— I am here to give answers on behalf of the Railway Board 
I presume they know the purposes of the dep6ts. 

11, Q. Are you prepared on behalf of the Railway Board to admit that 
there is an advantage in centralisation ?— I am not instructed to answer on 
that point. 

* 12. Q. Have the Railway Board authorised you to describe any system 
of mixed gauge working at any place in India ? — No. 

13.. Q. Oau you tell us whether the Railway Board had before them any 
figures showing how much traffic is handled direct from the railway wagons 
to°ships, and how much is temporarily deposited awaiting sale ? — I cannot say. 

14. Q. Have the Railway Board any plan, or considered what altera- 
tions would be necessary in warehouses at the docks and jetties to allow of the 
introduction of the mixed gauge ? — I understand the point has been considered. 
I don’t know in how much detail. 

IB. 0,. No plans have been made public that you can speak of ? — have 
not seen any. 

16. Q,. Are there any plans or arrangements for the use of the same 
locomotives for metre and broad gauges, in i^unting ? — I do not think so, but 
I understand the Board’s scheme was to keep the two apart as far as possible, 
and not have the mixed gauge more than is necessary. 

17. Q. Have they made any inspection of the jetty premises where the 
import foreign trade is dealt with, and, if so, do they think a mixed gauge is 
possible there ?— They don’t propose a mixed gauge at the jetties at present. 

18. Q. "Would they he prepared to admit that there is no possibility of 
an extension of the lines at the jetties ? — I don’t know. 

19. Q. You are aware that the conditions at the Strand Road and the 
river face are inelastic ? — Yes. 

20.. Q. Are you. aware that the same inelastic conditions exist in certain 
■parts of the line between the jetties and Cossipore ? — The Railway Board do 
not propose to bring the metre gauge south of Ohitpore. 
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21. Q. Are the Railway Board aware that’ tlie jute centres for the sale 
of jute are a considerable distance south of Chitpore ?— I think they are aware 
of that. 

22. ’ Q. Then their solierae would contemplate a considerable expense in 
cartage fromtbeir terminus to the trade centres ? — They contemplate the ware* 
houses for jute at Oliitpore. 

23. Q. And if the trade did not want the warehouses at Ohitpore and 
their warehouses are further south, the trade would be bound to folloAv and go 
to Hatkholah and Ruthtolla ? — No doubt. 

24. Q. You are prepared to admit that the trade would have to look to 
its own vested interests ? — am not prepared to say what the opinion of the . 
Board is on this point. 

26. Q. Are you aware that the trade now insists npon delivery at Hat- 
kholah and Buthtolla, and that difficulty is sometimes found to give ' delivery 
there ? — I presume the Bailway Board are aware of that. 

26. Q Any scheme for Ohitpore would mean an attempt to move the 
trade out of its present locality ; would you bo prepared to admit that ? — I am 
not instructed upon the point. I presume they have considered it. 

(The witness was here shown a plan of the docks with the arrange- 
ment of lines and crossings.) 

27. Q-. Would you be disposed to admit that the introduction of 
a third rail would greatly multiply our diffioulties in shunting, and would 
greatly delay the despatch of business ; the introduction of a third rail to 
this scissors crossing increases the numher of crossings from 8 to 21 ? — If it 
has to be done in that way, it would no doubt. 

28. Q. Do you know of any other way ; imagine a number of mixed 
gauge wagons standing upon those sidings : as a railway man do you not 
think that would mean a good many difficulties ? — No doubt it would. * 

29. Q. Have you yourself over seen a position so complicated on the 
mixed gauge ?— No. 

30. Q. (Plan shown.) You see that^ those three lines stand between the 
two sheds, can you say how any extension is possible? — At a moment’s notice 
it is difficult to answer the question. 

31. Q. The sheds on one side have cost 12 lakhs of rupees, nnd those 
on the other side probably 10 lakbs ; I ask you to consider tbe fact that it 
is impossible to move the sheds; that question is too serious to consider ; yoji 
have to work in the narrow space between, and I ask you as to the feasibility 
of working the mixed gauge there ? — The Bailway Board certainly consider it 
could he done, and that the metre gauge could be brought in. 

82. Q. Presuming that it can be done, now let us see how it could be 
done ? — I am not prepared to answer that point. 

S3. Q. Presuming that it could not be done, would you bo prepared to 
admit on behalf of the Railway Board that it would be a very' serious incon- 
venience and expense to the trade if you attempted to set up two tea ware- 
houses, one at some distance from the other ?— No doubt it would be if it was 
impossible to discharge both broad and metre gauge wagons into the one 
shed. 

34. Q. The sep.aratioa would bo a serious inconvenience to the trade? 
— No doubt, 

36. Q. In fact it would render very difficult the weekly sales that are 
held? — ^No doubt. 

36. Q. Brokers would have to make their inspection and draw their 
samples at different places ? — No doubt. 

37. Q. Have the Railway Board prepared any estimate of the cost of 
these arrangements, including the alteration to sheds on the introduction of the 
metre gauge ? — ^I am not aware. 

38. Q. "Would you be prepared to admit that It would cost a considerable 
sum of money ? — Yes. 
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. 39: Q. Seeing that there are about 80 miles of line in the dook premises 
• noTT, and that a tliird rail for metre gauge working to , be really useful would 
.hare to be carried over the whole of that ramificafion of line — I understand 
that the Kailway . Board’s idea is that the metre gauge would relievo the 
broad gauge to a very large extent, and that possibly that would entail some 
alterations in the existing broad gauge arrangements. 

40. Q. Yes, but have they considered that both the broad gauge and 
metre gauge have to he handled in the same shed ? — 1 believe they hav e 
considered that. 

41. Q. Therefore there will have to be facilities over broad and metre 
gauges, by a suitable lino and crossings P—^Y esr 

42. Q. Have they considered the difficulties that would result if a dep6t 

W'ns fairly full of grain and seeds, 'say, if you had to shunt the metro gauge 
wagons to A or B shed, and if you had to moke way by removing the broad 
gauge wagons there standing on the line ? — I cannot say how much they have 
considered. ’ 

43. Q. Have they considered that . when -wagons arrive at a junction it 
is sometimes not known whether they will be put into the depdt, or go direct 
to the ships ? — I presume they know that. 

44. Q. Have you noticed that the estimate for bringing the metre gauge 
into the yard at Cliitporo, Budge Budge and other places outside the dock 
premises, amounts fo l72 lakhs of rupees ? — It is not proposed to extend the 
metre gauge to Budge Budge at present. 

45. Q. Omitting Budgo Budge, it would amount to something over 160 
lakhs of rupees, to go to Ohitpore, Sealdah, etc. Have you noticed that the 
estimates are very heavy ? — Yes. 

46. Q. The interest, maintenance and municipal charges upon that 
expenditure would praotioally mean anincrcased charge upon the trade ? —Yes, 
possibly. 

47. Q,. It would be direct if it was made by the Port Commissioners, and 
indirect i£ it was made by. the State ? — ^Yes. 

48. Q. If these new works meant an extra cost of two to three hundred 
lakhs, which would he distributed only over a tonnage of about 600,000 tons 
per annum, it would bo a very heavy obargo I presume ? — I am not instructed 
on the point. 

49. Q. The capital expenditure would ho largly increased without making 
any corresponding increasb in tlie volume of traffic? — The Railway Board 
conclude that there would ho a largo increase in the traffic. 

60. Q. Where would it come from? It is merely taking vid Rampur Boalia 
.the same traffic which comes to us now ? — The Railway Board have said in 
their replies to questions that the traffic would increase very much, 

61. Q. Do the Bailway Board say that the existing broad gauge system 
into Calcutta is not sufficient for the traffic ? — I have not got de:&ite instruo- 
tions upon that point, ~ 

62. Q. .^e you aware that, even with the existing works, the complaint 
is that there is not sufficient traffic for aocommodation ? — I ani not aware of 
that. 

68. Q. Are you awaro that the wheat and seeds trade has not, during the 
past two years, tilled more than one- quarter of the aocommodation provided for 
it ?— -I presume the Board avo aware of that. 

64, Q. If you accept the statement that only one-fourth of the accom- 
modation is ocoiipiod then you agree thatthe expenditure is profitless? — ^Yes. 

66. Q. The effoct of further expenditure is to accentuate the difficulty as 
to the financial position ?— -I don’t think the Board considered that ; in fact, 
tlioy cannot or they would not make the proposals they have put forward. 

• 6,6. Q. Briefly, then, my point is that there are established dep6ts for all 
the trade ; to cheapen the cost it is desirable to ooncentrato the trade as much as 
possible, and to moke the most of the existing facilities without incurring 
further capital expenditure. Does not your proposal tend to make separations, 
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greater difficulties and delays, at an increased cost-?— I tliink the Eailway 
Board would certainly answer “ no ” to that. 

67. Q. {Mr. suppose the broad gauge has greater carrying oapa- . 

city than the metre gauge?— Yes. 

68. Q. The Railway Board’s proposal is to carry the traffic of both the 
Bengal and North-Western Railway and Eastern Bengal State Railway on the 
metre gauge from Rampur Boalia downwards ?— Yes. 

69. Q. There is a broad gauge line from Eamtikdia downwards, and 
another from Ranaghat to Lalgola. Don’t you think, instead of making a metre 
gauge line, the money would be^better spent in giving more rolling stock to the 
existing lines ? — The Board think their solution is the better one. 

60. Q, According to the Railway Board’s proposal would it be preferable 
to alter the existing broad gauge arrangements south of the Ganges in order to 
admit the metre gauge into Calcutta ? — ^As to that .1 should like to say that 
the Board’s first proposal is to have a bridge at Rampur Boalia, the bringing in 
of the metre gauge follows from that, and the bridging of the river at Rampur 
Boalia does not follow from the bringing in of the metre gauge, 

61. Q. Would it not be better to abandon the idea of a bridge at Rampur 
Boalia with all its accompanying inconveniences and expenses and the 
subversion of the existing arrangements south of the Ganges, and have a bridge 
somewhere else ?— The Board think their solution of avoiding transhipment 
by bringing the metre gauge across at Rampur Boalia and so into Calcutta 
is the best one. 

62. Q. In view of the difficulties and complications apprehended, don’t 
you think that transhipment from wagon to wagon would be preferable to the 
introduction of the metre gauge south of the Ganges? — The Board have 
stated that, in their opinion, it will be necessary to bring the metre gauge into 
Calcutta some time or other, and that the present is an opportunity for bringing 
forward the point with ad van! age. 

63. Q. {Mr. McLeod.) — On behalf of the Railway Board can you give us 
any assurance that there will be no change of policy in working the line from 
Katiharto Calcutta? — I can ; that is quite definite ; there will be no change of 
policy, it will be constructed and managed by the State. 

64. Q. Bearing in mind the constitution of the Railway Board as a Depart- 
ment of the Govemmeut of India, is there any reason to believe that a future 
Railway Board may not bold different views regarding the working of the 
proposed metre gauge between Katibar and Calcutta termini ? If one Railway 
Board fix a poli(gr, no future Railway Board can reverse it ? — That is what I 
understand to be the case. 

65. Q. You have said that the present intention is only to bring the metre 
gauge into Ohitporo ; what about the jute trade and the presses ? Does the Rail- 
way Board^s proposal embrace sidings into jute presses ? — Not south of Obitpore. 

66. Q. That would mean that if it was meant to introduce the meti'e 
gauge all the presses would require to duplicate their warehouses inside their 
premises ?— The Railway Board consider it would not be necessary ; it could be 
done without a mixed gauge, in other ways. 

. 67. Q, 'What other ways ? — I cannot say; the' Railway Board’s scheme 

IS that there should be very little mixed gauge, if any at all. 

68. Q. How does the Railway Board propose to got into the presses ? — ^I 
should have said there will be as little as possible mixed gauge ; in any ease the 
loop from Naihati to Chitpore is not mixed gauge. The sidings from that loop 
would be very short, but the principle is to do as little as possible with the 
mixed gauge. 

69. Q. If they could not bring in the mixed gauge, all the mills and 
presses would requii'o to duplicate their godowns or increase transhipment j is 
tuat not so ? — I am not prepared to answer that question. 

70. Q. You said that it is only intended to partially introduce the metre 
gauge into the termini of Calcutta ? — I do not remember that ; I said the metro 
gauge and broad gauge would be kept apart as much as possible, that that is 

e Idea of the Railway Board. I do not tbink the point can be answered on 
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a general question. At Sealdah it might be found to be more advantageous to 
keep the metre gauge station entirely separate ; this is a matter to be settled- 
when the details are gone into. 

71. Q. If> however* it is found impossible to bring the mixed or separate 
mfetre gauge into Oaloutta.into' the termini of the port,, -would not that 
necessitate transhipment from the moire gauge to the broad gauge ? — Where ? 

72; Q. At any point— No doubt, if it is imposssible. 

73. Q. The Rail-way Board lay great stress on the avoidance of tranship- 
ment, and so if you have transhipment somewhere their argumenfpartially falls 
to tho ground ?— The Board do not admit that transhipment will he necessary 
at termini. They say the metro gauge can he brought into the termini. 

74(. Q. Oau you Tell -ns why tho Railway Board are s'o anxious to bring 
tho metro gauge into Calcutta ? — The^ Railway Board think that it will have 
to oome sooner or later. I don’t think it is correct to say that they are anxious 
to bring it in, it is a necessity of tho future. 

76. 0,. Have there been any representations made hy any important 
mercantile bodies suggesting the introduotiou of the metre gaiige into Calcutta 
as a necessity ?— I am not instruoted upon that point. 

7G. Q. You cannot tell us whether they consider it an urgent matter ? — 
I do not think they consider it so urgent that they would propose it if this 
scheme had not been brought forward. 

77. 0,. Do they consider tho bridging of the Lower Ganges an urgent 
matter ? — Yes. 

78. Q,. Do they consider tho bridging of the Lower Ganges a part of the 
metre gauge scheme ? — The introduction' of tho metre gauge into Calcutta was 
put into their heads hy tho consideration of the bridge scheme ; that having been 
done, they propose that tho one should follow tho other. 

79. 0,. Will they separate tho one from tho other ? — ^The Railway 
Board’s idea is to do away with transhipment at tho Gauges altogether, and as, 
they hold that the metro gauge -will have to come into Calcutta sooner or later, 
they put the two schemes together. 

80. Q. They hold the question of transhipment at tho Ganges is of far 
greater importance than tho bridging of tho Ganges? — No. 

81. Q. You know that tho mercantile community think that a bridge is 
urgently necessary ? — Yes. 

82. Q. I want to know if tho Railway Board have considered it apart 
from any other scheme ? — I believe so. 

83. Q. It is estimated that a bridge at Godagiri or Rampur Boalia, 
together with connootions, would cost 250 lakhs approximately ; if it is difficult 
to find the money, would it not ho a bettor policy to spend tho lesser sum ? — 
No doubt, tho expenditure of tho lessor sum w’ould bo best if money is difficult 
,to find. 

81'. Q. Then how do tho Railway Board corn© to suggest the expenditure 
of a rery much larger sum when there is no urgent demand for their proposal, 
and when there is difficulty in finding the money ? — The Railway Board 
oonsider their sohomo would be tho cheaper as is mentioned in their note. 

85. Q. Wo have it that tho Eastern Bengal State Railway have put 
forward a scheme regarding a river face lino to servo tho mills. Can you say 
anything about that scheme ? Have the Eastern Bengal State Railway put 
forward a suggestion without oaloulating tho cost in any way ? — I should 
think certainly hot. 

80. Q, Can you say what is the cost ? — ^No. 

87. Q. The Railway Board are not aworo of what tho probable cost of 
that scheme would bo ? — I cannot say. 

88. Q. In preparing their scheme have the Railway Board consulted 
experts and taken ovidonco as to its feasibility ? — Certainly, I should think. 

89. 0,. In the scheme submitted by the Railway Board for _ bribing ibe 
Lower Gahgos at Rampur Boalia, and of bringing tho metre gauge into Calcutta, 
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have the Railway Board given the Government of India any farther details- 
than are now before this Committee ? — I believe not. That is a question 
which I am not instructed to answer, but, to the beat of my knowledge, they ' 
have not. . • ^ 

90. Q< Can you say whether the Railway Bo£\rd have considered whether; 
the scheme would be a financial loss or gain to the Government of India,, 
looking at the fact that the Government of India own f^ths of the East 
Indian Railway ? — I believe the Railway Board have considered tliat. 

91. Q. With what result ?— “With a result favourable to their scheme. 

92. Q. The cost of entry into the Railway terminals, apart from the port 
terminals, is about 170 lakhs. Would the Railway Board consider- such 
expenditure justified by the advantages to be gained ? — I cannot answer that. 

93. Q. As regards w'arehouses in the Bocks, do the Railway Board 
consider the introduction of the metre gauge would tend to increase or diminish 
the difficulties now experienced ? — To lessen the difficulties. 

94 Q. Looking at the enormous trade of the port, and the difficulties 
now attending same, and the large expenditure and risk involved, do the 
Railway Board consider that the experiment of introducing the mixed gauge, 
or double gauge, into the port terminals is a justifiable one ? — The Railway 
Board have not gone so far as to say how far the mixed gauge will be used. 

96. Q. They don't know if it can be introdneed at all ? — It is a matter 
of the best way to do it, it would take a long time to look into. . 

96. Q. They put forward this scheme without considering the matter, and 
without going into details in a business-like way ?— The Board would naturally 
not survey the details ; they will appoint some of their engineers to do that j it 
is presumed that they have considered all the necessary details. 

97. Q. The fact is that they are going to build a house without counting 
the cost ? — They have counted the cost as far as they can. 

98. Q. Then as regards paragraph 14 of the memorandum of the Railway 
Board, can you say how the Railway Board consider a single line at Rampur 
Boalia can servo the commercial interests equally with two bridges at Goda- 
giri and Sara ? — The Ranagbat-Lalgola line does not carry any traffic from 
north of the Ganges. 

99. Q. I understand that they say that two bridges would be necessary in 
one scheme, one only would bo necessary in another scheme ; they say that one 
w'ould be as efficient as two ? — The opinion of the Railway Board is that the 
Bengal and North-Western Railway administration will insist on having a 
bridge at Godagiri if one is built at Sara. 

100. Q. Bo tile Railway Board consider the probable traffic from the 
Bengal and North-Western Railway by the Eatihar route justifies the delay 
in constructing the bridge across the Lower Ganges ? — ^I am not instructed 
Upon that point. 

101. Q. The Railway Board have referred ns specially to a meeting 
which they had with the Bengal Ohamher of Commerce in July last; can you 
say what Wtis actually put forward by the Ciiambor of Commerce regar^ng 
tile conversion of the metre gauge lines north of tlie Ganges ? — I cannot. ' 

102. Q. The Railway Board are desirous that the interests of the traffic, as 
a whole, on the north bank of the Ganges should be given impartial treatment in 
its access to Calcutta by existing or projected lines ; the diversion of the Bengal 
and North-Western Railway traffic oia Sara would be about 13 mile-s tlie 
diversion of the Eastern Bengal State Railway traffic would be 41 miles. Which 
of these two do the Eailwoy Board consider the most impartial route ? — I think 
they consider the diversion of the Bengal and North-Western Rail way 'would 
ho far longer. 

103. Q. Looking at that map on the wall, you seethe area bounded by the 
river Ganges and the two branches of the Eastern Bengal State Railway, Rana— 
ghat to Godagiri and Ranaghat to Sara ; do the Railway Board consider the 
country sufficiently served by the existing line.*;, or would the cost of the new 
line- Rampur Boalia to Ranaghat — bo justified when money is difficult to find 
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for admittedly urgent purposes sueb as tlie bridge over the Lftiyer Ganges ?—* 
The answer of the Bailway Board will be found in their reply to. question, 
No. X-of questions raeently asked by the Committee. 

101. Q. "We have it in evidence that, at the meeting held in July last, the' 
members of the Bengal Chamber of Commerce demanded a bridge across the 
river, and that the reason given for not acquiescing in their demand was want 
of funds. Seeing now that the Bailway Board have come forward with a more 
espensive scheme, has the difficulty regarding money been removed ? — The 
Board’s memorandum shows that they consider their scheme will be the 
cheaper. 

106. Q. In selecting a site for the bridge, do the Bailway Board .consider 
that the most suitable site would be where the cost of oonstruotiou and o£ the 
necessary connections is least, and at a spot nearest to an assured volume of 
traffic ? — I think you have the Bail way Board’s opinion in their recommenda- 
tion, I cannot go back on that. I presume they hare considered the point in 
all its aspects before making their recommendations. 

106. Q. With reference to paragraph 17 of the memorandum by the Bail- ' 
way Board regarding mixed gauge working at Madras, are the Bailway fioard - 
acquainted with the working 'of the mixed gauge in Madras-? — Presumably 
they know all about it, it is not a new thing. 

107. Q. And they think that would form a basis for working in the port 
of Calcutta ?--The Railway Board dealt with this ia the latter part'of their 
reply to question XIII asked recently by the Committee. 

108. Q. 'In the port of Madras the different gauges come from different 
sides, not together j one from the north and another fium the south ?— That was 
pointed out in the question to which the reply above referred to was given. 

109. Q. With regard to what is said in the same paragraph as regards 
Karachi, have they made enquiries as to whether the introduction of the mixed 
gauge or double gauge into the wharves will be acceptable or otherwise ? — I 
believe it has been under consideration. 

110. Q. 'Hare the Port Commissioners of Karachi accepted the sugges- 
tion ? — I am not aware. 

111. Q. As regards class (1) of . traffic, as stated in the 

note you read to the Committee, is traffic delivered by boat to the west bank of 
theHooghly by the railway included in that ?—Tes, that would be included 
under (1). . . 

112. Q. How would the metre gauge dispose of that ?— It could be dis- 
posed ofan the same way as by broad gauge. 

113. Q. Is it known how it is disposed of ? — I presume so. 

114. Q, Do the Bail way Board mean that the traffic under (1) must be 
delivered in metre gauge wagons, or do they anticipate any transhipment at 
all ? — ^They don’t anticipate transhipment at all. 

115. Q, How would traffic be dealt with that originates on the route 
between Katihar and Naibati, which is hooked to stations on the Bast Indian 
Railway, via the Hooghly bridge? — Offiat, of course, would have to be tran- 
shipped. 

116. Q. How would they propose to deal with upward coal via Naibati ?■— 

I presume they would deal with it as at present, or tranship at Naibati. 

317. Q. I mean coal for metre gauge stations, say, forSaidpur? — I pre- 
sume as at present, or tranship at Naibati, 

118. Q. It would have to be transhipped somewhere? — Yes, no doubt. 

119. Q, Then as regards (2), are these warehouses in railway premises or 
dock premises ; are they private warehouses or both ? — ^I understand they are 
both. 

120. Q. Are the warehouses you refer to under (2) in railway premises ? — 

I presume so. 

121. Q,. To deal with the traffio under (2), you said the Board anticipate 
that separate warehouses would have to be built? — If they could not be accom- 
modated in the existing warehouses. 

122. Q.' The metre gauge could not obtain access? — That would have to be 
shown on a detailed survey or scheme. 

123. Q. If the metro gauge could not got to the present warehouses they 
would have to get separate warehouses?— 'Yes. 

124. Q. Now looking at '(3) I suppose this would include OMtpore, Balia- 
'ghatta and otlier delivery stations between Ohitpore and the jetties ? — Any 
station whore delivery is taken at present. 


u 
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126. Q. It is said in'tlie noto “Traffic iinder (3) can be dealt iritb locally' 
onite independently of the broad gange.*’' Does tlmt mean that separate metre • 
gauge aooommodation Tvill be provided for local delivery, giving equal faci- 
lities ? — I understand so< 

126. Q. Iffie note again says, “The various localities in -whioh traffic desires 

access are * * * («) local traffic to Chitpore, and (/) passengers and 

local goods traffic to Sealdah Does the Board’s scheme contemplate entirely ' 
separate stations at Chitpore and Sealdah ? — Certainly at Chitpore, the question 
at Sealdah would have to be settled as seemed best after an, alternative scheme 
had been worked out. 

127. Q. The Board in this note have only dealt with inward traffic. This ■ 
note does not deal with upward traffic ?— Jffo, it does not. 

128. Q. Have they considered upward traffic ?-tI believe so. 

129. Q. Do they admit that the metre gauge must have . equal facilities 
with the broad gauge for upward traffic ? — ^Tes, they don’t suggest at present 
any metre gauge along Strand Hoad. 

130. Q. Do you think the intention is that this arrangement which they 
sketch in this note is for upwards as well as inwards traffic ? — I cannot say. 

131. Q. What is the intention with reference to the oil traffic at Budge 
Budge which would be upward traffic ? — I understand that traffic would be . 
taken in broad gauge wagons from Budge Budge to' where it could be 
transferred to metee gauge wagons. 
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Capitai* Expenditdbe op Chitpobe Yabd. 


Sak-Hoadi. 

Amonnte. 

Beuabsb, 

Picliminaiy Expenses ..... 
Ijimd ...... .. 

Earthwork . . . • • . ■ . 

Bridge work ...... 

Fencing ....... 

Ballast and Permanent-way .... 

Stations -and Bnildings ..... 

Plant ....... 

General charges 

Total . 

Bb. 

ia,G02 

a8,79;446 

S,GG,G1S 

19,879. 

6,17,C6G 

10,92,714 

17,84,000 

6,726 

Total nroa of land 414 
bighas. 

• ‘ » 

• 85,160 

Q8,18,00!J 


UoTG.— -Tlis quantity o{ eaTthwork OTigioBUy dono cuimot.bD Baccrtniued.. It i, catimBtod to liBvo coit akout 
Ba. 1,00,000. 
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Letter dated the S3rd Jamiary^ 1907i from T, Mo^orran, ISfq., of Messrs. 
Lmoan JBros, §r Go., representing the Indian Tea Assoviaiionj to 
J, M. Lovell, 'Esq,, Secretary, Ganges BHdge Committee ( see note ' to 
answer 75 of Mr. MoMorran’s evidence). 


When giving evidence before the Committee yesterday, I was asked two 
questions relating to jute mill sidings which I was unable > to' answer without 
further enquiry. 

One was as to the length of the weigh-bridge in use • at our jute mill. I 
have ascertained that its length is 26 feet which .was suitable for the largest 
type of jute wagon in use at the time it was procured. .Turn-table is, however, 
only 20 feet in width. 

M was also asked if the cost of jtite mill sidings is home by the mills. >1 
find that under the “ Bevised form of agreement for the extension of -railways 
into private premises “ issued by the Railway Board on 28th -iluly 1906, the 
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cost of land and of all work to snbgrade of tte siding is carried out at the 
expense of the mills, but that the permanent-way materials, i. e., sleepers, rails 
fastenings, points and crossings are provided, laid and maintained by the rail- 
way administration free of' charge. ^ The entire cost of the siding inside the 
miU compound, including maintenance, is payable by the mill. 


APPENDIX D\ 


Previous to the examination of tlie Bengal and North-Western Railway 
witnesses the following questions were asked 

1. Details of quantity of tra65e, up to a recent date, crossing at Mokameh. 

2. Cost of working the Mokameh ferry arrangements, including all 
contingent expenses, snob as loss by fire, theft, or wagon detention, eto., and 
the capital cost of the ferry plant and capital cost of the station yards in 
connection with same. 

3. Whether you cau hold your traffic for Calcutta against competition 
by the East Indian Railway via the Mokameh route if a bridge is built — 

at Sara, 

(^) at Rampur BoaHa, 

(e) at Godagiri. 

di. Please quote any speolfio cases of block or delay to traffic at Mokameh 
ferry. 

, 6. What benefit will trade derive if the Bengal and North-Western Rail- 

way gets an independent entrance to Calcutta, or, if not, by the quotation of 
' through rates. 

To.which the following reply was received ; — 

^rom the Agent, Bengal and North- Western Bailtoay, to the Secretary, 
Ganges Bridge Committee. 

1. have the honour to forward the following statements ; — 

(а) Abstract statement of the passenger and goods traffic dealt with at 
• the Mokameh ferry since 1900. 

(б) Detailed statement of the goods traffic dealt with. 

(o) Statement showing the capital cost and annual working outlay on 
Mokameh ferry with two statements in support. 

The above statements give the information asked for in paragraphs (1) 
and (2) of your letter No. 3, dated 8th January 1907. 

2. The Committee also desire to know whether we can hold our traffic to 
Calcutta against competition by the East Indian Railway via the Mokameh 
route, if a bridge is built — 

(а) at Sara, 

(б) at Rampur Boalia, 

(c) at Godagiri. 

My replies are as follows, taking the queries in reverse order : — 

(a) If the Bengal and North-Western Railway ai’e allowed to work the 
railway from Ratihar to Godagiri, and to quote rates and fares 
between stations on their system and stations between Godagiri 
and Calcutta, including Calcutta, they can do so. Through 
metre gauge oommunioation, or broad gauge running powers, 
would greatly assist tbom. 

(ft) With through metre gauge connection and running powers over 
the same— Tes. 

(o) Extremely doubtful. The lino between Sara and Calcutta would 
become still more congested than at present, and tbis, combined 
with the additional mileage and drawbacks of transhipment, 
would make competition difficult. 

3. As regards blocks, a statement is attached. 

4. The . Committeo also asked what benefit will trade derive if the Bengal 
and North-Western Railway gets fa) an independent entrance to Calcutta 
or, if not, (5) by tho quotation of through rates. 

• My replies ai’o briefly : 

as regards (a)— (») improved through services between distnriots north of the ' 
' Ganges and Calcutta securing quicker transit and 

delivery, and avoidance of ferry stoppages and risks. 

(»i) Avo'dance of losses due to transhipment. 

' ' « »T O 
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(Hi) Prompt proTision of ■wagonsi - , ' ' ' , 

(iv) Simplification of rates and conditions owing to wagons of 
one railway only being used. - 

X (tf) Quick ' settlement of claims and overcharges, only, one 

Railway Administration being concerned. 

(vi) General development of trade duo to increased facilities, 

and to one Railway Administx*ation being able to deal 
directly with both buyer and seller . 

(vii) The construction of branch linos for opening up of hew 

country will bo stimulated, and those will feed the 
main truck lino with new trade for Calcutta. 

As regards (b) — All the above advantages with the exception of (ii) will 
apply but to a smaller degree, unless the Bengal and North-Western It ail way 
is given running powers over the broad gauge into Calcutta, providing its own 
broad gauge stock. 

APPENDIX D% 


Bengal and KortJi-lFcstera Baiheai/ traffic iaterehangeil mtli other Bailtcagt at the folloning 
gMls for half-gear ending 30lh June, 1903. 
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APPENDIX D® — oontimied. 


Bengal and B^oriFi-V'estern failway traffie intereiianyed with otier Bailways at the followitig 
gMU for half-year ending 31st Deoembef, IQOBi 
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Bengal and Nerth-Wesfern Bailway traffic interchanged with other Bailwaya at tie following 
gh&ta for half-year ending 31st Beeemler, 1904, 
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ss« 

Fieee-goods 

•{ 

1904 

1903 

••• 

•«* 

7 

12 

3 

10 

. 107 
■ 60 

. 1 
■ s« 

• 0 

3 

Wheat . • 

•{ 

1904 

1803 

••• 

4 

11 

3 

82 

144 

,7 

2 

• •4 

SI* 

• •• 

Bice • . 

(• 

1904 

121 

13 

602 

16' 


1 

• i 

1908 

290 

26 

186 

39 

9I» 

1 

Other food-grains 

< 

1904 

193 

36 

761 

63 

4. 


‘i 

1903 

332 

16 

910 

23 

'••1 

III 

Gunny bogs 

■{ 

1904 

1903 

2 

7 

14 

8 

68 

72 

187. 

146 

• s* 

3 

1- 

Metals • • 

■{ 

1904 

1S03 

8 

4 

6 

7 

84 

104 

166 

148 

••• 

S 

••• 

OiIb « • • 


1904 

1903 

• •• 

14 

9 

6 

22 

7 

18 

1 

31 

SIS 

Seeds . • 

•{ 

1904 

1903 

16 

63 

1 

•t* 

ii2 

325 

■ 6 

6 

'•e* 

* •## 

4 

S&lt • • • 

•{ 

1904 

1903 

«•* 

• •• 

• •• 

• •• 

••• 

IS 

4 

11 

• •• 

3 

• SI 

Saltpetre . • 

•{ 

1904 

1903 

3 

• •• 

••• 

• •• 

r 

• SI 

• SI 

• ss 

4S% 

Sngar . • 

f 

1904 

28 

4 

616 

9 

6 


• i 

1803 

30 

8 

392 

11 

• ll 

• I* 

Tohaoco • • 

■{ 

1904 

1903 

96 

17& 1 

••• 

• •• 

1,001 

1,104 

3 

2 

4 

• •• 

6 ■ 

Is* 

All othey traffic . 

■{ 

1904 

1903 

172 

287 

125 ! 
127 

827 

1,424 

1,631 
1,698 ' 

11 

47 

,47 

24 

Total 

. i 

1901 

638 

226 

4,001 

2,097 

25 

102 

1 

1903 

1,200 , 

207 

4,716 

2,064 

48 

33 



m 

Ifyeareni 

Hag 30th 

Tune, 1301 




Coal • • • 

•{ 

1906 

1904' 

t«9 

««t 

••• 

•a« 

• ■e 

• •• 

• •• 

4 

••• 

• SI 

• II 

• •• 

Piece-goods • • 

- ■{ 

1906 

1904 

tM 

««« 

19 

6 ' 

3 

2 

67 

61 

lie 

III 

3 , 

2 

Wheat . . • 

f 

1903 

4 

29 

1 

3 


\ 

1 

• i 

1901 

1 

20 

6 

6 

• IS 

• It 

Bico . • • 

s 

1905 

26 

136 

284 

220 

1 

1 - 

• 1 

1904 

666 

62 

2,714 

446 

. 3 

1 

Other food-giains 

.{ 

1905 

1904 

161 
162 ' 

36 

28 

648 

1,095 

120 

107 

tss 

1 

3 

4t 

Gnnny hags . . 

.{ 

1905 

1904 

6 

14 

16 

14 

62 

• 6C' 

167 

305 

. 2 

■ el 

2 

••• 

Metals . • . 

n 

1906 

8 

27 

72 

166 


1' 

• 1 

1904 

6 

7 

67 

■ 203 

• ss 

1 

Oils • « ■ 

, S 

1906 

2 

40 

8 

' 6 


44 


1904 

ft9« 

26 

7 

16 

III 

1 

Seeds . , , 

.{ 

1906 

1004 

41 

.46 . 

14 

ftc 

343 C 
396 

61 

18 

• •• 

, ess 

IIS 

1 

Salt . .. 


1906 
1004 ■' 

• •• 

... ' 

• •• 

3-; 

• •• 

ttt 

• 

• % 

• II 

•«S 

• ••f/ 

• SI 
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APPENDIX H^-^conUnHed. . 

Jienq&l and ■ North-Western Raihouff, traffic interchanffed with 'other Railways at the following 
ghdts for half-year ending SOth June, 1905— 



Saltpetre . ' i ' . 

Sugar . . ■ 

Talacoo . • « 

All other trafllo . 


Coal * 

Pieeo'goods . 

Wheat . • 

' I 

Bice . • • 

Other food'groiDt 
Gnnop bags . 

MotaU . 

Oils • . 

Seeds . . 

Balt . ' . 

Saltpetre . , > 

Sugar 

Tobacco . . 

All other traillc 


Coal , ... 

Piece-goods 
Wheat ■ . « 

Bice . « . 


riijlfosonia Onis, 


Half-year ending 31st Hccemlcr, 1905. 


f 1005 
I 1004 


f 1005 

I loot 


Half-year ending ' 30tk June, 1903. 


Guat. 


OatvApdj* 

lunoitle. 

Ontirai^. 

Inmudg, 

Ontwards. | 

Xona. 

XOBt, . 

Tong. 

Tone. 

Tone, 

7 

• •• 

. 11 

IID 


18 . 



69 

• •0 

109 

1 

783 ' 

10 

2 ' 

73 . 

18 , 

dSl 

27 

4 

173 

' 

1.805 ' 

8 


acs 


2,20d 

7 

1 

303 ' 

‘ 188 

1,480 ' 

1,447 

7 

ISC 

2U8 

1,858 

1,274 

11 



f 1900 



4«« 


kei 

1 1005 

• •• 

*e« 

•9* 

• •• 

»•» 

r 1908 


G 

■ 8 

60 

1 

t 1906 

t*» 

19 

8 

67 

• •• 

f 1900- 

- 2 

10 

' 62 ■ 

18 

• «g 

1 1906, 

; 

. 20 

1 

3 

• •• 

r lOOB 

■ c 

8S7 

• 34. 

. 1,379 

4 

1 1905 

20 

130 

284 

220 

1 
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GANGES BfilDGE COMMITTEE i 

APPENDIX D* — concluded. 


BeMal and N'orth-WeHern Maihoky traffic interchanged with other Railtoayi during half, 
year ending 30th d'une, 1906, at following ghats. [ For traffic via Mohameh see separate 
statement,'\ 






TiS MoKcaxa Obm. 

TiS Dissi OBii. 

ns Tim Qnii; 


AtUdcs. 



OatwanU. 

Inwarls. 

OatnarcU. 

Inwards. 

Oatwards, 

Inmitdi. 





Tons. 

Tons, 

■H 

Tone, 

Bi 

Tong. 





69 

111 

73 

1,674 


2 

Ofcber food^gr&ins • 

‘ 

lii 

161 

36 

648 

120 

••• 

3 




r iflos 

1 

16 

01 

124 

1 

4 

Gunny bogs 

• * 

’ 

Mmi 

6 

15 

02 

167 

2 

2 

Metals . 



r 1906 

2 

16 

71 

• 210 


1 

• • 

• 

Wjiy 

6 

27 

72 

166 


1 

Oils ■ 

• < 

• ' 

B 

6 

2 

16 

40 

8 

8 

- 8 

5 


• •• 

44 

Seeds • 



r 1906 

28 

4 

108 

- 6 

16 


• • 

• 


41 

14 

313 

61 < 

4»e 

... 

Salt 





16 

••• 

3 



4 

• 

L 1005 

• •• 

• •• 

• •• 

3 

■ ■■ 


Saltpetre • 



Iffli 

2 

• •• 

•a* 

' 66 

2 

• 

• 4 

• 

Hi 

n 

• •• 

11 

119 



Sogat • 




82 

18 

932 

48 

> 


• * 

• 

1906 

109 

1 

783 

' 10 

2 

f «. 

Tobacco • 


< 

ISDS 

112 


1,661 

B 

1 

d 

« 4 

* 1 


173 

••• 

1.806 

3 

tee 

1 

All other traffic 


< 



139 

1,961 

1,173 

22 

119 

• 4^ 

• 1 

1006 


123 

1,480 

1.447 


136 


Total 

( 


621 

1,268 

6,199 

'4,669 

46 

166 


• i 

HU 

886 

444 

5,490 

2,381 

12 

192 


APPENDIX DK 


Abstract Statement of Passengers and Goods Traffic dealt with at Mohameh Ghat for the 

periods 1900—1906. 


■ 

Period. 

Fassongeia 

balf-Teariy. 

r«) 

PaSBODgCIS 

yearly. 

Goods 

half-yearly. 

l« 

Goods 

yearly. 

Share of 
total tonnaj^e 
to ood from 
Cnlontta 
stations. 






Nos, 

Nos, 

Tons. 

Tons. 

1 

1 

1900 ^ 

First-half . 
Second-half 

4 


4 

« 

1,20,923 

1,43,238 

2,61,161 

2,62.776 

1,86,591 

3,89,867 

1901 [ 

First-half . 
Second-half 



a 

1,68,877 

1,90,664 

8,49,641 

2,93,883 

1,98,182 

4,92,065 

r Not tahen out. 

J 

1902 [ 

First-half • 
Seoond-half 

a 


a 

1,69.861 

2,06,931 

3,76,705 

3,06,709 

1,97,498 

6,04,207 

1 

J 

1903 ^ 

First-half . 
Second-half 

• 


4 

a 

2,31.1126 

2,54,901 

4,86,626 

3,76,284 

2,86,803 

0,61,093 

4,32.964 

1901 [ 

Firet-half . 
Seoond-half 

• 

4 


4 

• 

2,67,490 

2,02,743 

6,30.233 

4,13,443 

3,23,343 

7,86,786 

6,03,322 

1905 ^ 

First-half . 
Seoond-half 

4 

4 


4 

2,87,105 

3,06,735 

6,92,000' 

3,44,100 

2,13,055 

6,67,216 

• 3,18,675 (c) 

1906 ^ 

Firet-half . 
Second-half 



• 

a 

2,98,192 

2,85,238 

6,88,430 

8,61,940 

2,38.727 

6,00,667 

* 


(o) A'boiit halt o£ these passengers wore to and from statione ia tHonoighbonrliood of Calcutta, 
w Jrally fonr-sixfchc^of this tonnage was to and f rom Oaloatta and one-aiith from Lho ooal-fiolds. 

*TnQ tonnage to and from Calcutta was aoouratoly taken out for the years 1903. 190i and 1905, and wU} bo found in 
tne last colnoin. \ ^ * 

(e) Tho Uuge drop ia 1995 was dao {o failoto of tho wheat and seeds crops ap-conntrp. 
























BENGAL AND NORTH-WESTERN RAILWAY. 

Details of Traffte passing over Semaria Ghat, MoJcameh Ghat Ferry, during 'following period, in tons. 


APPEmOES. 


IST 


i 

1 

|So-gJ‘».s| og'|a» . •s|.gaS^ |a 

^•g (,ao § 3 a ttaT: S x 9 iwa 

ji§o4!SBtl.3.Srtlswtl 5t. ’gifa^l 

H- |.S.9 8«£Sog 

1906. 

i 

o 

&( 

• 1 S IS 

1 S g S' 

g 

CO 

CO* 

o 

CO 

: : 

i ; 5 

S 

§ 

s 

i 

s 

CO 

. 

At o 
iS ^ 

CSm 

o 

CPX«> f-l (A CO CO A 

SS5, ©S ^ S ^ ^ 

Ss g K ” « 

r^C» 

sa 

MM 

ra 

0 

*8 

0 1 

® 1 

S S 

1 



. *0 
n 5 

®*9 

”1 

CMOS COO M ^ 

II " • 5 5 S H 

®g • • »• " 

o-co 

S.n 

f'xeo 

3 c 

s 


wvw - i^r«» WvW 

^ X*x lA M 

^ ^ 

1 IS g «» 

C"^ r»*A 

a 

M 

5 

ua 

i ^ 

S 

B 

t*lA M 

m. n 
es § 

g 

0 

1 
§ 

n 

eo 

a 

>Ar« e» CO M ^ 

m s g s§ 1 

s's as s' « 

M 

gg 

MO 

IDO 

n 

B 

I 

. *0 

» S 

01 «Q 

Oi 

iOU) lOCO iH M 

e.S " : : fi e 

Sg 

ss 

se 

M 

ca 

1 

*»Y^ 

Q e CO e 

9 o o> »o 

H 09 CO CO 

1 • S 8 “ 

CO 

1 8 
cf 

0 

V> 

.aca 0 

gs g 

M M 

M 

M 

1 

. *** 

o 

II s 1 S § 

O^lA flH? C^ ^ 

t-tix Oil-* lO 

tH 

p5 

01 CD 

1 ^ W 

! : 

; i 

: 

B 

MO ct*i9 M N 

MO M H> CO 

U»oo : ; ^ 

2 « * ' ol* 0 ? 

C1M 

gffi 

ClOi 

ss 

MM 

1903. 


Wy— •V^ 

Cl CD Q ei 

^ § Is 

G 2 S 

3 'I ® 

'nr^ 

1 

s 

CO 

K lA 

1 ^ 

gs s 
g^ 

. ® 

,1 

'C!, 

S' 

s 

g 

09 


i| 11 ISIS 

ll 

MM 

1 1 

1 : 

: : 

: 

4 

at 

Si 

II .a . . i i 

* • ’ pj el 

S« 

(Dm 

g.s 

M 

1952. 


•nr* •-*-» ww wv 

B fe i o 

“j 'll ^ n 

& S g g 

C9 

eJ-< .-1»1 r-»^ (-.x.^ 

rv 

e 

3 

g 

t t 

j i 

s * 

S3 

B 

a. 

3 

5 

§ 

CO 

1 *® 
si 

^ o 
« 

II II s 1 1 g 

SS "S g s « « 

nl 

(S 

Om 

Mh 

»o 

V 

cd 

& • 

s i 

N $ 

4» 

1 


1 1 

, H 
^ S 

a 

m *’ i : : i 1 

coca • ••Mm 

C9 M 

M 

HO 

OH 

©© 

M 

loot. 

1 

ViW 

§ g' S 1 

S S S 

CQ 

i-*-» r**-v 

MyM 

lO 

g 

M 

0 

: : 

: ; 

• : 

O 

^1 

MO r»W M M CD lA 

#. S 8 . 9- ^ ^ 

5S Sf” g S " " 

SI 

MO 

ss 

iS 

0 • 

1 1 

j 

. '5 

"t 

J 2 g as 

eiSi ; : e> la 

SS • • « r. 

gs 

gg 

® • 

X s 

4 a 

1 § 

.1 

1900. 

e 

H 

mmBH 

'-V-' 

1 

««A« 

i i 

: : 

: ; 

< 

C 

d 

1 

u 

CO 

• 'O 

c; 

sa gg g s e 3 s 

»:i *1 W 

g s 

00 

MCO 

•*0 

M 0 
MOO 

HH 

BS 

M 

tJ 

1 ! 

S i 

1 

2 : 

' 

*1 

fi| 

S. 

ga Si 

g!3 • • « 

■1 

s 

g 

7 

P‘ "is ■■ “ 

■®-|| • • ’s ■■ s '=|®|| 1 

l/> 5 M . ^ hS J;j.9 

II 

^1 

3 . 
5 ‘ 
•« 

1' 

li P .|, ■• ■ ■ 

1 1 -sej s| 3 & 

IB'S' a^l ’^1 ®'8 ^ 1 

5|« |8 |§ g 

ill p* 

* 0 0 B 0 C® p 

0 p4 <1 

































































APPENDIOES, 


169 


APPENDIX' D<. 


BENGAL AND NOETH-WESTERN RAILWAY, 


Stateitmiit shnioiug ihe capital cod and annual laoriing outlay on the Mohameh ferry. 


Particulars. 

Ferry 
Steamer 
and plant 

Siding 
north and 
south 
banics. 

1 ' 

Shops, 

storrs 

and 

stoic 

quarters. 

Bolling 
atook 
rcqnliod 
on nceoant 
of ferry. 

Extra 

sidings 

at 

Barauni. 

Working 

vrsscls 

and 

Inel, 

Total. 



Be, 

Bs. 


Bs. 


Bs, 

Bs. 


A. Capital cost , , , , 

13.61,666 

1,69,007 


600x1,350 

•>8,10,000 


III 

24,20,012 


B. Working onllay. 









EKtablisbnciiit < badges i • 

!•» 

“■ 

••• 


... 

66,660 

66,560 


1 

Bepaira to Flotilla and Ferry Plant 

64,112 

#(• ' 

• it 

••• 

Sk* 

III 

61,112 


Lifting and relaying sidings • 

s«« 

20,800 

(a) 738 

••• 

(6) 049 

III 

22,283 

(a) 1 per cent. (J) 3 
per eont. 

Fool .••••• 

■ •1 

(•s 



111 

40,469 

40.469 

Interest at 4 per cont. < . 

64,002 

6,760 

2,052 


866 

•II 

07,039 

(e) at 2 per cent. 

Bi precis tion . • • ■ 

(fl) 27,031 

(rf) 2,632 


{<) 10,600 

(e) 433 

III 

70,496 

(4) excluding outlay 
on land Bs, 42,383. 

Total . 

1,33,106 

30,188 

3,600 

1 

72,900 



3,40,049 

(«) at 6 per eont. 
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'S 


'B 


8 


M 


fl 

>5 

FM 


04 





Aitfracb— 

Establialimont charges ISG,B80 

nopairs to IFlotilla and Ferr; Plant 6i,113 

Lifting and Belajing sidings . . — 2 >,800 

h'acl • -i 40,459 
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Statement op delays at Mokameh peeet. 

19b6. 

January S3rd , — Owing to fog tlie goods ferry was suspended for seven 
hours. 

January Owing to fog the passenger steamer which left Mokameh 

Oh&t at 10 P.M. grounded, but got off at 2 A.M. on 25th and returned to 
Mokameh GrliAt. No steamers crossed during the night. The goods ferry was 
suspended for 14^ hours. 

, Jamiary S5t1i > — Owing to fog goods crossing was suspended for seven 
hours. Traffic had now accumulated, and the balance delayed in Mokameh 
yard, with goods for the Bengal and North-Westorn Hallway, was 300 
wagons. 

January 29th . — Owing to fog goods ferry was suspended for nine hours. 

Tehruary 2nd . — Goods ferry was suspended for nino hours owing to 
cyclonic weather. 

March . — In the second week of March goods traffic was seriously delayed 
owing to accumulation, while a temporary lino four miles iu length was laid 
across a sand bank of the river. To admit of passenger traffic being carried, the 
East Indian Eailway had to lay a broad gauge lino from Mokameh Ghdt to this 
new Ghdt. 

Atiguct 29th . — The goods ferry stopped working for tbo day owing to 
cyclonic weather. 

Septmher The goods ferry stopped working for the day owing to 

cyclonic weather. 

Septanher The goads ferry was stopped for the day owing to the 

channel silting. 

September The goods ferry was stopped for tbo day owing to tbo 
channel silting. 

October 7<7*.~Goods ferry stopped from 1 a.m. of 7th to 7 a,m. of 8th 
owing to slip line sinkitig, necessitating the shifting of the jetty. 

October Owing to ohannol closing, only nino barges crossed. 

October 10th.— Only nino barges crossed in 24, hours. Goods accumulated 
at Mokameh Gb&t and 90 East Indian Railway wagons detained. 

October 11th . — Goods ferry stopped 3 P.ir. of 11th to 7 P.m. of 12th owing 
to the slip lines at Soraaria Gh6t giving way. One hundred and thirteen East 
Indian Railway wagons detained at Mokameh Ghdt and sheds fuU. 

October 17th . — Goods ferry stopped for six hours owing to steamer 
grounding. 

October Idth . — Loads of barges had to bo reduced to ten wagons instead of 
20 owing to insufficient water at Mokameh Ghdt. 

October 19th . — Goods ferry stopped from noon of 19th to 11 a.m. of 
20tb, while jetties and shore oonnections were removed to now Ghat at Ilatedah 
down tbo river to which a branch lino liad boon laid for goods. 

Owing to the interruptions to the ferry from the 7th to 9th Ootohor, goods 
accumulated at Mokameh Gliftt and it was not till the 4tli November that the 
accumulation was cleared. On the 23rd, the East Indian Railway Iiud over 100 
wagons to unload, and there were over 1,000 tons misoollaueous goods in the 
sheds. 

On the 27th October the East Indian Railway laid a branch lino for 
passengers to the new gbftt at Ilatedah. Between the’ 19th and 27tli, passengers 
had to bo conveyed over the Bengal and North-Western Railway goods branch 
from the goods jetty to the transhipment yard whore they changed to East 
Indian Railway vehicles. 

1906. 

Similar difficulties experienced in March 1905 as detailed for March 1906. 

The crossing of goods badges was suspended from 23 hours of 28th 
September till 7 hours of 80th September 1906 owing to oyolonio weather. 
During the night of 29th and 30th Soptomber 1906, passenger steamers could 
not oross owing to rough weather. 
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GA.VOSS BKIDQB OOMlTlirEE: 


12. TThctber you anticipate that the opening of the Katihar-Godagiri 
Bailway vrill divert Calcutta traffic from the Mokamch route. 

13. Any informatioa that can be given as to feasibility of working a mixed 
gauge at termini and aho an approximate estimate of the cost of getting the 
metro gauge into the various termini in and around Calcutta and of introducin'* 
a third rail with switches, etc., into the terminal yards and mill and private 
sidings. 

14'. Any information that can can be given regarding Ibo working of 
transfer stations in other parts and the transfer of metre gauge stock to broad 
gauge undorframes. 

IS-Wliotlior there is suffioionl traffic to justify a double motre gauge lino 
into Calcutta from Kampur Boalia: — 

(a) If it gets the Bengal and Norlli-Wcslorn Railway traffic. 

(i) If it docs not got the Bengal and North-lVoslorn Bailway traffic. 

10. General plan showing Eastern Bengal Slate Railway, in and around 
Calouttn, and the iwivato and mill sidings oonneclod with it. 

Abstract of sidingsS showing name of company or firm served, lougtU of 
sidings both inside and outside the promises of the finu, ofc., witii abstinct of 
agreemont in each case showing briefly the terms on which tlic siding was 
constructed, and on which it is worked and bow the ownership or cost of the 
siding has been divided. Proposed sidings should be inoludod in the above. 

Theso questions were replied to as follows ; — 


Frof /2 the Officiating Manager^ Eastern Ecngal State liaiheat/, to the Scare* 

farg, Ganges Bridge Committee. 

■With refcrcnco to your.lottcr No. 4, dated Sth January 1007, X bog (o 
forward hcrowitb a memorandum giving answers to the questions set forth 
therein, excepting questions l*3-i and 1C to which answers will follow. 
(Subsequently supplied.) 


QUESTION 2. 

Farliculare of diJftcuUics tchich occurred at Sara Ghiit and Banmiedia Qhdt 

during the past season. 

Talcing Sara first . — There was little difficulty here last season except the 
usual one of meeting the rise and fall of the rivor by providing now ghats and 
ramps for tho wagon ferry. On the fall of llio river, however, churs formed 
opposite the station necessitating a detour of about b.alf a mile for tho sfcainors 
as shewn on the plan nttaobed (not reproduced). Tho.se ohurs will most likely 
become an exceedingly serious matter next sc.ason. If the main channel con- 
tinues on its present course, Sara Qhftt may bo completely bteoked and a com- 
plete set of now ghat sidings with coolie sheds, etc., may have to bo made. To 
meet this plans and estimates are being prepared for the nccessarj- extension, 
and a new yard and ghat sidings two miles below Bara. 

At Bamtilcdia (rAn/.— For tbreo years past tho river has gradually 
deserted its usual channel along and eroding the right hank above Bamukdia 
Gbht and has been moving further out into the centre of its bed. This season 
a chur formed and blocked Damukdia Gliht for low water work and except for 
wagon ferry work all transhipment had to bo transferred, tho passengers to a 
new glifit, a mile down stream, and tho goods to the former goods station at 
Golbatban, 8^ miles down stream. During the floods considorahlo trouble was 
experienced by their excessive height and a cyclone damaged the ends of the 
ghat 6iding.s bn the river bank and the lino between Damukdia and Damukdia 
Gbht. Tliis damage was caused by tho wash of the waves boating against the 
slopes of banks and ends of tho sidings. 

Fassengers . — Tho clmr above noted is about 2,500 feet wide and its 
surface is 3 foot above low water level, sloping very slightly riverwards. 
During the fall this chur 2,o00 feet wide was extremely awkward as it neces- 
sitated constant prolongation of the jetties and tho purchase of large quantities 
of planks and posts. Tlie jetties were extoudod to 600 feet. The water was 
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practically as sIwIIoiit at the outer ends as it^cvas at the shore. As the lead for 
luggage had become very long and the steamers could not got within 1,600 feet 
of tbo jetties, it was found convenient to place both passengers and luggage on 
a flat and warp them out to the steamer. Passengers then hoarded the steamer 
and the flat with luggage was towed across. 

Soundings taken weekly during the floods gave us notice of what would 
happen. But as the shallow water extended from six miles above to six miles 
below Damukdia and the country was flooded nothing could bo done towards 
making new ghats until the water began to fall. Continued soundings along 
the shore showed that only one spot on. the above 12 miles where wator deep 
enough to float steamers at low water level was available, i.e., just abreast 
Sara. Directly the ground got dry a new passenger line was started from 
Damulcdia. To got down to the chur level a cutting 12 feet deep had to he 
made alongside the main bank. This work was delayed by the water in the 
ground which had not drained oiit, hut evenlunlly the siding was opened on 
6tli December 1906. Even at the now site the wator is shoal and when it 
reaches its lowest level jetties 600 foot long will ho required. All the 
permanent- way material for this work had to ho provided from outside of 
Damukdia Gh^t stock. 

Without making a very long detour it is impossible to obtain length of 
lead sulBoiont to get dow'n closer to low wator level so as to permit of the rails 
being laid low enough to economically run out earth bunds for them into the 
river. In any case this would be unssatisfactory as if we laid the line so low it 
would bo very diflioult to remove the rails when the water will begin to rise. 
This removal would have to ho done, before the chur in front of tho high 
level passenger gh&t, at w'hich work must bo resumed during high water, 
would have become covered w'ith water deep enough for navigation. 

Goods lr((.rishipment . — ^Directly it became evident that Damukdia Ghdt. 
was closing work w'as commenced at Golbathnn. Owing to tho groat increase 
of traffic during former years all the spare available rails had been used up at 
Damukdia QliAt and a good portion of tho track of the old Golhaihan yard had 
been transferred thorolo. This had to ho rclaid by material brought from 
Calcutta and by throe miles of rails bought from the Oudh and liohilkband 
Railway. Tlip track could not bo taken up at Damukdia GhAt and relaid at 
Golbathan as it was in use. All mils rclaid at Golbathan had to bo brought 
from outside. A considorahlc amount of material intended for tho Durgapur 
chur lino near Goalundo had to bo diverted and some points and crossings 
ordered locally. To oomplotp holft yards more material is still required. 

It was necessary to shift however before tho sidings at Golbathan were 
completed. Tho yard which sutTiced eight years ago, when Golbathan was last 
laid, is not nearly large enough now and considerable extensions of sidings 
have Imd to bo made and a number of new buildings put up. 

This work had to ho done during the end of tho rains. It was in conse- 
quence rendered more (lillleuU as iho new formation cuts became Dllcd with 
water and at one lime during tlic oyclono work was prncticnlly stopped for 
a week. ^ G ho shift occurred at a period when trafllo was heaviest and naturally 
resulted m considerable dislocation. Tho upward traffic at this time was many 
times greater tlian usual owing to heavy grain traffic to the famine districts 
and oombined with tho heavy downward juto traffic caused a block which 
necessitated restriction of trafllo to ounblo accumulations to be worked off. 

Tho restrictions and tlio dates on wliioh they wore imposed and removed 
wore as follows — - 


He 

Hriclionx on vjmaril Ironic vin Damukdia Qhdf. 

Jintm, 

liOc il liooliing'. 

Stntiaiiii from 

15(li October 1000 . 

19th, 20th nnd Zlbl 
October. 

Booking of food grains ontiroly stojtped 

All upward goods trafllo 8 to 2 )pGd . 

Colouttii and Ckitporc 
Ecctiun. 

All stations. 
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Jieslrictiom on iip\tard traffic DamuMia Gh&i — conttl. 




Local booklDg. 


Statlona from 


22nd October lOOC 

17tli November 
2I$t November . 

5th December . 

uth ji • 

1 Sth JI « 

SOlh „ 

5lh November 

1st Deocinbcr , 

5th >, 

13th II • 

let •Tnnu.'iry . 


All upward goods trellic reenmed with 
TOstrictiouE. 

Calcutta TCstricted to 15 and Chitporo ecc> 
tion to SO wngous a day. 

Calcutta extended to look 26 and Chitporc 
35 wagons a dnyi 

All upward goods tmflic again entirely 
stop])ed except from Armenian Olint which 
was allowed to book 30 wagons a day, and 
jolty which was allowed to bnok 15 wagons 
a day on and from 23rd November. 

Calcutta allowed to book 10 wagons and 
Budge Budge 10 wagons korosinc oil n 
day. 

Unrcslrictcd booking o£ food grains, oilman's 
stores and wines and spirits and snlphur 
for tea gardens resumed. 

Calcntt.a bookings extended from 10^ to 30 
wagons and Iliulgi* Budge bookings cx- 
iutidcd from lO to SO wagons a daj*. 

Unrt'slricUd booking resumed. 

Tortigu hooding. 

All booking from foreign lines (lJn«fc Indian, 
Boiig-sl-Nagimr, Oudh and Hobilkliaud 
and I)«ck*) .stopped. 

Knsl Indian Railway allowed to book 15 
wagons n day. 

Docks allowed to book 5 wagons .salt a day. 

IvaBl Indian Raihv.ay allotment increased to 
35 wagons a day. 

Docks nllotraont increased to 10 wagons a 
day. 

Unrestricted booking resumed. 


All stations except 
jetty and Armeuiau 
Ghat. 


ffanon ferrii . — This was with great diffioulty kept in working order. A 
iotty o£ sloepor cribs with rail beams -was extended 1,U00 feet ® 

watL. This roquired rails for the beams amounting to 4,000 feet of track, wbioli 
liad to bo removed from Damukdia Qlidt after good.s working was shifted aud 
which must bo rclaid on their original sites to suit high yatpr working, a 
the maintenance of the cribs is difficult owing to the slight ^ at 

them to tip up stream. This jetty is not long .enough and to bo aj 

low water level would hare to be extended another 1,500 feet, and a now si 
iust above low water level has been sclcolod on a chux higher up * 

?ng a jitty about DOO feet long and for which a siding about 5,000 foot loOs 

is now being laid. , , , j 

General , — The following is a resumd of Iho work done ; 

ni 1,000 1. ft. of jetties made at old passenger glififc. 

(2) New lines with 10,000 feet of track laid for ^ \lfe 

^ ^ This will have to ho removed with great rapidity when the 

water rises. 
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(3) New lines with 17*000 feet of track at Golbatban. 

(di) Wagon ferry jetty made 13,000 feet long and a new wagon ferry 
line in band nearly a mile long. This work, however, is only 
for this season. It will probably have to be repeated so far as ‘ 
the Damukdia-Sara work is concerned next year. 

Further there is every probability of Golbatban suffering from severe ero- 
sion next season as a ohur half a mile wide which existed last J une was 
practically all cleared out in September-and cutting of the hank is going on 
just below the gh&t. 

The approximate cost of works owing to the silting at Damukdia, re- 
opening of Golbatban, and damage caused by floods is as follows : — 



Bs. 

Passenger chiu* line . • . . . . 

Local goods do. ...... 

Extension of wagon ferry ..... 

New gbAts at Golbatban ..... 

Extensions of jetties at high water passenger ghat . 

Flood works ........ 

Permanent-way • . . * . 

. 17,900 

7,600 
7,000 
. 54,000 

. 3,000 

. 20.000 

. 1,34,000 

Total 

. 2,43,500 


QUESTION B. 


6. The average time occupied in transferring goods across the jiver from 
time of arrival of the wagon on one side to time of departure on the other 
side is from 24 to 36 hours, the former when wagons arrive before noon and 
the latter when wagons arrive after noon. 

QUESTION 6. 


6. The total floating plant which is being provided for the Lalgola* 
Godagiri ferry service is — 

3 Steamers. 

2 Landing stages. 

8 Flats. 


The cost is estimated as follows ; — 

(1) Converting a flat into landing stage (including value of 

flat) 

(2) Constructing 6 F. class flats 

(3) Three steamors (1 pasBongor, 1 goods and 1 spare) of which 

one will probably be transferred from Eastern Bengal 
. State Railway stock and two built .... 

(4) One landing stage transferred.from Eastern Bengal State 

Bailway 

(B) Two flats (from North 'Western Railwaj') . . • 


Bs. 


72,066 

4,27,722 


6,00,000 

50.000 

60.000 


Total 

wi/dd— Contiugonoios at 5 per cent. . . 


. 12,00,788 
. 60,000 


Guand Totai. (say) 


. 12,70,000 


The Engineering Department costs for ferry at Godagiri 
estimated as follows : — 


and Lalgola 

Bs. 


are 


Laying rails 
Earthwork . 
Staff quarters , 
Station buildings 


. 10,000 
. 14,000 
. 4,000 

. 2,000 


Contingencies at B per cent. 


30,000 
1,500 - 


Gkand total 


31,500 
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Permanent -way is not included in tlie above as it lias already been pro- 
vided in tbe estimates for the lines. Locomotives are propised to be used on 
the ramps instead of winding engines. 


QUESTION 7. 

7. Tbe maximum number, of broad gauge goods trains conveying northern 
section traffic wbicb.bas crossed the ferry to Naiha<i and stations south thereof 
may be taken as 6 per day with an average load of 60 wagons. The total 
number of wagous in use for a* continuous service can be approsimately 
arrived at by estimating the time token on the up and down trips pins time 
for turning round at either end. It may be assumed that tbe upwards traffic 
is about ^rd the downward so that §rds of the wagons are returned empty and 
^rd have to be detained longer for reloading. Estimating 12 hoars either way 
for running and 60 and 36 hours, respectively, for time occupied at both ends 
for turning round wagons with and without uploads the number required for a 
continuous service would be § of 260 X 2^ . . - . = 417 

i- of 260 X . . . r= 292 


709 


or, say,^ 760 wagons including provision for wagons under repair. The number 
of engines allotted for conveying northern section goods traffic between 
Lamukdia and Calcutta including Naihati and stations soutii thereof may be 
taken as 18 iuoluding engines in shed for wash out and repairs. This is the 
maximum number in use on any day during the busy season hithortn. The 
number of shunting engines at Lamukdia and Golbathan is 6. 

For the passenger service two broad gauge hranoh trains each wiy per 
diem would suffice betweeu Poradah and Lamukdia if the metre gauge is 
brought into CalcultA, and the two engines *how employed for working 
Lamukdia branch ti'aius could work tho service. At present in addition to 
tho branch engines, live engines including 1 in shed for wash out are used in 
running passenger service between Calcutta and Lamukdia.' 

As regards passenger stock the entry of the metre gauge into Calcutta would 
enable the railway to release one composition now used for the Larjeeling 
mail and two compositions used for 16 up. 

On the assumption that tho metro gauge is extended to all points now 
served by tho broad gauge in and near Calcutta the relief to broad gauge stock 
may be estimated os follows on the above particulars ; — 

23 Goods and shunting ongiuoa. 

6 Passenger engines. 

760 "W^agons. 

2 1st and 2nd ola?s bogie carriages. 

2 1st class ordinary carrhiges. 


2 2nd „ . sj * 

2 Intermediate and 3rd class ordinary. 

IG 3rd class, ordinary. 

1 Logie, 3rd class. 

1 Bogie, Intermediate and brake. 

1 „ „ third and postal. 

1 M » luggag® brake. 

2 Luggage vans, ordinary. 

20 Brake vans. , ' 

If metre gauge trains do not rim into the mill the relief 

Hoots. aSdta’ansliipment near Ooloutto M resorted t^or this 
to the hi oad gauge goods stock would not he great, p 7 . 

200 wagons, . ' 
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- QUESTION 8. . - 

8. During tlie busiest season the broad gauge goods stock is not sufficient to 
enable theEail'way to deal with tbe traffic offering, without undue delay and 
for the last few years it has not been possible to borrow from foreign railways 
all the wagons we require. ' - 

The construction of a bridge at Sara with a properly equipped tranship- 
ment yard would sive considerable relief. The transhipment of goods from 
wagon to wagon could be conducted with much greater celerity in such a yard 
than is possible in the case of transhipment from wagons to flats and vice 
versa. Night working could also be introduced, and this would enable 
us to reduce the time required for turning wagons round at Sara very 
considerably. 


QUESTION 9. 

9. Estimate for Jessail, etc., connections, north of the Ganges. 


Metre gauge. 


In this estimate a village named Govindpur has been selected instead of 
Jessail. It is on the Katihar-Godaghi railway. Jessail is further north and 
is in the valley of the Purnabhaba' where 20 to 80 feet of hank would bo 
required. 

Bs. 


(1) - Govindpur to Forbatipur, 73 miles 

(2) „ „ Natlora 40 „ 

(3) Godagiii „ Santahar 40 ,, 

.(4) „ „ Serajganj 88 „ 


. 47,45,000 

. 26,00,000 

. 81,20,000 

. 66,00,000 


QUESTION 10, 

10. Project estimates for Railway extension to Serajganj and beyond 
have been prepared as follows : — 

EEtimated cost. 

Bs. 


(1) Sara lo Serajganj, 5' 6" gauge, 49| miles . i 

(2) Serajganj right bank to Brahmapatza, 

6^6" gauge, SJ miles 

62,09,069 « 

, 8,70,008 

(3) Bralimapntra loft bank to Jagnaonthgnnj, 


metre gauge 26 miles ..... 

. 16,38,621 ■ 

Total 78 S miles 

. 81,17,698 


• IncladoB B>. 4,94,800 (Bb. 1,00,000 per mile) for tolling rtook. The Into EDgiDeor-in-Ohief (Mr. 
Moylo) cBtimntod that a metre gauge liao from Sara to Sentjgonj would cost Be. 90,000 per mile. 


QUESTION 11. 

11. Estimate showing length of metre gauge connections with approximate 
cost which -the Eastern Bengal State Bail way would need to serve a bridge at 
(1) Sara, (2) Bampur Boalia (Isabpur), (3) Godagiri, 

These lines do not include the cost of the 2^ ’ miles of bridge approaches 
which would he on the broad gauge and which is included in the general esti- 
mate for the bridge — 

(1) Sara Nil, The broad gauge would run into tbe transhipment 
yards, 

. (2) Isabpur (Bampur' Boalia). 

Bs. 

(а) Imlpiir to Basudelptir on tba 

Northern Seotion, 17| miles . • 12,16,760 

(б) AUeriMtite to above iMabpwc io Nattore, 16^ miles 11,00,660 

(c) Jsahpnr to Govindpur on the Katihnt-Godngiri 

Bailway, 31^ miles 18,80,160 
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(3) Godagii’i l^il . — The hroad gauge would run into the tranship- 
ment yard. 

QUESTION IZ. 

12. If the Bengal and North-Western Eailway are empowered to quote 
through Tates via Katihar to Calcutta, it is presumed some restrictions will be 
mposed by Government to avoid competition detrimental to their interests. In 
the present state of the case and until the policy of Government in this direo- 
tion is declared, I cannot give an opinion as to the probable diversion of traffic 
from the ifilokameh to the Katihar- Godagiri route. 

QUESTION 13. 

13. Neither the Traffic Superintendent nor I have any experience of 
worhing a mixed gauge at terminal stations. We are both of opinion, 
however, that in the particular case of Calcutta termini at Chitpore, Sealdah, 
Port Trust Railway stations and the various mill and private sidings, the 
introduction of the mixed gauge would greatly increase the difficulties of 
dealing with the despatch and receipt of goads and lead to delay to traffic and 
uneconomical working. We consider it impracticable to deal with traffic 
arriving at existing mill and private sidings and at Port Trust Railway stations, 
partly in hroad and partly in metre gauge wagons which cannot be shunted 
together, and we are of opinion that if the metre gauge traffic is brought into 
Calcutta, the only practicable way of dealing with the mill siding and Port 
Trust Railway traffic is by transhipment at a station short of the junction with 
the main line, or by the use of transporters enabling the metre gauge stock 
to be taken over the hroad gauge lines. In the case of Chitpore and Sealdah, 
we are of opinion that it would he preferable to make aiTangements for dealing 
with cart delivery goods traffic in separate metre-gauge yards instead of trying 
to deal with it in a mixed gauge yard. 

The estimates of the cost of talcing the metre gauge into Oalcutfa termini 
and introducing a third rail into the terminal yards and mill and private sidings 
are under preparation and will follow. An officer has been specially deputed 
for the work, but he has been unable to complete it in time for submission 
with this letter [ see Appendix ] . 

QUESTION 14. 

14. I have no experience of the use of transporters to allow of meire gauge 
stock running on broad gauge lines. A scheme for the use of such transporters 
in connection with the Sara wagon ferry was prepared a short time ago, and 
a ferro type showing the proposed - arrangements and necessary alterations to 
the metre gauge stock are attached (not reproduced). The wagon which it was 
proposed to fit for running on broad gauge lines wasa bogie metre gauge wagon, 
of which particulars are given. 


QUESTION 15. 

16. The traffic offering via Sava from the Northern and Behar Sections of 
this Railway is heavier than the single line is able to carry between Santahar 
and Sara and justifies a double metre galige line from Santahar to Calcutta : — 
(a) To cope with the present traffic from the Northern and Behar 
Sections, we require to move 60,000 maunds daily between the 
months of September’ and December inclusive. 

(fi) The single line between Santahar and Sara can only deal with 
14 ti ains a day each way, and the maximum has already been 
reached, vie., 6 passenger and 9 goods trains each way. « 

(c) Nine goods trains are equivalent to 45,000 maunds, which is 
6,000 maunds less than we are required to move. 

"With the extension of the Eailway to opposite Ganhati, the traffic on the 
extended portion will not ho less than 10,000 maunds daily. 
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During the course of the enquiry the following further information was re~ 
quired of and suiipUed by the Manager, Eastern Bengal State B-ailway. 

1. The amount of traific received at Ohitpore' Sheds, Ultadanga, Oossipore 
and ail jute tpiUs between Naihati and -Budge Budge inclusive in any one year 
(largest year for choice). 

2. The largest monthly deliveries at each of the above. 

3. The total despatches of oil in Ions in any recent year (preferably 
maximum year) from Budge Budge. 

4. Greatest tonnage despatched in one month from Budge Budge. 

6. The broad gauge and metre gauge proportions of the above. 


APPENDIX 


Note by the Manager, Eastern Bengal State Baihoay, on the cost of working 

the Sara-Danmkdia Ferry. 

Dealing with the figures shewn in the attached abstract — 

Item I has been calculated on the average of the last five years so as to 
get a fair approximate estimate of the cost of repairs and -renewals, etc. This 
item inoludes^charges for labour employed in transhipment work. 

Item II gives the amount (Rs. 26, 000), recorded in .onr Claim Registers 
as being paid as compensation for loss or damage to. goods which occurred while 
such goods wore being dealt with at the ferry during the year 1906. The 
total sum paid as, compensation on the whole line during ithe year amounted 
to Rs. 84,000. 

Items III and IV give the 1905 figures for charges incurred on either bank 
of the river for labour and establishment not already inoluded under Item 

I. The 1906 figures are not yet available. 

Items V and VI give the average of five years' revenue expenditure on 
works and land. 

2. The amount standing at debit of Capital on account Of the ferry is 
approximately as follows ; — 

Bs. 

Cost of ferry including floating and shore plant . . . 19,60,500 

Works on shore charged to Capital at Sara .... ^,50,000 
Ditto ditto at Damukdia . . • 9,00,000 

About 21 miles of mils in yard stock at Damukdia and 18J 

miles at Sara ....... 9,00,000 

Total . 40,10,600 


3. To arrive at the full expense to the Railway of working the ferry 
interest charges on the Capital shown in paragraph 2 will have to be added to 
the figures shewn in the statement and it is understood that the Committee 
also require an estimate of the annual loss to. the Railway on account of 
payment of claims for goods destroyed by fire while in transit over the 
ferry ■ and on account of detentions to wagons duo to difficulties of working 
and changes of Gh&t. 

~ 4*. The annual loss due to destruction of goods by fire while in transit 

over the ferry cannot well be estimated. There were heavy claims for goods 
lost by the burning of a fiat and its cargo in 190di and the compensation paid 
by the Railway in that ease amounted to Rs. &9,000 and there have been a few 
other small losses from fire when country boats have been used for the ferry 
traffic, but no reliable estimate of the probable loss per annum in future 
could be arrived at from these cases. 

5. There is at times considerable loss of carrying capacity owing to deten- 
tion of wagons at the ferry but it is doubtful if the Railway finally loses any 


f 
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appreoiablo amount of traffic on this account as far as tlie metre gauge north 
of the river is concerned. On" the broad gauge loss oE carrying capacity in 
connection with detention oE wagons at the Eevry may oEten cause a loss of 
traffic and earnings, as on the broad' gauge section there are competing river 
routes. It is difficult to- estimate the actual money loss incurred by the loss 
oE carrying capacity oE broad gauge stock but an attempt has been made in 
the following paragraph to calculate it approximately. 

6. The calculation assumes that all broad gauge wngotis exceptionally 
detained at the feiTy during the busy season were Eoreign line wagons and 
that the detentions would be paid for by this Bailway at Conleronce Begulation 
rates. On this basis the Examiner oE Accounts has worked out from the 
ferry wigon registers that the detentions to broad gauge stock represent a 
sum of about Bs. 10,000 per annum. But the calculation at OonEerence 
Regulation rates probably does not represont more tl:an half or less than 
half what the Railway would have earned iE the wagons had been convey- 
ing traffic, and I should estimate from the Examiner’s calculations tliat a sum ' 
oE from Rs. 20,000 to Rs. 25,000 per annum would approximately represent 
the yearly loss to the Railway. 

7. No allowance has been considered for depreciation of forty plant and 
ghat works. Tlie cost oE repairs and renewals to maintain the plant and 
works to standard is included in the figures given in items I and Y oE the 
statement which are based on average of 5 years and it is doubtful if deprecia- 
tion should he charged in addition. 

8. In estimating the cost of the ferry all items of expenditure duo to the 
existence of the feiry have been incinded. The saving on the abolition of the 
ferry would depend on what takes its place, c.i;., if a bridge for broad 
gauge is constructed with a wagon to w.agon transhipment station on the 
north bank the cost of maintaining and working the transhipment station would 
have to bo deducted to arrive at the saving. 


Abstract of the estimated cost of toorking^ the ferry at Sara. 

He. 


I. Ordinary expenses (working, handling, 
fad, stores repairs, &c.} . . • 

II. Compensation claims paid due to loss or 
damage at the ferry 


IIT. Laloitr JSstallislnnent— 
Engineering . . 

Running shed menials 


IV. Bstahlishment charges not already in- 
clndcd) — 

Engineer .... 

Locomotive Foreman’s Odice . 
Locomotive Running Shed . 

Traffic 


V. Revenne Expenditure on Works (erecting, 
shifting and altering quarters and ghat 
sidings, etc.) — 

Total for 5 years (1902-190G) =61,600 
annual average .... 
VI. Revenue Expenditure on land at the ferry 
Total for 6 years = 1,150, annual 


5,82,020 Averag 
f of 5 real 
I 1902- 
26,000 J 1900. 


Damuktlia. 

Us. 

. 17,400 
. 15,000 


S.ara. 

Us. 

13,800 

19,200 


Average 
years 


82,400 

3.3,000 

8,600 

4,934 

6,633 

0,302 

7,902 

0,1.54 

01,704 

62 040 

70,864 

79,430 


05,400 


la 

o 

o> 


be 


1,G9,281J 


= 10,300 



8,42,884, 
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APPENDIX E®. 


Note by iHe Manayer, JE!a<ttem Bengal State Bailway, on approximate 
estimate for a metre gauge Ime to Oalcutta termini, Boole Junction, 
Mills and Budge Budge. 

1. TMs estimate must be considered as a very rough approximation only, 
inasmuch as there has been no time avaflable to inspect the ground. 

2. The first thing to consider is whether the metre gauge line should b© 

hept to the east or to the west of the 
sSr* **’“”*“**"“ gauge lines. At first sight it 

might appear that owing to all the broad 
gauge stations being on the west of the Bne and the land on that side being 
more expensive, it would be best to locate the rnetre gauge on the east side. 
There are, however, serious objeotions to this alignment for the reason that 
the mill traffic coming by the metre gauge would cross the busy broad gauge 
line at Naihati, Kankinara, Shamnagar, Tittaghur and Agarpara, and later 
on at other stations when more mills spring up on the banks of the Hoogbly. 
The broad gauge line below Naihati has not only to carry the traffic arising 
on the Eastern Bengal State Railway including the jute from Khulna to the 
mills, but the heavy coal and seeds traffic brought by the East Indian Railway 
for the Docks, wliich is increasing every year as also the upward traffic from 
tbe jetties. The broad gauge woifid, therefore, be always a very much busier 
line than the metre gauge and if, any traffic is to cross from one gauge 
across the lines of tbe other gauge, the less busy line must give way to the 
line with heavier traffic. Both broad and metre gauges would bring the 
traffic for the mills, and the traffic arriving by one of them must cross the 
lines of the other gauge. It is, therefore, evident that the metre gauge line 
with lighter traffic must be placed between the broad gauge and the mills. 


Again taking into consideration 

Termlnns at Seatdah. 


the question of terminal arrangement at 
Soaldah, it is found that the only place 
where such accommodation could be 


provided with due consideration for the convenience of tbe travelling public, 
and with proper facilities for receipt ^ and despatch of goods, is the ground 
lying between the broad gauge lines and Upper Circubir Road near Sealdah, 
and between the broad gauge lino and the Circular Canal further up. No 
site to the east of Sealdah could bo found oxoppting at prohibitive cost, as 
the Barnagoro Branch Mill, Icc Factory, and the Union Jute Mill occupy the 
ground that would bo suitable for the metre gauge yard. Moreover with 
terminal accommodation placed to the cast of the broad gauge yard, the 
metre gauge passenger station would have to bo a long distance away from 
Sealdah, unless an unworkable mixing of gauges is to be introduced, involving 
delay and difficulty in working traffic on both gauges. With the prospect 
of Sealdah becoming a central passenger station for tite whole of the long 
distance traffic to and from Oalcutta, it is evident that the metre gauge should 
remain on one side instead of being placed between the broad gauge passenger 
and goods yard. Even if Sealdah does not become a central station, we must 
ere long bring the southern section traffic from Baliagbatta into Sealdah, and 
the platforms for this traffic would be on the east of the existing platforms. 


For the above reasons it has been aasumed that tbe metre gauge lines 

Aifenmcut .outh of Naiiaii. to the wost of the broad gauge 

lines. If the metro gauge line north oi 
Naihati should he made on the east side, it would have to cross over to the 
W'est just south of Halitabar, and for the purposes of this ostiraats tbe point 
where it would strike the Naihati Mill siding has bcc*n assumed as the zero 
of alignment. This point would be some 24i miles from Sealdah, The East 
Indian Railway would bo crossed by a sub-way to ncoommodate .three tracks 
of metre gauge, two tracks for the up and down lines and one track for 
traffic to and from Naihati and Gouripur Mills. The line would then after 
crossing tbe Gouripur Mill siding strike direct for Naihati passenger yard, 
where it would hai'e up and down platfoi’ms outside the East Indian lines. 
From this point up to Dum J)um Junction the metro gauge lines would keep 
close to the broad gauge, excepting where the > transhipment yard is located 
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somewhere between Naihati and Kankinam and where it would be necessary 
to deflect the metre gauge line to the west to And room for the transhipment 
yard between the two gauges. South o£ Dam Dam-Junction station would come 
the junction for Ohitpore yard, the branch lines to Chitpore being graded down. 
The main lines to Soaldah would continue on tho high level and cress the 
broad gauge branch lines to Chitpore and the Aratboon Mill siding and the 
new canal overhead with a single bridge of 3 or 4 spans. South of the new 
canal the line will keep close to the broad gauge line excepting where it 
has to diverge round the broad gauge engine shed yard and on to the passen- 
ger terminus outlie site of the Baghhazar ‘sidings between our passenger station 
and Upper Circular Road. 

3. The next question is to consider the alignment from the nortli of 

... . .. n 1 Knnkurgachi Junction to the Docks, 

igiiin n 0 oc 8. ^ continued to Budge 

Budge, it is_ clear that to avoid unnecessary crossing and reorossing of our 
broad gauge* linos at Dock Junction it should arrive there on the south of 
the existing broad gauge lines. It is proposed, therefore, to cross the metre 
gauge under the broad gauge lines of the oastorn section somewhere north 
of Kankurgachi cabin, so that it would not have to cross tho Kankurgachi- 
Tiljola chord or the double line from Baliaghatta to tho Dooks, There must 
he a crossing of tho line to Diamond Harbour somewhere and the best cross- 


ing appears to bo to tlio south of Ballyganj Junction. 

Another reason why the metro gauge on tho southern section must 
remain to the south and east of the broad gauge lines is, that from Tolly’s Nullah 
to Dock Junction, there is no room on tho north, side between tho present line 
and tho boat canal beyond that reserved for quadrupling tho broad gauge 
lines. The land between Ballyganj and Kalighat on tho north side of the 
broad gauge lines is also more expensive. 

4. Tho difl'erent items covered by the estimate are detailed in the abstract. 

Tlio following oxplannlory notes are 
added to olucidato them further : — 


Senpo and d<taUa of Uitlinato. 


Item (I). — This is for a double metro gauge lino from tho crossing of tho 

•vr. **11 J.^ Cl •Ti. 


Main liuv Kaiball to Scald tli. 


Naihati mill siding to Sealdah. It docs 


not include any accommodation for 
passenger or goods work at any of the stations, Naihati to Sealdah inclusive, 
nor for interlocking of mill siding crossings : both those items form a sopaiate 
sub-head of the abstract (vide item 3). Boar miles of roFugo sidings have, 
however, been included to get fast tratEo past slow traffic. Tho rates for landj 
earthw'ork, bridgowork, and fencing are based on the estimate for quadrupling 
and duplicating the lino between Naihati and Dum Dam, suitable allowances 
being made for the land on the west.of the broad gauge line being more expen- 
sive than that on ibo east side where the quadrupled lines were proposed to be 
located. Under fencing it has been estimated that at least six of the roads bear 
stations will have to bo provided with oart road over-bridges. Between stations 
the broad and metro gauge lines will bo kept sufficiently apart to allow of 
road crossings on the level. 

Roiiin Stock pv'ovision has been made for rolling 

Item (5). — This is for a transhipment yard at Naihati. This yard is ncces- 
t V .j i V M transhipment of coal, 

Tran- ipmcn a a x ai la i. sleepot’S, and maoliinory arriving from the 

East Indian Railway and Bengal-Nagpnr Railway and for jute brought down by 
metre gauge trains and going to the mills on theyvest of the Hoogbly. served by 
these two Railways. Tho accommodation estimated for consist of three docks 
for transhipment of coal, (This amount of accommodation is necessary to keep 
different consignments separate.) Two covered platfonns for transhipment of 
jute, one covered platform for transhipment of miscellaneous goods and one 
small dock for transhipment of machinery and bulky goods with a travelling 
crane. ' In addition to this provision has been made for a small .receiving, 
despatohing and marshalling yard for each gauge, and for a small engine- 
shed, turn-table and watering arrangements for the metre gauge only. Por 
the broad gauge no engine aocommodation has been provided os the traffic 
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will arrive by Naihati-termiiiafcing trains ami engines irould run back to 
Ijandeb Watering ariungements for broad gauge exist at baibati already. 

Item (5).“Tbi8 item provides for cost of interlocking tbe crossings of 

broad gauge mill sidings Tvitb the metre 
interioukiiig Miu Siaings, ctp. gauge main lines at different stations ; also 

for passenger platforms with shelter sheds, native females ^u'aiting rooms and 
covered foot bridges over tbe metre gauge tracks. It also includes tbe cost of 
existing- works to bo dismantled and rebuilt to make room for tbe metre gauge^ 
and the cost of points and crossings required for couneofion of mill sidings and 
small marshalling yards at Sbamnagar and Titlagbur where they would be found 
neoessary owing to the large number of mills located at these places. 

Item (i). This item provides for terminal works at Smldah with three 

distinct separate yards, viz . ; — 

Toiminal worlca at Sealdah. 


(1) passenger yard, 

(2) ongine-sbed yard, 

(3) goods yard. 


The estimate bns been prepared on tbe supposition that tbe passenger yard 
would be located to the west side of the existing Sealdah station between it and 
Lower Circular Road and would consist of a single dock with up and down 
platforms with a few sidings for stocking, washing, and inspeotion of coaching 
stoolc. Acooinmodation to be provided for waiting purposes for passengers of 
all classes and covered platforms. 

The engine-sited would be a fairly large one and to have facilities for 
watering and turning the engines and for light repairs. The engine-shed would 
be located somewhere to tbe north of the Circular Canal and, if possible, 
between the passenger stock yard and the goods yard. 

The goods yard would he located to the north of Narcoldanga main road 
and to the east of the Circular Canal so that delivery of goods could be 
arranged by carts as well as by boats. Sufficient goods shed accommodation 
and offices to be provided for receipt of goods — also convenient roads to serve 
tbe goods sheds and where necessary for direct delivery from the sidings. 


The estimate includes the cost of staff quarters for European guards and 
drivers and for an over-bridge over the oonnection between goods and passenger , 
yards where Narcoldanga main road Would cross the same. 

Item (5).— This is for providing access for metre gauge stock to the 

Cooncciions .uh cbitpore. different yards at Chitpore. The estimate 

provides for a separate receiving, breaking 
up, marshalling and despatching yard which is proposed to be located 
to the west of the metre gauge main lines and north of Dakhindari road. 
Erom this yard connections would bo made with Cossipore yard, Chitpore 
ghfit yard, Chitpore sheds yard and . Ultadanga yard which would all he 
converted to mixed gauge. The estimate includes provision for electric 
lighting and fire protection in the new yard and engine-shed and staff 
quarters. Cost of' interlocking at tbe junction with main lines has been 
provided but nothing has been, included for interlocking at the junction 
,of the broad and metre gauge lines where the mixed gauge would commence. 
This is owing to the work being done at shunting speed. 

Item (6 ). — This provides for a double metre gauge line, iaking off the 

Metro gaugo linoo-Now Canal to Dook Junction. to 

Dock Junction, with a junction north 
of Kankurgaohi cabin to connect with Sealdah goods yard. Erom this 
junction the line would run east and cross under the metre gauge main 
tracks and tbe quadrupled broad gauge lines by a sub-way ; then continue 
alongside the broad gauge chord lino up to tbe point where that line 
deflects to tbe west to form a junction with soutliern section lines at 
Tiljola. Tbe metre gauge line would continue straight and some distauce 
away from broad gauge lines to the east, until past Ballyganj station 
when it would turn to the west and cross the Diamond Harbour line 
between Ballyganj and Dhakuria by means of an over-bridge. It would then 
follow the broad gauge lines up to Dock Junction. In preparing this 
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estimate the actual expenditure on the broad gauge chord line has been 
taken as a guide for fixing the rate for the portion lying close to the broad 
gauge chord. This would be a purely goods line with block-huts at eonyenient 
intervals. 

Item [X )’ — This item provides for a third rail to be added to the existing 

Mixed eauge from Dock Junction to Budge gauge line fi-’Om Dock JuUCtion tO 

Budge. Budge Budge. The line is required to 

serve the Budge Budge oil traffic and 
three jute mills — two at Santoshpur and one at Budge Budge. 

Item (S;. — This is for adding a third rail to Shamuagar ghat yard, Budge 

Budge petroleum yard and aU the jute 
mill sidmgs both inside and outside mill 
premises. On these sidings there- is a large number of turn-tables and ' 
weigh-bridges which would he too small to take the metre gauge hogie 
stock. The most suitable arrangement would, of course, be to replaoe these 
turn-tables and weigh-bridges with larger ones designed to take stock of 
both gauges, but in m'lat oases there would be difficulty in finding room for 
larger turn-tables, and the oost of the larger turn-tables and weigh-bridges 
has not, therefore, been Included in the estimate. The metre gauge line 
will only be taken over the centre of the turn-tables and weigh-bridges in 
each case with separate rails for each gauge. 

At each mill gate or close to it broad gauge loops are provided foi^' 
shunting empty and loaded vehicles. Similar loops would be necessary fov 
metre gauge. Mixed gauge loops would not do, as it is not possible to 
caloulate with any certainty when the empties of one gauge will be returned 
by the mills for removal and shunting of mixed stock together is not possible. 
The cost of tiiese loops has beeu inoluded in the estimate. 

Three broad gauge loops off the main line have been included in the 
estimate for Shamnagar, TIttaghur and Agarpara stations. Tliese are 
necessary for broad gauge mill trains waiting to cross to the mill siding. 

Bui the working of mixed gauge into the mills will be a matter o^ 
extreme dififioulfy. It should be remembered that the existing broad gauge 
mill traffic has to cross the up Hue of broad gauge only and the necessity 
for making waiting loops for mill traffic is already coming to the front. 
"When this mill traffic has to cross the up and down metre gauge lines, I 
doubt if the mill traffic oould be got through at all excepting once or twice 
a day by a special arrangement in the time tables. With trains running out 
of time as must often happen on a busy line, there will be no end of detention 
to stock and it would be more or less a matter of pure speculation how long 
it will take to turn round a wagon. The aocommodation on the mill sidings 
is quite limited and with a few wagons detained there, a block would occur 
detaining wagons under load at Naibati or from whatever station the mill 
traffic is worked. 

Attention may also be drawn to the fact that the accidental bumping 
of a broad gauge wagon against a metre gauge one would badly damage 
the latter and with the class of staff we have to work with this would be of 
daily occurrence, necessitating heavy bills for repairs of stock. 

Aj)proximate estimate of the cost of a doiihle me're gauge line from Nai/zafi to Sealdah. and 

Dock Junction, with mixed gauge extension to Budge Budge and into Okttpore yard 

and jute mills served by the Jiastern Bengal State Bailtoay. 

ABSTnAOT. 



. Farticaloxa. 

Amoniitf 

Double metre gau^c lines from Naihati Mill crOBeing to 
Sealdah excluding station arrangements, transhipment 
yards, mill siding connections, etc. 

Transhipment yard at Naihati . . . ' . 

Ss. 

35 . 00 . 000 

16 . 00 . 000 
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Xo. 

^ PariiODlais. Amonnt. 

Eeiiabke. 

3 

4 

5 

6 

T 

8 

Station accommodation including interlocking of mill 
siding crossings and block-huts from Naihati Mill to 
Dum Dum Junction ..... 

Terminal yard at Sealdah '^th passenger^ goods, and 
engine-shed accommodation . . . . . 

Beceiving and despatching yard at Chitpore including 
junction with main line, engine-shw and mixed 
gauge lit CoEsipore, Cbitporc gh&t, Chitpore sheds and 
Ultadanga . - . . . . 

Chord line from south of new Canal to Dock Junction 
. including Calcutta goods yard junction . 

Mixed gauge from Dock Junction to Budge Budge 
Mixed gauge in mill sidings, Shamnagar ghfit yard and 
petroleum yard at Bn^e Budge inoluding metre 
gauge loops outside mill gates and broad gango loops 
at certain stations * • . . • 

Grand Total . 

.Es. 

18,00,000 

52.00. 000 

16.00. 000 

82,00,000 

1,00,000 

9,00,000 


1,72,00,000 

Double metre vnmixed gauge line from crossing of Daihiti Mill siding to Sealdah. 

Length — say 24 miles. 

No. 

- Partioatan. 

Amonnt. 

NeUABKS. 


Preliminary Expenses, 24 miles at Es. 1,500 par mile . 

Land, 24 miles. at Be. 25,000 per milo . • 

Earthwork, 24 miles at Bs. 30,000 per mile 

Bridge work, 24 miles at Es. 20,000 per mile 
Es. 4,80,000 ....... 

Bridge over Chitpore yard, 2 spans, 45' each, for donhlc 
line metro g.augc, Es. 60,000 .... 

Ecncing including ovei^bridgos, 24 miles, at Bs. 10,000 
per mile ........ 

Ballast ........ 

Permanent-way, main lino, 24 miles, at lls. 87,000 per 
mile, Bs, 8,88,000 

Pcrmanont-way sidings, 4 miles, at Ea. 16,000 per mile, 
Es. 64,000 ....... 

Stations and buildings ...... 

Plant, 24 miles, at Es. 600 per mile .... 

Bolling stock . . ■ . . . ' . 

General charges, 24 miles, at Ea. 7,500 per mile . 

Total 

Es. 

86,000 

6,00,000 

7.20.000 

^ 5,30,000 

2/10,000 

2.60.000 

1 0,62,000 

12,000 

1,50,000 

Estimated for 
Boparntcly, 

Not included in 
estimate. 

Excluding ter- 
minal works. 

85,0'»,000 


Naihati transhipment yard. 


FatticnluB. 

Amount. 

' Bcuarcs. ' 

Land . 

Earthwork . ' . . . , , , 

Drainage of Yard, etc 

Fonciag, etc 

Ballast . . . , 

■ 
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^Taihati traiiahipment ^flr/?-r-concld. 



PEI»IANENT-WATt — 

Broad gauge, 10 miles, at Bs. 25,000 per mile, 
Rb. 2,50,000 ^ . . . . , 


16,000 per mile 


Metre gauge, 12 miles, at Rb 
Rb. 1,92,000 

Odices and 3 covered platforms 
Staff quarters , . 

Station machinery . 

Inter] ccldng at junctions . 
General charges 


Staitons, platforms, etc,, at different places including interlocking at crossings of sidings and 
small mill siding yards also interlocMng of liloch-huts. 




Naihati andjGouripnr mills 
Naihaii Station . • 

KanHnnra , . 

Jagaddal . . . 

Shamnagar . . . 

Ichhapur 

Falta .... 
Barraclcporo . . 

Tittaghur . . 

Khardaha . . i 

Sodeporo . . t. 

Agarpara . . . 

Bclgbnrriah < 

Sintbec • 

Dum Dam Junction 


Terminal yard at Sealdah with goods sheds, engine-shed, platforms, etc. 



Amonnt, I Xeuabks. 


Land 

Earthwork by ballast train • - • . 

Bridging . . • • • ’ , * 

Fencing including Narcoldanga road over-bridge and 
diversion of roads ..... 
Ballast . . • ' • • 

Permanent-way for 16 miles of sidings at Rs, 16,000 

per mile 

Stations and offices . . 

■Workshops and Store buildings 
Staff quarters .,.••• 
Station machinery . j 

Add— for buildings to be dismantled and replaced 
General obarges 


22,00,000 

3.00. 000 

1 . 00 . 000 - 



62,00,000 









Fnrticniars, 


Amonnf. 

JCNCTION WITH JIAlN LINE — . 

. Rs. 

Rs. 

Interlocldng . . , 

Points and crossings 

. 20,000 

. 8,000 

28,000 , 

BEOErVIKQ, nilEAEINQ UP, HinSHALLING 

AND DESPATCH- 

" 

ING YARDS — 

Tjand . • ' • • 


3,60,000 

Earthwork .... 

• • • 

1,20,000 

Bridging .... 

• • • 

20,000 

Fencing .... 

• • • 

20,000 

Ballast . 

• - • • 

■10,000 

Pcrmanenl-wa}'', 8 mileS; at B-s. 10,000 por mile 

' 1,28,000 

Stations and Offices , 

* t » 

6,000 

Staff quarters . 


1,50,000 

Points and orbssinss ' 

. 

6,000 

Engine-shed with all accessories . 


2,00,000 

Eleolrio light and fire protection 


1,60,000 

Establishment 


■1.0,000 

Mixed oahoe li.vb i-'i CiiiTPonE yaud — 

Permanent-way, 20 miles, at Rs. 8,000 per mile 

1,60,000 

Points aud brossings, 110 sets, at Rs. 700 per set . 

77,000 


Uotnl 

15,00,000 



Chord line from toulh of New Canal Juneiion to Nock Jvnelion, 
Lcngtlf — 9 miJcs. 


Particular). 


Preliminary esnenses, 9 miles, at Rs. 1,000 nor mile 

Jj0.t)(1 •#*•«« 

* • 

Kartliwoik « . . • . . 

• • 

BEtnaEWORK— 

Rs. 

Bridges in Chord line , . . 

Bridges under b' 0" and metro gauge 

3,12,000 

main lino ..... 

60,000 

Bridge on Tolly^s Nullah . . . 

1,00,000 

Bridge over Ei imond Harbour lino . 
Minor bridges up ti Docks including 

30,000 

Tollyganj Road bridge . 

*18,000 

Fencikg-~ 


Poncing in Chord .... 


Ballast, 0 miles, at Rs. 12,000 per mile 


Permanent-way, 9 miles, at Rs, b7-,000 por mile . 

Staff quarters . . . , i 

Station maohineev— 

• t 

ISTEEnOOKiNO — 

Rs. 

Chord Jundtion . . . . 

20,000 

Goods Yard ..... 

20,000 

Circular Canal . . . • . 

10,000 

Ballyganj . . . . . 

10,000 

ICaliglint . . . . . 

10,000 

Dock Junction , , , 

32,000 

Points and Crossings.)— 

1,02,000 

Chord Junction .... 

3,000 

Goods Yards , . . . . 

3', 000 

Circular Canal 

1,000 

Ballyganj 

1,000 

Dock Junction • , . , 

ir,,ooQ 


23,000 

Establishment . . . . 



Total 



Rs. 

9,000 

12,00,000 

0,50,000 


5,50,000 


3i?,000 


1,25,000 

89,000 


32,00,000 
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Third line from Dock Junction to Budge Budge. 


1 

Ko, 

Partiaalua. 

Amoont. 

Beuases. 


Length ..... 9i miles 

Sidingfi at Akra . 2,000 feet. 

„ at Badge Budge 0,000 „ 

Bs. 



8,000 say li 




11 miles. 

at Bs. 8,000 per mile 

14) sets points and crossings at „ 700 per set 

Miscellaneous items, say ..... 

88,000 

9,800 

2,200 



Total 

1,00,000 


Third rail in Mill sidings. 

• 

' 

2fa. 

PartiaalAis. 

Amoant. , 

Bemabks. 


■ 

Rs. 

- 


Feimaiient'ivay, 38 miles, at fis. 8,000 per mile . 

8,04,000 

- 


Points and crossings, 176 sets, at Rs. 700 per set . 

1,28,200 



Turn-table connections, 26, at Bs. 220 eacb . 

5,720 



Weigli-biidgea, 17, at B s. 400 each. .... 

6,800. 




4,89,720 



Bay 

4,40,000 



Loops outside mill gates < . . . . 

8,00,000 



Loops for broad gauge mill traffic at Shamnagar, Titta- 
gbur and Agarpara ...... 

1,50,000 



MisceUaneous items ...... 

10,000 



Tot^, say 

9,00,000 
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Statement showing the tonnage of general merchandise and revenue stores carried over the 

Sara ferry in both directions. 


Half Tear. 

’ 

General mei- 
oliaiidiBO. 

Borenne etoroe 

Grand Total. 







Tons. 

Tons. 

Tons. 

Ist-balf 

1902 





201,851 

6,889 

208,740 

2nd „ 

1902 



• 


238,788 • 

12,017 

245,755 

1st ,, 

1908 

• • • 

• 

• 

• 

181,261 

7,111 

183,372 

2nd „ 

1903 

« • « 

• 


• 


8,218 

272,213 

1st „ 

1904 

• • • 

« 


• 

229,948 

15,061 

245,009 

2nd „ 

1904 

« • • 

• 

• 

• 


7,758 . 

- 275,149 

1st 

1905 



• 


179,821 

5,369 

184,690 

2nd „ 

1905 

• • • 


• 

• 


9,440 

282,150 

Ist „ 

1906 

r • • 

• 

• 

• 

211,233 

42,065 

253,358 

2nd ,, 

1906 

• • • 


• 

• 

•V 

taken approximately only. 

827,000 
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APPENDIX E^. 


Summary of the traffic ■prospects of an extension to SerajganJ. 

I. — Combined seiTioe traffic now -carried by steamer to Goalundo and 


thence by rail to Calcutta and vice versd — 

To Serajganj — 

Stilt • • m • ^ • • • • » 

Iron ••••«»•• 

Sugar ........ 

PiOTisions ....... 

Miscellaneous ....... 

Tods. 

. 2,981 

. 2,314 

. 9,345 

228 
. 1,223 

' To'tal 

. 16,091 

From Serajganj— 

J die ••#••••• 

tildes «•*»•>•# 

Seeds ........ 

liliEcellaneouB ....... 

Tuus. 

. 56,799 

. 22 
. 1,602 

184 

Total 

. 68,557 

■ M * 


It is estimated that all the above traffic would be carried by rail if a line 
to Serajganj is built. 

II. — Direct service by steamer to and from Calcutta — 


To Serajgaoj— Tons. 

Salt 8,184 

Kerosine oil ........ 7^081 


Total . 16,116 


From Serajgonj — ^ Tons. 

Jute ......... 56,862 

Seods 1,660 


Total . 67,822 


It is estimated tbat ^rd of tbis to^l or 5,879 tons up and 19, 274 tons down 
would be oari’ied by rail if a line to Serajganj is built. 


III. — Bural traffic attracted by the railway — 

Tons. 

To Serojganj ......... 8,876 

From Serajganj 12,759 

Tofal . 16,635 


It is estimated that the whole of this would be carried by rail if a line to 
Serajganj is built. 

IV.— Coaching traffic. 

Passengers 247,774; Earnings, Rs. 1,33,794. 


APPENDIX E®. 


Statement showing maximum traffic in a month dealt with at the following centres. 


ArmeniBn Qb&t. 

i Cossipore. 

ODlWABn. 



Outytabd. 



Commodities. 

Tons. 

Hantb. 

Commodities 

Tons. 

blonlb. 

Cotton Ufd. . . 

Metals . 

Bice and paddy . . 

Sngar 

. 2.SG3 

. 2,SGG 
. 7,388 

. 037 : 

January. 

Pebroary. 

October. 

December. 




UnrAsn. 

Tea . 

Grain nnd ptdBO . . 

Seeds 

. 667 1 

. 631 

. 606 

January. 

Ap^. 

IZiTTABD. 

Juto • • • • 

< 

6,381 

Angnst. 
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APPENDIX 'W—{conoUi'}ed). 

».<,«»< .«».■»» to#" fa . at tUfoUmi,, »".to.-co.ia. 


UnthtoUah. 




OrXVTABD. 

CommoditioB. 

nice nnd Paddy . 

Salt . • • • 

Tons. 

. 2.401 

. 1.03(j 

Month. 

October. 

November. 

OFTVrABP. 

Commodities 

Metals 

Boihvny plant . > 

Tons. 

- . 6,817 

. 4,363 

Month. ' 

Hecomber. 

boptember. 

IKWABS. 



iKIVABD. 



Orain and PuIbb . 

Seeds . . . • 

Jnte , . . • 

Spices . • 

. 1,202 
. 1,140 

. 28,650 
, 633 

donnary. 

Apt il. 

September. 

Jnne. 

- 



* CalcnUa. 

1 Oliitpoio. 

i 

OVTWABD. 



OOIWABD. 



CommoditieB. 

Tons. 

Month. 

Commodities, 

Tons, 

Month. 

Cotton Mfd. 
iretala . . f 

ProTisions . 
nice and Poddy . 

SngoT . t 

. 1,483 

. 1,221 
. 1,663 

. 8,142 

956 

March. 

Januory 

Ootoben. 

Novombor. 

Itico nnd Poddy 

. 6,446 

December. 

IKWABB. 



iKWABn. 



Hides , . , 

Provisions , , . 

Tobacco 

date . . . 

Betclnuts . . . 

. I,f03 

. 622 
. 1,614 
. 8,144 

. 1,196 

Mareb. 

Juno. 

July. 

October. 

November, 

Jute . . 

Bice . . . 

. 17,978 
. 731 

October, 

If 


Maximum traffic in ions in a month, 1906, 


OhitpoTo Obtt. 

CoBsiporo Bond. 


OciCtVABD. 



[ 

OurWABD. 




Commodities. 

Tons 

Month. 

1 

Commodities. 

Tons. 

Month. 

nice and Paddy . . 

Salt .... 

. 10,289 
. 421 

Angost., 

June. 

... 


... 

>11 


iHtVABI). 




IirtCABD. 



Jnte . 

. 

. 8,804 

Angnst. 

Jnte 

• • » 

. 0,310 

September. 

Uliadangn, 

Balingbatta. 


OvrWABB, 




OUTtVABD, 




Commodities. 

Tons. 

Month. 


Commoviities, 

Tons. 

Month. 

Bice and Faddy . , 

. 2,380 

Angnst. 



Its 

>>• 


InWABS. 




IirwABS. 



Jnte 

Seeds 

• • • • 

. 10,944 
-. 472 

October, 

April. 

1 Jute . . , 

\ Bico nnd Faddy . 

. 1,048 
GOO 

Angnst. 

March. 

Bndgo Bodgo. 

Pattipuhnr. 


‘ Omwabb. 

\ 

1 

1 


OUTlfABB. 




Commodities, 

Tons. 

Month. 


Commodities. 

Tons. 

Month. 

Oils 

* * • « 

. 16,744 

Hovomhor, 






iHVTABD. 




IStVABS. 



»•» 



tf 

*>• 

y 

Juto 

• 

. 1,266 

Movomber, 
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APPENDIX E<». 


Statement ly the Manager, Eastern Bengal State Railway. [Sfc Q. 91 of his eoidenea."] 

All the traffic between Eastern Bengal State railway stations, west of 
Bayganj and Calcutta stations now goes via Manihari Gli&t and the only- 
traffic at present passing Sara wkioh would under the conditions named have 
a shorter route to and from Calcutta via Katihar and Godagiri is the traffic of 
two stations — Ealiyaganj and Eaygan], 

In 190-li, the year for which the Agent, Bengal and North-Western Eailway, 
gives figures the total traffic to and from these stations and the proportion 
thereof whicli went to or came from Calcutta stations was as follows : — 




Proportion of in and 


Traffic in and ont. 

ont tiaSio which 
como from or went 
to Calcutta staiioua. 


Tone,-' 

Tons. 

Rayganj 

Kaliyaganj 

15,425 

4.845 

9,846 

1,000 

Total 

20,270 

10,846 


APPENDIX - 


Pre-vious io the examination of the East Indian Bailway witnesses, the 
following information was asked for : — 

1. General plan of all East Indian Bail way lines in and around Calcutta 
showing the private and mill sidings connected with them. 

Abstract of sidings showing the name of the Company or Eirm served, length 
of sidings both inside and outside the premises of the Eirm, etc., with abstract 
of agreement in each case shewing briefly the. terms on which the siding was 
constructed, and on which it is worked and how the ownership or cost of the 
siding has been divided. 

Proposed sidings should be included in the above. 

2. Particulars to recent date of amount of traffic crossing at Mokameh. 

3. Has there been any block in the traffic at Mokameh in recent years P 

4. Whether the Bengal and North-Western Bailway traffic oia Mokameh 
call he held against a combination of the Bengal and North-Western 
Railway and the Eastern Bengal State Bail way via a bridge over the Ganges at — 

(а) Sara 

(б) Bampnr Boalia 
(o) Godagiri. 

6. Any information that' can he given as to the feasibility of working 
a mixed gange at the Calcutta termini and mill and private sidings and also 
an approximate estimate of the cost of getting the metre gauge into, the various 
termini in and around Oaloutta and of introduoing a third rail with switches, 
etc,, into the terminal yards and mill and private sidings. 

These questions were replied to as follows : — 

From the Agent, Fast Indian Bailway, to the Secretary, Ganges Bridge 
Committee. 

“I beg to send herewith — 

(1) ferrotype plan of all East Indian Railway lines in and around 
Calcutta, showing all the assisted and private mill sidings connected 
with this railway, on which it is suggested that the other lines 
concerned might be asked to show tbeirs ; i 

(3) a list Of sidings connected with this line, distinguishing those whioh 
- are on “assisted siding’* terms and those on “private siding” terms ; 
(3) a copy of each of these iterms, showing the conditions of owner- 
ship, etc. ; . . - 

and to reply as follows regarding paragraphs 3, 3, 4 and 5 of your letter. 
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JPat'agi'apli — I beg to append' a statement shewing the tonnage of trafQc 
interolianged with the 'Bengal and North-Western Hailway, via Mokameh 
GhSt, and also of coal booked locally to Mokameh Ghkt. The coal booked 
locally is intended chiefly for the Bengal and North-Western Eailway and the 
nltimate'destination is on the other side of the river, and therefore the weight of 
suoh tr.iffic should be included in the figures giving the total weight of trafldc 
crossing at Mokameh. 


Tonnage of iraffic tirongh Molameh. 



jParagraph S . — Since 1902 there have been no blocks at Mokameh Gh&t 
due to difficulty on the part of the East Indian Bailway in supplying wagons 
for traffic received from the Bengal and Noitb-Western Railway or otherwise 
in moving that traffic. I may draw special attention to the fact that the above 
statement includes the year 1901«, when, owing to very largo crops of grain and 
seeds, a record traffic was received from the Bengal and North-Western Railway 
via Mokameh Ghftt. 

^Paragraph 4 , — In answering this (juestion, I assume that the existing East 
Indian Railway route vid Mokameh, which is the shortest and most direct, will 
receive fair treatment from the Bengal aud North-Western Railway in the 
matter of rates. If the same mileage rates are allowed by that lino to Semaria 
for East Indian Railway traffic as those allowed to Barauni for traffic via 
Katihar and any of the three alternative routes, wo shall uudouhtedly be able 
to hold the traffic against competition by the latter. Even taking Godngiri, 
the shortest of the three routes under discussion, there will still be a difference 
of 71 miles in favour of via Mokameh, aud if for both routes the Government 
minima rates are guoted there will be a difference of 7 pies per maund or 
Rs. 0-16-11 per ton in favour of the East Indian Railway route. 

^ Taking the case of the following four important Bengal and North-Western 
Eailway stations, wo find the following result. — 



To 

Soroaria. 

Uolamoli 

to 

nonrali. 

1 

Total, 

1 

Distanco 

to 

Knlibar. 

Eatiliar to 
Calcutta vi4 
Oodagiri. 

Total 

DiCorcncc in 
tnilcago in 
faionr of rid 
Molcamcb. 


i 

Miles. 

Miles. 

Miles. 

MilesI 

Miles, 

Miles, 

^lilcs. 

Buliamptir 

* S18 


602 

4.24 


073 

71 

Ghilwaria , 

831 


616 

437 


080 

71 

« 





'249 



Mozofiorporc 

70 


S6t 

170 


426 

71 

Beltiah , 

< litO 


480. 

S62 


501 

71 
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The trade of Calcutta can only enjoy the cheapest rates by foUoTvin" the 
Mokameh route, and for obvious reasons the route that can offer the cheapest 
rate should not be preyented from quoting such rates. It is essential in the 
interests of the trade that even after a bridge is built at Sara, Rampur Boalia 
or GodagLri, there shall bo a distinct understanding that the Bengal and Xorth- 
W estern R ailvray shall allow the same mileage rates to tho Mohameh route as 
to the Katihar route. .. . 

paragraph 5 . — To bring the 'metro gauge into the existing broad gauge 
terminus at Howrah is in my opinion impracticable. In the Howrah yard there 
are 6 shunting engines engaged continuously day and night and ontheShalimar 
branch there are a by day and 1 by night engaged in serving the various mills 
and depots on that line. The volume of work is very great and, even if there 
were no engineering difficulties in the way of introducing a third rail, the 
entry of the metre gauge must result in great delay and interruntions. Assum- 
ing that the metre gauge did obtain access by means of a third rail into the 
Calcutta termini and so diminished the volume of produce carried in broad gauge 
wagons to an appreciable extent, the broad gauge stock would still fully occupy 
the existing accommodation and it would not be practicable for metre gauge 
stock to operate in the same space, further, it must be remembered that the 
existing shed accommodation is not suited for metre gauge work. Nor is there 
any spare land or aocommodation which could be made over to the metre gauge 
to enable them to make separate arrangements. The traffic at Howrah has 
already outgrown the existing facilities and both tho Port Commissioners and 
ourselves have for some time been endeavouring to obtain means of enlarging 
the terminal accommodation and tho approaches to it. 


During the coui'se of tho enquiry the following fm*thcr information was 
required of and supplied by tho East Indian Railway : — 

1. A statement showing tho goods booked between eta Mokameh Ghh.t and 
Calcutta stations for years 1801, 1906 and the distribution of this traffic at 
Calcutta between tho two sides of tho river. 

2. Statistics of passengers and goods between viit Manihaii Ghilt and 
Caloutta stations. 


APPENDIX P=>. 


lioie, dated the SBth Jamiarg, 1907 ^ sulmitted hrj the Agent, East Indian Bail- 
toay, regarding the Eoxoer Ganges Bridge proposals. 


The concern of tho East Indian Railway with the proposals under con- 
sideration by the Committee is — 

(1) the preservation of the traffic now carried to ’ and from Calcutta 

vid Mokameh Ghht to its present route, which is the direct one 
and is shorter than either of tho proposed routes, and 

(2) to secure that the efficiency of Calcutta as a terminus for dealing 
'■ with the trade of the port shall not be in any way jeopardised 

which it is considered it would be by the introduction of a 
metre gauge system of railway lines mixed up with the present 
broad gauge terminal arrangements. 

1 propose to take these two points in order, 

2 An efficient wagon ferry service, which is worked by the Dengal and 
North-mstorn Railway and has now boon in operation for some years, connects 



APPBNM0B3. 197 


the two lines at Mokameh Ghi!l,t, and the following diagram shows the frafBo 
exchanged there and its growth daring the past ton years, 1897 to 1906 : — 



Co^l to MoKiiwali Oliltt. 
Grand Total. 


Z 0 
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o 

■ 3.‘ It will bo seen that the tVa(Ec dealt with is a large one and that the 

aiTangements have met cases of large and rapid expansion. And it may he 
stated that since 1902 there have been no complaints of any block at the ferry 
owing to the East Indian Railway failing to supply wagons 'for onwards 
carriage, or of delay in transhipment. This remark, I may point out, covers 
the year 1904i when, it will be seen, the trafdo was exceptionally heavy, due 
to a very large'wheat and seeds trafidc. Neither has there been- any complaint 
as to the East Ihdian Railway being found wanting in the provision of facilities 
for the'traffic from their system to that of the Bengal and North-Western 
Railway. 

^ 4). Passing now to a eonsideration of- the ease in connection with the pro- 
posals before the Commission, it seems desirable to first shew the extent of the 
traffic which could at all possibly ho affeotod, and for this purpose it will he 
best to take the figures of 190-1, when it will be seen the' traffic was greatest. 
The traOBLcof that year sub-divides as follows : — 

Tons* 


(<7) To Calcutta .... 

• • 

. Sd'2,000 

{i) From. Calcutta .... 

• • 

. 165,000 

(c) Goal booked through . . , 

• a 

. . 57,000 

(<2) Local ooal ..... 

^ • 

. 103,000 

(e) Other traflic . • . . 

• • 

TOT.\.t 

. . 70,000 

. 737,000 


1 

It-will, I think, be clear that items (o) and (4), that is, the traffic to and 
from Calcutta, represent the only traffic which could by any possible means 
be touched by the proposals. 

Wbother oven that traffic could he diverted if fair treatment were given 
to the present route will now bo examined. But I may first mention that the 
other traffic, the bulk of which is coal, would still necessitate the up-keep of 
the present ferry and to remove elsewhere the large Calcutta traffic, which now 
shares the expense of the ferry, could only tend to increase the cost of hand- 
liug it. 

t3, As to the possibility of the Calcutta traffic being diverted, the following 
sketob vnU., I think, servo to give a good general idea of the position as to the 
present route and the proposals ; — 
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The distances from Bdraurii compare as follows 

Vid Mokameh G-bat . . . • 289 miles. 

„ Sara . , . ‘ . . 402 „ or 39' per cent, greater. 

„ Bampur Boalia . • . . 350 ' „ .24 „ „ 

ji Godagin • ■ .»• . • SOP * ^ 26 jj * < 

6. In view of these conditions as to distance, coupled with the known and 
admitted cheaper working charges on the East Indian Bail way, it is. not con- 
ceivable bow the Oalontta traflSo could be - diverted from the via Mokameh 
route with any advantage either to the, trade or the oonntry. On the contrary, 
as to the former, with equal mileage rates, and at the minimum permissible in 
both cases, there would bo by the shortest of the three proposed routes a higher 
charge even on tho lowest class of goods of say. Ho. 1 per ton (16 annas 11 pies) 
while at the same time there would be to the country, it will be clear, a very 
serious loss of revenue, the Bast Indian Bailway being State property. 

7. It is claimed by the Eailway Board as one of the advantages of their 
proposed Eampur Boalia scheme that it would afford relief to tho East Indian 
Hallway between Mokameh and Howrah. I think this idea has been put 
forward without being fully considered. In the first place, I may point out 
that, in order to provide the means of dealing with the traffic from Oaloutta, 
a station in Oalentta itself would be necessaiy and, to compete 
with Howrah station as a de-spalching centre, this would have 'to 
be somewhere in the neighbourhood of Barra Bazar and would 
consequently bo a very costly matter ; indeed so much so as to he altogether 
prohibitive on any reasonable financial grounds. Again, it does not appear 
to have been remembered that tho removal of tho down traffic would mean 
little or no relief, inasmuch as the iooroased running of empty wagons down- 
wards which would necessarily arise, besides being uneoonomical and undesir- 
able in itself, would occupy transport facilities to practically the same extent 
as the running of full wagons. Moreover, the rcliof afforded by tho opening 
of the Grand Chord line appears to have been lost sight of. 

8. X submit then that the tralfio vid Mokameh Gbfit is already better 
provided for by existing arrangements than it can possibly be under any of the 
schemes proposed, and consequently that this traffic should be altogether omit- 
ted'in considering the question of the most suitable site for the proposed Lower 
Ganges bridge. I may point out that this traffic, so far as I am aware, has not 
boon taken into consideration in this connection by the commercial community 
whose interests in the matter are so important. The trade is, I believe, fully 
satisfied that tliis traffic is well served already — that the proposed bridge is 
wanted to serve other largo and important iuterosts— and that these interests 
can only he fully and properly met by locating the bridge at Sara. 

9. A separate matter, which I have not seen mentioned in this oonnec- 
tion, but one which appears to mo to merit oonsidoration in dealing with the 
ease, is tho, I believe, generally admitted risk of failure attending the Bengal 
and North-Western Eailway bridge across the river Kosi. On this point a 
study of Government of India Teelinical Paper 138 will, I think, suggest cause 
for serious reflection. I may add that tho failure of this bridge would abso- 
lutely shut off, this route altogether. ' 

10. Coming now to the second point, — the possible effect of the introduc- 
tion of tho metre gauge into Oaloutta mixed up with the present broad gauge 
lines-— I can only say that wo have no actual exporienoo worthy of serious consi- 
deration to look to. The opinion of many eminent engineers is, however, decid- 
edly adverse to suoli a course ; they hold it would add to the cost of working 
and multiply difficulties and confusion. Snob results it seems to mo Oaloutta 
certainly cannot risk in connection with its business. The difficulties of the 
situation are now sufficient and any inorease to them would be, 1 consider, a 
very serious matter for the trade of the port. If, however, I may venture an 
opinion on the point, I should say that tho working of lines of mixed gauges at 
the Jetties would he absolutely impossible while at the .Docks, though possible, 
it would entail much initial cost and add to difficulties and confusion there. 
And as admittedly there would he apparently no definite accession of trade or 
income to compensate for these results, tho experiment is scarcely , one the 
port would be at all justified in making. 


2c2 
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11. In conclusion I- would observe fhat the eyamhathn of ibis matter 
clearly suggests nmongst other things the desirability of considering the ques- 
tion of the provision of a bridge at Mokameh. Tlio traffic concerned is 
Iarge-~it approaches that crossing the Ganges by the bridge at Benares and' 
exceeds that crossing by the bridge over the same «irer at Allahabad and it 
will doubtless increase— there are no special engineering difficulties to be over- 
come, abundanoe of stone is available at no great distacce—tbe route cannot 

apparently be otherwise than always the cheapest, most direct and quickest 

while the Periy charge now levied, 7 pies per maund, taken on the average 
traffic of recent years after allowing for cost of transhipment, is equivalent 
capitalised to some Rs. 180 lakhs, — ^probably tlio full cost of a bridge. 

It seems to' me that if Calcutta is to receive in this matter any real assist- 
ance and such as it may legitimately claim in festering its business, it is by 
a scheme of this kind only that tins assistanoe can be given. 

APPENDIX 


Statement of nmnler of pateengers beiieeen BoioraJi, ineluHing Calmtta aiaitont and vi& 

meh GAit during the foUoteing gears : — 


From llonrr&h inrlnri- 
ing Calontta stnttODi 
to ci<( Gbiic. 


From rilMoVamch 
GliAt to 
Howrah. 


25, OH 



27,748 

30,936 

35,3)6 


Nos. 

5 - 1-, 053 

64,800 

30,465 

70,827 

101,008 

158, 704 

108,545 
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EAST INDIAN RAILWAY. ' . 

Slafemeni o f Goo^s traffic crossing the Ganges at Tari Gh&t, B ighn GMt and Itolemneh Gh&tfromMe hi Mf of 1903 to tho ht half of 1906. 

TAm OHAT. DIOHA OHiT. MOKAMEH QHiT. 
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APPENDIX G. 


Hram tTi^ Agent, East Indian Eailway, to the Secretary, Ganges Bridge Committee. 


As arranged on Friday, the 1st instant, when my evidefioe was being taken, 
-I beg to submit the following written answer to the question put to me by the 
President as to the particular points in Technical paper 138 which I had in 
mind when writing paragraph 9 of my note in oonneetion with the proposals 
before the Committee {see Q. 23 of evidence of Agent, Bast Indian EaUway). 

Amwer. 

In writing tiiis paragraph I had in mind the following portion of ITr. 
Addis’ paper, paragraph 4, the sentence in paragraph 7 beginning ‘Nowhere 
along the last 100 nnles, etc., the concluding sentence of paragraph 9, the 
fourth sentence in paragraph 11, paragraph 12 to paragraph 116 and the position 
as shown by plate 1 attached to this paper. 

I had also in mind the following portions of Mr, Spring’s introduotory 
note, paragraph 3, first sentence, paragraph 6, paragraph 6, concluding 
sentence. 

Further I had in mind the fact that the work spoken of by Mr. Spring in 
the last*mentioned reference as having been carried out at heavy cost has since 
been washed away, and tiiat, as is generally well known, the Ganges has been 
and is steadily cutting towards the bridge. 

The foregoing is what was present in my mind at the time, but I have 
since received reliable information that the Ganges hus now approached very 
close to the embankment on the west side of the bridge and I am informed that 
the situation is generally considered precarious. 

\ III II '■ I 

From the Consulting Ftngincer'io the Oovernment of India for JSailtoags, 
Zueknow, to the Secretarg^ Canges Bridge Committee. 

"With reference to your letter No. 642, dated the 6th February 1907, 
forwarding exkaots from evidence and letters submitted to the Gauges Bridge 
Committee on the encroachment of the Ganges near the Xosi Bridge site, and 
asking me for my opinion on this, I hog to state that there is at present no 
reason to apprehend any serious damage to tho Kosi Bridge. 

2. I ain quite confi,dcnt that the present site oan be held provided proper 
care is taken. There is an adequate supply of stono for pitching, and the latest 
soundings show that the main current of the Ganges is gradually receding from 
the west bank protective works. 

The Kosi river also is now flowing much more evenly through the 
bridge than it was, and is giving no trouble. 


APPENDIX H. 

From the Chief Fngineer of the Fort Commissioners, Calcutta, to the Seore- 

tary, Canges Bridge Committee. 

In answer to your letter No. 7S6 of the 18th February 1907, 1 beg 
to submit, for the information of your Committee, the estimates asked for 
by you, ; — 

1. Bough estimate of iniroduoing tho mixed gauge into all Port Trust 

linos on tho Calcutta side except liuos used solely for ooal, 
omit ting alterations to platforms and buildings. 

2. Eb timate of introducing the mixed gauge into the Tea Dop6t, 

om itting alterations to platforms and buildings. 

3. Estimate of introducing the mixed gauge into the Kantapukur 
Dep6t, omitting alterations to platforms and buildings. 

4. Cost of separate motro gauge shunting yard at Dock Junction, 
inclu ding tho value of land provided by the Port Trust. 



204 


GANGES BRIDGE COMMITTEE: 


In case the ^ preparation of such estimates may convey the impression 
that the introduction of the metre gauge into tlie Port Commissionors’ docks 
and raihvays is a^ workable arrangement, I wish to state, and I do so most 
emphatically, that in my opinion, after giving the matter the most careful con- 
sideration, no workable soheme can be devised wliich would allow of the 
two gauges woi'kiug in those termini. Not only is such a sclieme impracti- 
cable, having regard to the conditions under which the traffic at the docks, 
jetties and the Port Trust Railway is handled, but tlie arrangement of the 
numerous warehouses, stations, wharves, eto,, wiiieh are all designed and 
built for the brond gauge in a way tbat exactly suits the requirements of 
this traOlo, do not admit of adaptation to suit the two gauges. 

listimato No. 1 is for introducing a third rail into the whole of the Port 
Commis^sionors* lines on the Calcutta side, excluding lines used exclusively' 
for coal. Snob a work would necessarily carry with it the construction of 
receiving and sorting lines for the metre gauge traOio and it would be 
necessary to have for the inward traffic at the docks a receiving yard and 
801 ting grid at Uock Junction for general traffic and at Kantapukur for the 
wheat and seeds trade. Por the export berths in dook No. 1, a small yard 
would bo required on the east side for the transit sheds, and on the west 
side for the transit sheds and tea warehouses, and in the latter ease the land 
would bo a largo item. 

For the Port Trust Railway from the jetties to Cossipore, I have divided 
the railway into three sections, each of which would require a sorting and 
stabling yard for metro gauge wagons. North of thc-bridgo a yard would 
bo provided for the jetty tralfio and stations from Armenian Ghfit to 
Nimtollah. For the Nimtollah to Raghbazar section a small yard is included 
near the latter place. The site for this yard has been selected not because 
of its oonvenieneo to the section, but because it is the only place whore there 
is even a remote possibility of obtaining land. The Co'ssiporo. section would 
liavc a similar yard and the acquisition of land at this place could only bo 
olTeotod by the displacement of some at least of the many jute presses and 
warehouses whicli are hero situated abutting on tbo Port Commissioners' 
property. In all three C'iscs the land lias been cstimatod to cost one lakh of 
rupees per bigha as this is about the price the Port Commissioners have had to 
pay for such small portions as have from time to fimo become available, but 
it is extremely doubtful whether any largo area of la:id could bo obtained 
at anything approaching this price as tlic acquisition under tho Act would 
mean compensation for severance and businesses as well os buildings. 

In estimates Nos. 1 and 3 it has been ncccs'^ary to assume that the 
introduction of the metre gauge working conjointly w'ith tho broad gauge 
will so hamper the -working at Kantapukur as to make it incumbent on the 
Port Commissioners to largely increase their accommodation at this place, and 
for the purpose of these estimates it has been assumed that such addition \iili 
amount to 25 per cent, on tho existing accommodation. 

The remaining estimates call for no particular comment. 

On the general question it has to be pointed out that the Port Commis- 
sioners have recently obtained administrative sanction to a scheme for a large 
extedsion of tho docJrs in order to keep pace with the enormous expansion 
of trade in tho Port, which expansion may perliaps best be illustrated by 
the accompanying diagram showing the increase in tonnage of goods of aU 
classes brought to Calcutta by rail. It will bo scon from this diagram tbat 
the growth has been fiom 1,000,000 tons in 1885 to 3,000,000 tons in 
1896 and to 7,000,000 tons in 1905 or, in other words, tho traffic of 1895 
was twice as great as 1886, while in 1905 it n as more than four times tbat 
of 1885, 

The extension soheme provides for dock aocommodafion which in extent 
will be nearly five times that now existing, and tho cost, therefore, of intro- 
ducing the metre gauge on the whole .scheme would be proportionately 
increased from the figures now’ given. For instance, it is proposed to do 
the w’hole of tho sorting of inw’ard iTaffio by the modern method of gravitation 
yards. A separate yard of this nature would hare to be put in for the 
metro gauge stock thus practically duplicating the expenditure in this item. 
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Tlie introduetidn of the metre gauge would, therefore, saddle the trade of 
the Port with au enormous expenditure, as well as oomplioate, and oonse* 
quently render more costly, the working of the traffic, and all for a doubtful 
benefit to an inconsiderable section of the trade. 


ESTIMATE No. I; 

Sough cstijuate of UitToducing the mixed gauge into all Fort Trust lines oft the Calcutta side, 
except lines used solely for coal, omitting alteration to platforms and hiildings. 


Socks. 


Existing lines {exclusive of coal). 


24 miles (third rail only) 

25 „ (third mil on chairs) 

7 „ (third rail on new sleepers) 

S66 sets points and crossings 


Rs. 

Rs. 

S,0D0 

1.92,000 

10,860 

2,49,650 

10,600 

1,87,600 

950 

8,47,700 


9,26,760 




Bs. 


Contingenoiss at 5 per cent. 


46,850 9,73,100 


Eantapukur receiving lines and grid. 


11 bighas land « • 

22,16,000 cubic feet filling 
2 miles lines _ . 

20 sets points and crossings 


. 2,000 22,000 

. 21 46,536 

. 30,000 60,000 

700 14,000 


1,42,686 


Contingencies at 5 per cent. 

7,164 

1,49,700 

Kantapuhir increase ofdcpdt, 

20 bigbas loud .... 2,000 

49.40.000 cubic feet filling ... 21 

1.70.000 square feet shed .... 2-8 

3^ miles lines (broad and metre gauges) . 60,000 

24 sets points and crossings . . . 1,400 

58,000 

1,03,740 

4.26.000 

1.75.000 
33,600 



7,95,340 


Contingencies at 5 per cent. 

30,760 

8,36,100 

Sock Junction receiving lines and grid, 

Bs, 

11 bighas land . . . ... . 2,000 22,000 

22,16,000 cubic feet filling .... 21 46,536 

2 miles lines 30,000 60,000 

20 sets points and crossings _ . . . , 700 14,000 


Contingencies at 6 per cent. 

1,42,586 
. 7,164 

1,40,700 

Stalling lines oast side of Sock No. 1. 

n bighas land 5,000 

50,000 square feet removal and rebuilding A shod 2 

1 milo linos 30,000 

12 sets points and crossings . . . , 700 

63.000 
1,00,000 

80.000 
8,400 


Contingencies at 5 po” cent. 

1,93,400 
. 9,600 

2,03.000 

Carried over . , 

c « • 

23,10,600 


2 D. 
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Bs. 

Brouglit forward 


Bs. Bs> 

. 23,10,000 


Sialling lines west side of Doei No. 1 and Tea IFarehotcse. 


Land (say) ... ..... 

60,000 square feet removal and rebuilding B shed 2 

miles lines ...... 30,000 

20 sots points and croBBingB . . . . 700 

6,00,000 

1,00,000 

45.000 

14.000 


Contingencies at 5 per cent. . 

6,59,000 

32,900 

6,91,900 

ft 

Port Trust 'Railmay {Bochs to Cessiporc), 
NxUfiug lines. 

ld*68 miles (third mil on chairsl . . . 10,860 

7 „ (third rail on now sleepers) . . 19,600 

131 sets points and crossings . . . 060 

1,69,278 

1,86,600 

1,24,460 


Contingencies at 5 per cent. . , 

4,20,228 

21,072 

4,41,300 

Stalling and sorting gard, Jetty section. 

15 bighns land and buildings . . . 1,00,000 

3 miles lines . . • . . 30,000 

SO sets points and crossings . . . 700 

16,00,000 

90.000 

21.000 


Contingencies at 5 per cent. . , 

16,11,000 

80,600 

16,91,500 

Stalling and sorting yordt Baghlasar section, 

S bighas, land and buildings . . . 1,00,000 8,00,000 

1^ miles lines • ^ . • . . 30,000 37,600 

16 sets points and crossings . « . 700 10,600 


Contingencies at 5 per cent. . . 

8,48,000 

42,400 

8,90,400 

Stalling and sorting yard, Cossijjore section. 
8 bighas land and buildings . . . 1,00,000 

1 i miles lines . . . . . 30,000 

15 sets points and crossings . . . 700 

8,00,000 

,37,600 

10,5U0 

' 

Contingencies at 6 per cent. . 

8^48,000 

42,400 

8,90,400 

Total 

% « 

69,10,100 

ESTIMATE No. 2. 



Bough estimate of introdveing the mixed gauge into the Tea Depdt, 

platforms and buildings. 

Existing lines. 

1 mile (tbird rail only) ^ ■ t . . 8,000 

1 „ (third rail on chairs) .... 10,860 

1 ,, (third rail on new sleepers) . . 10,500 

10 sets points and crossings . . . 050 

32 No. crossings ..... 400 

omitting alterations to 

Bs, Bs. 

8,000 r 

10,850 

10,500 

9,500 

12,800 

Contingencies at 6 per cent. . , 

\ 

60.050 

3.050 

03,70 0 

Beeeiving line and grid Bock Junetiou. 

9 highas land 2,000 

16,14,000 cubic feet filling ... 21 

1^ miles lines . . . . . 30,000 

14 sets points and crossings ... 700 

18,000 

33,801 

87,500 

9,800 


Contingencies at 5 per cent. 

82,194 

4,100 

86,300 

Carried over , 

r* 

^9 • 

1,50,000 
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Bb. Bb. 

Brought forward . \ • 

Btable and sorting siding near Tea Warehouse. 

Ijund «••>..•••• SjOOjOOO 

1 mile lines . « . . • 80,000 80,000 

sets points aud crossings ... 700 8,400 

3,88,400 

Contingencies at 6 per cent. . 16,900 


Bs. 

1,60,000 


3,65,300 


Total 


5,06, 3U0 


ESTIMATE No. 3. 


Bough estimate of introdueing the mixed gauge into the Bantapuhur Bejgdt, omitting alteration 

to platforms and huildings. 


Existing lines. 


7 miles (third rail only) _ . 

6 ,, (third rail on chairs) 

1 milo (third rail on now sleepers) 
97 sets points and crossings . 


Bs. 

8,000 

10,050 

19,500 

950 


Bs. Bs. 

66,000 
66,700 
19,600 
8S,160 


Contingencies at 6 per cent. 


E,3S,360 

11,650 2,45,000 


11 highas land . 

22,10,000 cubio feet filling 
2 miles lines ■ • 

20 sets points and crossings 


Reeehing lines and grid. 

. . . 2,000 

. . . 21 

. . . 80,000 

. . • . 700 


22,000 

40,536 

‘60,000 

14,000 


1,42,686 

Contingencies at 6 per cent, . 7,164 1,49,700 


Increase of depdt. 


29 bighas land 2,000 

49.40.000 cubic feet filling ... 21 

1.70.000 square feet shed . . . 2-8 

3^ miles lines (broad and metre gauges) . 50,000 

24 sets points and^orossings . . . 1,400 


68,000 

1,08,740 

4.26.000 

1.75.000 
88,600 


Contingencies at 5 per cent. 

Total 


7,96,340 

30,760 8,36,100 


12,29,800 


ESTIMATE No. 4. 


Bough estimate of separate metre gauge shunting yard at Doth danotioii, including value 

of land provided hy the Port Trust. 

Doth Junction receiving lines and grid. 


11 bighas laud . , 

2,216,000 cubic feet filling 
2 miles lines . 

20 sots points and etossingB 


Bs. Bs. Bs. 

2,000 22,000 

21 46,630 

30,000 , 60,000 

700 14,000 


Contingenoics at 6 per cent. 

Kaniaptihnr receiving lines and grid. 

11 bighas land a,000 

2,216,000 cubio feot filling ... 21 

2 miles lines 30,000 

20 sets points and crossings ... 700 


1,42,536 

7,164 


22,000 

46,636 

60,000 

14,000 


1,40,700 


1,42,636 

Contingencies at 6 por cent. . 7,164 1,49,700 


Total 


2,99,400 


2 n 2 




9 , 000,000 
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laBBBaaaaaaBaBaBBaBBBBaiaaBaiBaaaiaaaaBaaBaaaaaaaaaaaaaBaaaaal 

■aaBBBaaBBBi 
■ iBBaBBBBBBl 
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laBBBBaaaEaBBBaBBBaiBBBBflB 
■BBaaBaaaBaBBBBflBBflBaBBBBI 

B BBBBaaaiaaBBBBBBBBBBBBaaaBBBBaaBBBBBaBBaBBB 
BBBBBaaiaBBBEaBBBBBBBBaBBaBBaaaaaBBBaBBBBBB 
IBaBBBaBBaaBBBBBaBBBBBBBBBBBBBBBBBBBBBBBBBBBBB 


BBBBBi . 

JBBBBBaBBBBBBBBBBBBBBBBBBBBBBBBBBBBBBBBBBBBBBBBBBBBl 

iBBBBBBBBBBiBBBBBBaBBBBBBBBBaBBBBBaaaBBBBflBBBBBaBBBBaBBBBBBBB 

lEaBBaBBBBBBBBBBBBaEBaBBBBaBBBBBBBBBBBBBBaaBBflBaBBB 

■BBaBBBBBBBBBl 


laBBBB BBBBBi 


S 8 SSSS»KSSSSSBSBiE:SS:SKS:s:»BRS»SBS!SSS£iBiiBBiiB»i 

BBaBBBBBBBaBBBBBBflBIBaflaBinaBBiiBBBBBaaEaaBIBBBBlir 


BBBIBBBBBI 

- - - ^.-JBBiBBBBBBBBBBl 

aBBBaBBaaaaaBBBaaBaBBBBBaBnBBBaBaaBBaaaBBBBfBBBBiaaaBBBBBBal 
■■■■■■■■■■■■■■ ■■BB B B aaBBBBBaBBBBaBaBBBBBBaBBBBBBBBBBBBBBBBBai 
'■BBBBBaaBBEaBBBBBBaaBBBBBBBaBBEBfaaBBBBBBBBariBBBBBBBBBBBBBaal 
aBBBBBBBBBBaBBBBBBBIBaBBaBBaaBEBiiEBBBBBBBBaaBBBBaBBBBBaBBBBi 
BBaBaBBiBEBaBBBBBaBBaBaBBnBaBiiBBBaBBBBEaaiag = ' 

BaBBBBBBBaaBBBBBBaBBBBBBBBBBBBBBBBBBBBBBBBBtlBBBBBBaBBBBBBBBBl 

SSSSBSHSSSSSBSSSSSSisSESRSSSiSSSSSiSSSSSSnSHSSSSSSSSSSESS 


■aBBflBBBBBlBBBBBl 

■™BSSSSR 8 RSSR 8 R»BBRSHBURSg 8 SBfg 

aEBaBBBBaaBEBflBBBBBBaiBaaBiBBaBiBBiiflBa! 


iBBaflBBBBBBBBBBBBBBBB 
IBBBBBI ~ ' 

Ibbbbb 

Ibbbbbl 

fBBBBBBaaBaBBBI 

laflBBaBBBBa 

Ibbbbbbbbbb 
iBaBBBflBBBB^ 
iBBBaflBBBBBBBI 
IflaBBBBaaaar^ ~ 
iBBBBaBaBBB 


■ El 


^ ^ ^ ^ ^BBBBBBBBBl 

BBBBaaBBBaBBBBBBaaaaaiBBiaBBBBBiBBaBiBBBBaBBBaBi 
BaBBBBaBaiaBBBBBBEaaEiaBEBBiaiaiiBaBaiBBBBBBBBBBl 
'aaiflBBBaBBBaBBBBBEEBBBBBBaEEBlIBBBaBBBiEBBBBBBBBl 

B aBaBBBBBBBaBBaBBaaBBBaaBBBaBaBBIiaBBaBBaBBBaBBBBBBl 
aBaBBBBaaBBBiBBBBBBBflBBBEBBBaBBIiaBBaBBBBBBBBEBaBBi 
BflBBBBBBBiaaBBBBaBaBBBaBBBBBailiTBBBBBBBBBBBBBBBBBal 

EBBBBSBSBKSSBSBBSSBBBSBBBBSEBriBBBEBSBSBBSBBSBSBBSl 

-IBBaaaBBBBBI 

iEb 


laaaBBaBaBaBaBBaBaBBiaBBaaBBBBaBaBBaBaBBa'iBBBBBBi 

lBaflaBBBBBBaBBBBBBBBBBaBaBEBaBEBBBaBEB|BBlBaBBEE! 

iBBBBBBEBBaBaEBBaBBaiBaBBBBBBBBaBBBBBBlBriiaBBBBBI 


■ BBBBBBBBBaBaBBBaBBaBBBBBBI 

ESSEBEESESSSSBSBEBBSBBESBBBEBBBI 


BBBBBBBBBBBBBl 


HBBi 


laBBlBriiaBaiBBBBBiBBBBBBBBBl 

8 *iBBf;iBiaBBaBBEEaiBBBBaBBl 
BiaBliaiBBBBBBEflBaBEBBBaBB I 

iBBBaBaaBaBBaBaBaaiiaBBBaaaBBBBBaBaaBBBBBBaBBBBaBBaBaBBaaBB 

iBSBSSSSBSSBBSSSSBsEBaBSBSS&BBS&HSSrSBiSBSSBSrB^^ 
RBSSSSEEBBEBSSBSBSBSEBBEBBBESSBEBflB 




■■■■■■■■■I 

— ■■■■■■■I 
■■■■■■■I 

ni 

B 




ESBBEBBBSBEBBS^ 
■BSBSSBSSBSSBBBisSSBkEi 

MBBiiBBiBBBBBBiaaaBBBa! 


SSBBB&BRBBBBBBBBB'iBBBBBSBSBBSBBBBBBBBBBSB 

BiBiiBBaaaiaiBiBBBiBBaiaaBiBEBBBBBBBBBBaaal 
aBEBiBaEBiEiiBBBBaiBBaiBaaBaBBBBBBBBBBBBBBl 
BBBBaBEEBBBBUBaaEBBBiBBaBBEaBBBBaBaBl 


SBSSSEE8888S8SE88SSB8SS8SS 

iBB:SBBi::SSBBBSS8BSSSBSSBS 

iBaiiBaiBBBBiaaaBBBBBiflMHBl 


iBSna* 

E bbbb; 

Br““ 


isaa! 


BBBBBBBai 


SBBSBBBBBBBSSSSSSEB 

BSBBBBSBBBSBBSBBSSS 

■aBBilBaBBaaaiaBaaal 


__jaBBBBa_.- . 

iiggBBSBRSRRBBRSBSSS 


^ iaaaBiBaaaBBaaagBiaal 
BBBBaaallBBBaEBBaBaBBBB 


j»BBBBSSSB|5BSESBSBBBBBSBSBEKB8BBBSSSSBSBSSBBB»KBB:SBBBS 

lBaBaBaBaBBBBBBSBBBB£aaBBBBB 3 BBaB 8 BBar 


SSSSSsSSiBSSS 8 »»» 
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APPENDIX J. 


Ike/oUowinff are the repUee of the Traffic Manager, Madras Tort Trust, to the qimtiom 
ashed hg the Sul-Committee toho visited Madras, 
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GANGES BRIDGE COMMITTEE: 


Statement shewing total imjioris and exjports of goods hy classes, 190S-190G, 





lOOS-1900. 



' ClnsBOB of goods. 

Imiioits. 

Exports. 

Total. 


Tons. 

Be. 

Tons. 

Bs. 

Bs. 

1. Beor, wine and epirits 

7,838 

18,810 

80 ‘ 

205 . 

18,021 

8. Building materials . • 

16,158 

88,466 

181 

170 

22,836 

S. Candies , . . 

1,800 

1,778 

1 

2 

1,780 

4. Coal k . • • 

04,805 

35,614 

• •• 


35,614 

5. Coke, etc. . . 

6,086 

3,770 

• • • 

Its \ 

3,770 

C. Coffee .... 

18 

11 

713 

770 

781 

7. Cotton .... 

1,1P0 

1,460 

12,764 ^ 

15,929 

17,389 

8. Exploeivcs . . . 

4,180 

7,119 

'54 

74 

7,193 

9. Firewood . . 

• •• 

• •• 


1 ■ • 

• •• 

10. Fodder . 

14,706 

10,191 

10,801 

10,438 

20,629 

11. Food-grains . . . 

64,488 

81,678 

3,870 ^ 

3,578 

85,246 

18. Government stores . . 

18,480 

82,316 

3,002 

6,297 

37,513 

IS. Gunnies . 

'8,077 

2,000 

50 

51 

2,141 

14% Bides, horns and skins . 

1,896 

1,500 

26,595 

86,728 

88,228 

15. Horses (1,868 in, 85 out) 

• •• 

11,162 

#•* 

354 

11,516 

16. Indigo .... 

87 

78 

668 

8,005 

2,083 

17. Jaggery and sugar 

803 

372 

1,305 

1,333 

1,706 

18. Keiosincoil , . . 

iJ6,71l 

51,780 

8,135 

2,437 

54,187 

19. Machinery 

8,790 

'6,000 

191 

283 

6,283 

80, Metals . . . . 

83,107 

50,549 

800 

402 

'51,011 . 

81. MiBcellancous 

88,473 

58.368 

16,882 

82;028 

76,396 

88. Paper . . . . 

0,618 

9,042 

1B6 

281 

9,323 

83. Piece-goods and twist 

80,511 

30,684 

5,100 

7,766 

38,400 

84. BaOwny materials ■ 

37,697 

68,417 

8,959 

: '6,932 

59,849 

85. Seeds and ground-nuts . 

114 

543 

7,403 

' 7,840 

8.8SS 

86. Timber . . 

17,791^ 

17,081 

878 

813 

17,894 

87. Tobacco . . . 

065 

1,823 

425 

' -974 

' '2,797 

88. Turmcrio . 

86 

88 

1,093 

1,848 

1,881 

89. Vegetables and other pro- 
visions. 

7,776 

11,913 

16,388 

1 17,860 

29,773 

Total 

410,355 

610,449 

112,807 


■065,422 

s 
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APPENDIX K. 


Approximate estimate of cost of Jtailwap Board’s scheme for a bridge near Bampur 
Boalia with dotthle metre gauge trach across the same and to Calcutta with partial 
terminal accommodation there, 


1. Bridge near Rnmpnr Bonlia ■witli apjproaoies — (Bridge taken at 
138 lakhs for donhfe line on girders designod for broad gauge loads 
in accordance with standing orders of the Government of India 
Approaches taken at 8| lakhs) . . • . , 

Z, Connecting lines north of Ganges angle metre gauge lino 46*15 
miles at JRs. 84,!11C per mile ....... 

8, Double metre gauge line from main staiion near Bampur Boalia 
to Naibati, 106*40 miles at Bs. Ij26^8!t4 per mile • 

4. Tranship yard at Naihatr .... ... 

6. Terminus near Chitpore with shunting yard . . 

6. Terminus near Sealdah . . . . . - . . 

7. Double metre gauge line^ Naihati to Sealdah . . . 

8. Single metre gauge linejCanal Junction to Dock Junotiouj 6 miles at 

Bs. &j65,000 per mile . « . . 

d. Shunting yard at Dock Junction ..... 

10. Third rail to and in Eanlapukur Dep6t «... 

11. Third rail to and in Budge Budge Depdt .... 

Totai. cost 


Lakhs. 


I64i ' 


1341 

15 

62 

62 

36 

23S 


502J 


NoTS.— Itoffli i, 6, 0, 7 and 11 hare been taken from the EaBiern Boneal State Bailway eetiinotcs [see 
Appendix E*]. 

Item 8 has been taken from tbe same bnt redaeod to tbo coat for a single line. 

Items 9 and 10 have been token from the Port Trnst ^ilwny estimates [see Appendix H]. 


APPENDIX L. 


Caloulation of the cost of detention of rolling stooh at the transhipment station 
on the north hank of the Ganges, assuming that a bridge to cat ry broad 
gauge is built, and that about 1,000,000 tons a year will be the traffic 
handled when this bridge is opened. 


r 12 Passenger "1 Metre gauge ^ins Bengal and North-Western and Eastern 
(1/J 26 Goods f Bengal State fiailways arriving at and leaving the transhipment 
# _ \ station assumed at per 24 hours; as an average throughout the 

Jyear. 


Ls8 Total 

8 

18 Goods 


f 8 Passenger 1 
(2)3 18 Goods i 

128 Total 3* 


Broad gauge trains Eastern Bengal State Eailway arriving 
and leaving same, as an average throughout the year. 


(8) -I 
V 


26 Total 

('Metro gauge passenger average composition assumed at 


(.Broad gauge „ 
rMetre gauge goods 


>s 

if 


if 

ff 


fi 

91 


19 

99 


Vehicles. 

16 

20 

40 


(5)j 

(6:[ 


f lOEtu metre gauge passenger vehicles in and ont per day 

1 „ broad gauge „ „ 

j, metre gauge goods vehicles 


11 


]) broad gauge „ „ 

(7) Detention of paesengei* vehicles 

or for in and cat 

(8) Detention of goods vehicles 

or for in and out 


ix6 

|x21 


40 

102 

ICO 

1,040 

720 

= 6 hours 
= 3 „ 

= n „ 

= 10i „ 
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Us. 

(9) Avetago vahe o£ metre gauge passenger coach • . 4,000 

(10) „ » „ broad gauge » », . . 0,500 

(11) ji It M metre gauge goods wagon . . 1,800 

(12) „ „ „ broad gauge ,i ,i . . 2,800 ^ 

Bate of interest on capital cost of etook • 8^ por cent, per annum. 

Cost of repairs and maintenance . 8^ „ „ 

(IS) Total annual of cost of rolling stock 12 per cent, of cost (8| 4 8^). 


(14) Value of passenger stock broad gauge and moti'e gauge 

(15) Interest and maintenance per annum .... 

(16) „ „ „ per day 

(17) For detention of 8 hours (-^ 8) . . . . 

(18) Value of goods stock broad gauge and metre gauge • 

(19) Interest and maintenance per annum . . * 

(20) „ „ per day .... 

(21) For detention of 10^ hours ( X ^^) .... 

(22) Total interest and maintenance charges por day broad 
gauge and metre gauge passenger and goods stock 

(23) Total cost per annum of detention of rolling stock . 


Bs. 

18,08,000 
2,10,900 
. 593 

. 74 

88,88,000 
4,60,500 
1,280 
600 

684 

2,81,410 


Engines are not considered as detained, as the transhipment station would 
be an engine-changing station for both gauges in any case. 


APPENDIS M. 


uipproitfimate foreoast of locomotive expenses at a transhipment station on 

the north hanh of the Ganges, 



Locomotires required — 



Bs, 

Be. 

Broad gauge d at 

. . 45,000 . . 

. 1,80,000 

Metro gauge 6 at 

. . 36,000 

2,16,000 

3,06,000 


Average shunting mileage of engines per dajr talcon as llio average mileage 
run por looomotive per diem for the whole line [see item 181, Appendix 18, 
Administration Beport of Indian Bailways for 1905] . 

Broad gauge 63 miles. 

Metro gauge 00 „ 

Cost of a shunting mile taken at f ths the expenses per engine mile [see item 
1456, Appendix 18, Administration Beport of Indian Bailways for 1900]. 

Broad gauge 5*37 annas. 

Metro gauge d'dl „ 

Total cost of shunting for one year 

T. 4xe3x6-37xS65 , 6xfi0x4'41xS(16_ 

Es. jg + je .... 

Add interest on capital cost at Bs. Si per cent. . . 


Bs. 

67,088 

14,830 
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APPENDIX N. 


App'oximate estmate of the total cost of transhipment at a station on the north 

hanh of the Ganges. 


Interest on capitil outlay on translupmont yard at 

per cent, on 10|; lakhs • . . . , 

Maintenance charges at per cent, per annum 

Traffic expenses oxolusire o£ handling charges at Bs. SjSoO 
per month ........ 

Locomotive expenses [see Appendix M3 • . 

Ilandling charges 1,000]000 tons at 2 annas per ton 

Cost of detention to rolling stock [ see Appendix L] . 


Be. 

. 30,875 

SC, 250 

. S7,000 

. 81,938 

. 1,S6,000 
. S, 31, 410 


Cost per ion on 1,000,000 tons = 8^ annas. 


B, 30,973 


Equivalent to miles of freiglit at the average sum (6*92 pies) received 
for carrying a goods unit one mile on the Eastern Bengal State Bailway [1905] 
and to 27^- n^ea of haulage at the corresponding rate (3'73 pies) for worhing 
a goods unit one mile. 

Bs. 

The onpitaliscd cost of transhipment per annum at 
3J per. cent, is 141,59,280 


APP-ENDIX P. 


Btatchient shorn ng the proportion of traffic handleil in certain Culcuita termini which oiigi- 
nates or is deltvorciJ at stations on metre gauge lines. 


' nallway. 

ItccclTce at 

Despatebod (tom 

1 ! 

Tear, i 

' 

Broad 

ffoupo 

traOic. 

Metro 

pinge 

tramc. 

Propottlon ot metro 
gauge to total 
tramc. 




1 

1 

Tons. 

Tons. 


Pott Trust Bftilvrtty . 

Jetties . a 

1 

lOOC 

17,800 

m. 



Ditto 

e • « 

JcUios . 

Iv 

07,801 

10,007 

0'16 or )tli. 


'Eastern Bengal 
State Railway, j 

Cliitporo Gliilt . 

1 *** 

1005 

<10,225 

10,010 

0’18 or Jtli. 


Ditto 

ff Slicd • • 

1 

i 

.1 

87,260 

10,400 

Ditto. 


Ditto 

ITIiadnnga . . . 

1 

’ ri 

34,920 

7,700 

Ditto. 


L, Ditto 

COBsipOTO . . 

1 *** 

If 

62,203 

11,000 

Ditto. 

Foit Trust BnUwny . j 

Between Coesiporc and 
Jottiea. 

1 '** 

If 

103,064 

43,000 

Ditto. 

Enstern Bengal State 
Bailway. 

Jnto Slills and private 
sidings. 

t»i 

I 

n 

009,337 

134.490 

Ditto. 

PoilTrust Railway . j 

Kantapakur Sheds . « 

• SI 

1001-03 

354,002 

208,010 

0-37 or lid. 


Ditto . I 

Docks .... 


II 

70,003 

60,044 

0-43 or ^tb. 

Baetom Bengal State 
Bailway. 

1 

Budge Budge 
Dcr6t. 

1000 

130,070 

18,811 

0*13 or ’III. 


Ilio propoitlon ot motto gauBo traOlo bno boon Moomca In tliciiolcasra, oolnat ngoroa not Ulog naallablo. 
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some time past a necessity, as the difidculties which ave being experienced in 
handling the heavy traffic conclusively prove. With the object of showing 
what the position was recently at Sara the Oommittoe attach a Eeport by 
the Assistant Traffic Superintendent of the Bengal Dooars Eailway, who 
made an investigation on behalf of that line._ Under present circumstances 
the orossinsr arrangements at Damulcdia are liable to an annual breakdown, 
and it seoms to the Committee that this risk can only bo removed by building 
a bridge there. The Commission will be already in possession of the traffic 
figures : they show that during 1905 no less than 452,031 tons of goods and 
338,085 passengers passed over the river at Sara. The complete figures for 
1900 are not yet available, but it is estimated that the goods traffic exceeded 
600,000 tons. 

7. The Committee now proceed to consider the financial aspect of the 
question which is, as the Board remark, the most important. With this 
opinion the Committee concur, for they have hitherto understood that the 
difficulty in providing funds was the primary cause of the great delay which 
has taken place in connection with the question. They are in. no way auta-’ 
gonistio to railway extension, and on numerous occasions in tlio past they 
have urged the need for new lines. Bnt with the rapid growth of the com- 
merce of thecountiy, they have been more and more impressed by the diffioulties 
under which the main trunk lines appear to bo working. The periodical 
congestion of the coal iralllo on the East Indian Eailway and of the jute 
traffic on the Eastern Bengal State Eailway, are cases in point which arc 
well known. They hare formed the subject of much correspondence between 
the Government and the Committee, but so far there has been no marked 
improveinciit. Their study of these problems has led the Committee to the 
conclusion that, as regards rolling stock and traffic facilities generally, the 
main lines must bo ill-equipped ; and with this view the Board are understood 
to be in agreement. It become.*!, therefore, a question as to whether ’ expen- 
diture on new construotion should not bo curtailed, and the money devoted 
to the improvement of the existing linos ; and it is in this light that the Com- 
mittee think the proposals of the'Board should ho viewed. 

8. The country lying eoutb of the Ganges between Mokamch on the west and 
Sara on the east, is served by no fewer than four main trunk lines to Calcutta. 
These are, of course, the East Indian, the East Indian Loop, the Lalgola-Eann- 
ghat, and the Eastern Bengal State lino. If it can be shown that those lines 
could not, if they wore fully equipped, carry the traffic, then the case for an 
additional lino would he made out. But it appears to the Oommittco that 
much more evidence than is adduced in the memorandum is necessary to 
prove this proposition. Indeed, so far , as they can gatlior, the Board hardly 
take the Lalgola-Eanaghat line into account at all ; and if the Earapur Boalia ‘ 
scheme is sanctioned, it is difficult to understand what traffic this line is to 
carry. The views of the Committee are, that if the East Indian Eailway were 
equipped as it ought to be, it should have no difficulty iu moving efficiently 
all the traffic which the Bengal and North-’Westem Eailway will bring to it 
at Mokamoh Ghftt and at the other Ghdts. Eor the Grand Chord lino, which 
is now open, must surely relieve the main line from Mokamch to a con- . 
siderable extent. Moreover, it has not yet heon shown that the vid Mokamoh 
traffic will leave the East Indian Eailway even if the Rampur Boalia soheme 
be adopted. Eor with a load shorter by 70 miles or thereabouts and with 
the advantage of a lower cost of haulage, there would seem to be considerable 
likelihood of the East Indian Eailway retaining the traffic, notwithstanding the 
transhipment difficulties. Then the traffio originating on the Bengal and N orth- 
"Western' and Eastern Bengal State Eailway systems, between, say, Barauni and 
Barsoi, can surely be efficiently bandied cither via Manihari over the loop line, 
or the new Katiliar-Godagiri-Ranaghat route. And lastly, for the eastern 
and Northern Bengal traffio, thcro.reraains the Eastern Bengal State Eailway 
mainline which, if fuUy equipped and aided by a bridge at Sara, ought also 
to be able to meet all the requirements of trade, including the traffio 'which 
may be expected from the Assam extensions, and from the proposed new 
broad gauge line to Serajganj. 

9. No details are given as to how the estimate in paragraph 13 of the 
memorandum has been prepared. But the Committee take exception to the 
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comparison n'liicli is made in it. The request of the mercantile community was 
for the construction of a bridge at Sara ; and according to the estimates given 
in Mr. P. J. E. Spring’s Ueport* the cost of such a" bridge, including a tran- 
shipment station^ etc., would not exceed Es. 160 lakhs. This is the only 
expenditure for which the commercial public have asked. The connecting 
linos from Katihar, Sonakhoda and elsewhere — ^for w'hioli Mr. Spring also 
estimated — were not pressed for, nor do they seem to be included in the 
Board’s scheme. It follows, therefoi’e, that the true comparison is not between 
two schemes costing respectively Rs. 670 lakhs, and Rs. 390 lakhs, hut 
between the Chamber’s scheme costing Rs. 160 lakhs, and the Board’s scheme 
costing Rs. 890 lakhs. 

10. The difference between these two figures is the amount which the 
Board propose to spend to bring to Calcutta the metre gauge traflSe which 
is now carried by the four lines already enumerated. The only real argument 
in favour of the project seems to he that it will avoid the break of gauge ; 
and if this can be proved the Committee admit at once that it is a strong 
argument, provided satisfactory terminal arrangements can be made, and 
that the cost thereof is not excessive. But if transhipment will still be neces- 
sary, then there is no justification, the Committee submit, for expending so 
largo a sum on a project the only result of which will h& the removal of the 
transhipment stations from the north of the Ganges to' the neighbourhood 
of Calcutta , whore space is restricted and where the cost of labour is heavy. 
The Board also claim for their project that it will open out a new tract of 
country, and will anticipate the inevitable entry of the metre gauge into 
Calcutta. It Ls, of cour.se, truo that the line will run through new country, 
but the tract is comparatively small, the linos from Ranagbat to Sara and 
Godagiri respectively being nowhere more than fifty miles apart. It would 
surely bo possible to find a less costly method of develojung an area of this 
size, - 

11. The proposed entry into Calcutta of the metre gauge has already been 
mentioned. It forms no part of the scheme which has been supported by 
the commercial community ; nor do the Committee sco that the Board have 
made out their claim that it “ cannot ho long postponed.” The difficulties of 
transhipment by ferry across the river are undoubtedly very groat; but 
the difficulties of transhipmout from wagon to wmgon are very much lighter 
and much loss costly. Moreover, there is the possibility, as the use of bogio 
stock becomes more general in India, of the introduction of a method, such 


. ,, ... , as that suggested by Mr, Neville Priestley, 

by whiohH.. boaios ol teoad gnugo roM- 
, . ^ clos may be transferred to narrow gauge 

trucks and ofee versa. But even without such, it seems to be quite probable 
that the mixing of tlio two gauges may prove to bo a greater ovil than wagon 
to wagon transhipment. And, moreover, oven if ovoutually a second bridge 
is to bo provided, the combined cost of both bridges will be less than the cost 
of the Boards scheme. Should the second bridge be located at Mokameh, 
it would be on the shortest lead to the port, and it would enable the traffic to be 
carried on the oheapest lino. With two bridges, one on each of the principal 
lines, and with femes at Maniliari and Godagiri, all the requirements of trade 
for very many years to como would he, the Committee believe, amply met. 


APPENDIX S. 

. given before Iho Oommitloo by the represen- 

tatives of varions Associations, oto. {recorded in tho witnesses’ evidence) and 
the note submitted by tho Bengal Chamber of Commerce {see Appendix R), 
uie following letters wore received from Local Governments, Associations, 
Firms, etc. 


From the Secrete to (he Oovernment of the United jProvincest to the Secretary, 

Ganges Bridge Oommiitee. 

I directed to acknowledge the roooint of your letter No. 839, dated 
28th January 1907, iu which you enquire whether it is tho iutention of this 
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Government (o submit any evidence in regard to the site for the proposed 
bridge across the river Ganges near Oalcutta. In reply I am to say that His 
Honour the Lieutenant-Governor has no vie\ys to place before the Committee. 

2. A copy of your letter has been sent to the Oawnporo Chamber of 
Commerce, u'ho hove been asked to submit their views, if they have any, 
direct to the Committee. 


From the Secvetarrj^ TTpjiev India Qhamher of Oomtnorce, to the Secretary^ 

Ganges Bridge QommUlec. 


I am directed to address you with reference to your letter No. 339 of the 
28th ultimo to the Government of the United Provinces on the question of 
the site for tho proposed railway bridge over the Ganges. 

This Chamber has hitlierto maintained the view that as the conversion of 
tho metre gauge railways is a very romolo contingency those systems should be 
permitted freedom of expansion within the tracts of country that have been 
appropriated by them, and that to onable the lines north of tho Ganges to 
develop their usefulness in the fullest degree, they should be allowed access to 
the Bengal sea-board on tlio same gauge. 

My Committee aro, therefore, of opinion that tho scheme of which tho 
bridge will form a part should provide for extensions of tho Bengal andNorth- 
IVestern Bailway and tho northern section of tho Bastorn Bengal State Eail- 
way into Calcutta, 

It is also considered that tho establishment of a through metro gauge line 
of communication between Calcutta and the North-West would in some 
measure assist in the solution of tho problem of tho chronic scarcity of wagons. 

As to tho particular point at wliicli tho bridge iu question should bo built, 
this is a detail which my Committee consider may very well ho left to the 
decision of the expert engineering advisers of Government. 


From the Seeretarg to the Government of Fastern Bengal and Assam, Fublio 
TForhs Bepartmonti to the Secretary, Ganges Bridge Qommxttee, 


With reference to your letter No. 103, dated the loth January 1007, to the 
address ’of the Chief Secretary to this Government, I am directed to say that 
this Gorornment docs not desire to depute an oUlccr to give oridcuoo before 
the Ganges Bridge Committee. 

2. 1 am, however, to forward herewith, for tho information of tho Committee, 
copy of a letter No. 687 By., dated the 26th May 1900, with enclosures, to the 
address of the Railway Board, embodying the views of this Government on the 
suitability of a bridge at Sara as affcctiug tho interests of this province as a 
whole. 


No. G87 Ry., dnfcpd the 25tli ilny, 1000. 

From— Tho Scerotnry 1o tlio Government o£ Enstern Bong.iI nnd Aeeatn, Pnblic 
Works Department, 

To—The Secretary, Railway Board. 

In forwarding the accompanying copy of a letter, dated the 12th May 
1906, from the Honorary Secretary and Chairman, Docars 'Planters’ Associa- 
tion, together with a copy of extracts from minutes of a general meeting 
referred to therein, I am directed to remark that, so far as tho interests of^ this 
province are concerned. His Honour tho Lieutenant-Governor is of opinion 
that a bridge at Sara would bo infinitely more convenient than oneatGodagiri. 


From General Manager, BarJeeUng’JIimalayan Baihcay, to the Seoretaiy, 

Ganges Bridge Committee. 


With the consent of my Agents, I enclose two statements for your 
Committee’s perusal. 
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Statement I ly the GeneraLIfanager of the Daejeeling-JELimalayan ’Railway. 


1. The necessity of a bridge over the Ganges is very severely felt by those 
persons using the Darjeoling-Himalayan Kailway for the conveyance of their 
goods. On a small lino like this, our claims department, during the past year, 
dealt with 1,970 cases I’pgardiag claims in connection with missing and 
damaged goods, of wbioh only 27 cases dealt with damage which could not be 
proved to have taken place on foreign lines, and were settled by the Darjeeling- 
rlliiualayan Kaiiway. These 1,970 cases meaut the receipt and despatch of 
17^317 letters. Nearly 'all these cases arose from consignments getting mixed 
up, lost, damaged or pilfered crossing the Ganges. 

2. All the morebants in this district complain of the very serious delay to 
their,goods over the Eastern Bengal Stale Kail way, although some eight months 
ago it was proved possible when traffic was slack to got goods through in six 
to seven days. It is the exception now to get goods through under a month, 
and in some cases seven to eight weeks, — and this only if the merchants are 
successful enough to got (heir goods accepted for despatch at the Calcutta 
receiving stations. 

5. Slorohants and planters complain of the pecuniary looses incurred by 
themselves ai\d their interests not only by tiie delay but by the partial loss of 
consignments which are booked on risk notes and arc repudiated on the same 
by^the Eastern Bengal State llailway. This has been brought to the notice 
of the Kailway Board recently by the mei’chants themselves. This very serious 
grievance can only be remedied by less handling or in other words a bridge. 

4i. The want of a bridge has, during the recent block at the forry, been 
severely felt by this railway and is very noticeable in the falling off in receipts 
during the past half-year. This deficit is purely due to the block at the ferry 
aud goods intended for this railway being shut out. The effect of this has 
been to divert a small amount of the traffic away from this line, — between 
Siliguri and Kurseong. Kioe, which formerly came noross the ferry, is now 
coming through the Terai and merchants arc purchasing their supplies in 
Northern Bengal itself. 

As a feeder line to the Eastern Bengal State Kailway, wo feel we have 
a right to more consideration than has been sliown us. 

6. The actual position of the bridge,— provided rates remain the same, — 
does not affect tliis railway. A little longer lead vid Kampur Boalia or 
Godagiri is a matter for the Committee to decide. Planters and merchants in 
this district ask for less handling, less wastage, and speedier delivery. 

6. Approximately there are 16,000 first and second and 1,20,000 third class 
passengers who use the Ganges ferry between Darjeeling and Calcutta during 
the year. These passengers ai’o cariscd a good deal of inconvenience from the 
hours it is necessary at present to tranship to cross tlio Ganges. This large 
number of first and second class passengers naturally look forward to a time 
when they cair travel through in the same vehicle between Calcutta and 
Siliguri. 


Statement II hy the General manager^ Rarjeeling-Ilimalayaii Railxoayt 


Concerning tho Kailway Board’s Memorandum. 


Prom my knowledge of tho Bi’ahmapntra Valley which will be opened up 
by the Gauhati extension of tho Eastern Bengal State Kailway, and from 
my experience whilst Manager of the Bengal Dooars Kailway, I am certain, 
that when better facilities of transport are given to tho districts lying ^ to the 
north-cost of the existing metro gauge of tho Eastern Bengal Slate Kailway it 
will be found that tho bulk of tho traffic for the port of Calcutta will point to 
tho Sara site as being h, more direct load. On the immediate west of the 
existing metre gauge of the Eastern Bengal State Kailway (with the exception 
of those districts now' served hy that lino), the country is not so capable of 
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expansion and this would point to a bridge to serve the interests of the Bengal 
and North-’Western Eailway very much higher up the Ganges than Godagiri. 

In the Eailway Board's memorandum, paragraph 10, it reads as if it 
were necessary to conyert the metre gauge to broad gauge at the same time as 
the bridge is opened. If so, the same difficulty of transhipment would again he 
felt where the existing branebes of the metre gauge join. ^ Again, if the metre 
gauge were run into Calcutta the same diflOLoulty of transhipment would occur. 
If I may be allowed, — I should like to refer your Committee to pages 34, 3B and 
36 of Mr. Neville Priestley’e report on the organisation and working of railways 
in America — in these pages the author goes into a desoription of Bamsay’s 
method of changing the bogie trucks of bogie vehicles to suit the different 
gauges. I would suggest that this method would possibly meet the traffic for 
many years to come. Metre gauge vehioles are now being built with axle, 
loads very nearly equal to the majority of broad gauge vehicles. New metre 
gauge stock could he built to suit the change of bogie trucks and &o bodies 
adaptable for both gauges. 

TProm the Secretary ^ QaleiiUa Baled Jute Association, to the Secretary, Ganges 

Bridge Committee^ 


I am directed to acknowledge the receipt of your letter No, 157, dated 
39th January 1907. 

2. In reply I am to say that the Oommlttee do not think it to be neces- 
sary for oral evidence to ha given on behalf of the Association. But they 
would like to take this opportunity of explaining briefly the views entertained 
by the export jute trade upon the question of bridging the Ganges. The jute 
grown in Northern Bengal is chiefly consumed in the local mills, and exporters 
are not directly conoemed with it. But they are very much interested in 
jute fiom Serajganj, and they would favour the proposal for a broad gauge 
line from Sara to that centre. The primary need of the jute trade, however, 
is not new lines, but improved transport facilities on the Eastern Bengal 
State Eailway. There is an annually recurring congestion of the jute traffic 
ou the line between August and October; and although the Oommittee are, 
on general grounds, in favour of a bridge at Sara, they fear that it might tend 
to augment this congestion, whioh is understood to be mainly due to an insuffi- 
cient supply of rolling stock. So far as the export jute trade is concerned 
this aspect of the question is of greater importance than the provision of a 
bridge. But of course for jute from Northern Bengal the construction of a 
bridge at Sara would remove to a great extent the disadvantages of the 
present mode of transhipment. 

8. The Oommittee certainly do not look upon the project for the introduc- 
tion of the metre gauge as a solution of the difficulties on the Eastern Bengal 
line. It seems to them that to bring a railway of a different gauge into the 
port would he simply to complioate still further a system of working whioh is 
already much too difficult and complicated. In the Eailway Board’s memoran- 
dum no example is quoted of a great port such as Calcutta where two different 
gauges are worked together ; and the Oommittee would protest against Cal- 
cutta being selected as the place for an experiment of this description. The 
case of Madras would seem to be quite beside the point, as the volume of 
traffic there cannot he compared with that which has to he handled in Cal- 
cutta. The Oommittee do not suggest that an additional line of railway into 
the port would not be of advantage, but what they strongly object to is any 
new system which would increase existing difficulties at terminal points, mid 
BO delay traffic. These views are, they are convinced, shared by exporters 
generally. 

From the Secretary, Galciitta Wheat and Seed Trade Association, to the 
Secretary, Ganges Bridge Gonmittee, 


1 am directed by the Oooimittee of the Calcutta "Wheat and Seed Trade 
Association to acknowledge the receipt of your two letters dated 19fch and 26th 
January 1907. 
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2. In reply, I am to say that the Committee do not think there is need 
for oral evidenoe to be given on behalf' of the Association. They would, 
however, like to put before you the following brief statement of their views 
upon the question of bridging the Ganges. With the Eastern Bengal State 
Railway the trade is "not directly concerned, and the Committee do not there- 
fore wish to offer any remarks upon the proposal to bridge the river at Sara. 
But a considerable proportion of the grain traffic coming to Calcutta is 
derived from the Bengal and North-Western Railway ; and it follows that the 
Bampur Boalia project is of importance to this - Association. The Committee 
have therefore examined the Railway Board’s memorandum with attention, 
hut they are not clear that the grain traffic would bo in any way benefited by 
the construction of a bridge at Rampur Boalia, or oven at Qodagiri ; for the 
present via Mokameh route is both shorter and cheaper than either the 
Godagiri or the Bampnr Boalia route would he. The transhipment difficulty 
has not, of course, escaped the Committee, who are fully alive to the fact that 
the present system has serious disadvantages, which are very much in evidence 
during times of wagon scarcity on the East Indian Railway. But the true 
solution of the problem womd seem to ho the construction of a bridge some- 
where near Mokameh, and, of course, the provision of sufficient rolling stock 
on the East Indian Railway. With a bridge, with an adequate equipment, 
and with the indirect assistance which the new Grand Chord line may he 
reasonably anticipated to afford, the Bast Indian Railway ought not to have 
any difficulty in dealing with all the traffic which is likely to he exchanged at 
Mokameh for many years to come. To seek to divert this traffic to a longer, 
a more oirouitous, and most probably a more expensive route, does not com- 
mend itself as a wise proposal to those concerned in the grain trade. 

8. Moreover, it is a proposal which is still further complicated by the 
fact that the line from Rampur Boalia would been the metre gauge; and the 
Committee would view the introduction, of a second gauge into Calcutta with 
grave misgivings. It would bo a most serious matter for the grain trade if 
the congestion which is now sometimes experienced at Mokameh were to be 
transferred to the port, where there is already quite sufficient trouble in effect- 
ing shipment during a busy export season. The advantages of uniformity of 
gauge are so obvious, and so generally admitted that it would ho surely unwise 
to introduce into Calcutta all the disadvantages of diversity. To comj)licate 
arrangements at terminal points, to spend a very large sura of money in so 
doing, and perhaps to increase the charges on the trade, with the probable 
result that the working of the docks and jetties would bo hampered and the 
traffic delayed, is an experiment which the Committee would certainly not 
support. On the contrary, their opinion is that the right policy is to ‘keep 
terminal charges as low os possible, and to take all practicable measures so as 
to bring the shortest and cheapest route for tho Calcutta traffic of the Bengal 
and North-Western Railway to the highest point of efficiency. 


JPi'oni the Secretary, Bengal, Qhamher of Gommeroe, to the Secretary, Ganges 

Bridge Gommitlee. 


I have the honour to forward, under tho direction of tho Committee of tho 
Bengal Chamber of Commerce, for tho consideration of tho Ganges Bridge 
Committee, copy of letter of 23rd January addressed to the Chamber from the 
Secretary, Indian Mining Association, submitting the views of that body on 
the question of bridging the Lower Ganges, and tho proposal to introduce the 
metre gauge into Calcutta. - 

Fivitt— -The Secretary, IncUaa Mining Association, 

To— The Secretary, Bengal Chamber ol Commoi'ce. 

The question of bridging the Loxoer Ganges • 

o directed to address you with reference to this question. 

2. The question is not ono with which the members of the Indian Mining 
Assooiation can perhaps consider themselves to he directly concerned. But 
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the Committee feel that the o-wnera of 'a commodity such as coal, which con- 
tributes so largely to the railway revenues of the country, may rightly claim 
to be interested in any proposals which involve a large expenditure of public 
money upon railway extensions. Judging from, the memorandum, which 
has been lately issued by the Eailway Board, it would appear that the Board 
propose to bridge the Ganges, and to bring a metre gauge line of railway into 
Calcutta at a cost of Es. 890 lakhs. Of this large sum Es. 180 lakhs or there- 
abouts will be, the Committee believe, allotted to the bridge project ; while 
the balance of about Es. 260 lakhs will he devoted to the new railways. It 
is with this latter sum that the Committee are now concerned ; they do not 
propose to refer to the smaller amount, for they admit that the provision of a 
bridge at some point over the Ganges is a pressing necessity. 

3. The Committee of the Chamber of Oommoroe are only too well acquainted 
with the exasperating dilEoulties under which the coal trade of Bengal has 
been worked for a considerable number of years past. They are also aware that 
the Committee of this Association have persistently and strenuously urged that 
the removal of the lamentable deficiencies of the existing lines of railway as 
regards equipment, is of far greater moment than is the oonstruotion of new 
lines, whioh may or may not prove to be remunerative undertakings, The 
recent action of the Eailway Board, in prematurely reducing long distance coal 
freights, has of course greatly accentuated the difiiculties of colliery owners, 
and lias brought the glaring inadequacy of the existing stocks of wagons into 
greater prominence than ever. Indeed the recent shortage on the Bengal- 
Nagpur Eailway may be mainly atteibnted, the Committee believe, to these 
reduced freights. And the position at the moment is of the greatest gravity, and 
demands the most serious attention of the Government." On previous occasions 
when the question has been raised, the Oommittee have been given to understand 
that financial difficulties bar the way to those drastic noeasures of reform which 
are now and whioh have been for such a Jong time so urgently required. 
They cannot of course claim to have any special knowledge of the intricacies 
of Indian finance. But the;^ confess they find it difficult to understand why the 
sum of Us. 260 lakhs, which it is now proposed to expend on new construction, 
could not he devoted to the much more pressing needs of existing open lines. This 
would appear to the Committee to be a point which is in danger of being overlooked 
in the course of the discussiou ; but it is they consider, one of the very greatest 
importance, and they trust that it will be brought prominently before the Com- 
mission whioh is now sitting. 

4, In making these remarks, the Oommittee do not wish it to be under- 
stood that they are in any way antagonistic -to the proposed entrance of the 
metro gauge into Calcutta. On the contrary, they are distinctly of opinion that 
an additional rail way- would be of great advantage to the port. Very material 
benefits have unquestionably resulted to Calcutta merchants from the advent 
of the'Bengal-Nagpur Eailway; and the Committee have not the least objection 
to the metre gauge as such, provided that the difficulties at material points 
whioh are understood to be considerable both as regards cost and working can be 
successfully overcome. It would be of course a substantial gain if goods could 
be carried without break of bulk between Calcutta and points on existing 
metre gauge lines and vice versa. Moreover, if the Railway Board are correct 
in their statement that the via Mokameh traffic would be diverted to the now 
lines, the Committee woidd naturally favour the project. Eor it would mean 
that some relief would hereafter be given to the East Indian Eailway, the 
difficulties in. working which are now so painfully evident to every colliery 
ownei’. Similarly it may, the’ Oommittee understand, be anticipated that the 
new lines would assist the Eastern Bengal State Eailway; and this would also 
he advantageous to trade generally. It may be objected that these are after all 
only indirect benefits, whioh may eventually be to some extent diminished, or 
perhaps even nullified altogether, by modifications of rates and chaises on the 
different competing lines. On the other band, it is undeniable that the advan- 
tages which would result from the expenditure, upon existing lines, of the 
amount which this new construction will cost, would be obtained more quickly' 
and would bo solid and enduring. For ibis reason the Committee would most 
strongly press for the needs of the existing railways converging' on Calcutta 
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being considered before tbe conatruotion of new railways, seeing that they are 
of so muoh greater urgency. 

6. In conolusioQ I am to invite the attention of the Ooinmittee of the 
Ohamber to the points which I have raised, and I am to suggest that_ these 
should be brought to the notice of the Ganges Bridge Oommission which is now 
sitting.' 

the Secretary ^ BcnyoU GJiatnher of Commerce, to the Secretary, 
G-anges Bridge Committee. 


I have the honour to forward, under the directien of the Oommitteo of the 
Bengal Ohamber of Commeroe, for the consideration of the Ganges Bridge 
Committee, copy of letter of 22nd January addressed to the Ohamber from the 
Secretary, Oaloutta Import Trade Association, submitting the views of that body 
on the question of bridging the Lower Gauges, and the proposal to introduce the 
metre gauge into Oaloutta. The views expressed in this letter are rnore or less 
in accordance with those hold by the Committee of the Chamber which will be 
elaborated in a separate statement. 


From the Sccrotary, Calcutta Import Trade Association, to the Secrolary, Bengal Chamber 

of Commerce. 

Ganges Bridge Committee. 

I am directed by the Committee of the Calcutta Import Trade Association 
to aoknowlcdga the receipt of your letter No. 83-1907, dated 11th Js/nnary, with 
its enclosures, upon this subject. You intimate that the enquiry into the 
Ganges Bridge question is a public one and that if it is desired to givo evidence 
before the Oommitteo, Mr. J. H. Lovell, the Secretary, will arrange dates for 
attendance. 

2. In reference to tho question I am to say that tho Committee' have 
carefully considered the bearing on the Import trade of tbe port of the various 
sohomoa suggested. As regards tho silo of tho bridge tho only aspect of the 
question affecting the trado is that of mileage and consequent railway rates, 
their interest being to deliver their goods to tho consumers at the lowest 
possible cost. The Committee understand, however, that the proposal of the 
Bail way Board involves the introduction into Calcutta of tho metre gauge and 
they view this suggestion with grave misgivings. If tho moire gauge is brought 
into Oaloutta, it -will assuredly bo also introduced into the lines of tho Oaloutta 
Port Trust and their objection is based on tho assumption, which is more than 
a probability, that tho concurrent worldng of two gauges in tho confined areas 
of tho docks and jetties must involve delay in shunting operations and conges- 
tion of the traffic, 

3. Tho Committee would point out that tho Import trade is growing 
steadily. During the last few years impovicrs have been put to great incon- 
vonicnce and loss owing to the inadequacy of the existing accommodation. 
During the last year tho situation has boon rendered worse by reason of repairs 
to No. 2 Jotty. The Committee arc strongly of opinion that thoro should be such 
provision for the trade as will ensure the expeditious discharge of steamers and 
tielivory of goods from tho jetties even should ono jetty ho temporarily laid up 
for repairs or dredging, and they feel that the introduction of the metre gauge 
into tho jetty enclosures will nullify tlicimpvovomonts which tho Port Commis- 
sion have undertaken, leaving the position of the trade as had as before. 

ft. The Committee would also point out that Iho Import trado is making 
growing demands on tlio Port Commission for tho dospatoh of goods direct 
from the jetties, — demands which would increase were tho present congestion 
relieved. The trade is at jjrcsenl largely dealt with at IIowTah, where, when 
••there is a sudden call for tho quick despatcli of largo quantities of goods, 
forwarding arrangomonts are apt to break down. At regularly recurring 
periods the piece-goods market lias boon seriously inoonvonienced on this account, 
and with plentiful and ohoap stocks in Oaloutta, cloth in tho up-country 
markets has reaohod famine prices owing to congestion of traffic at lEowrah. 
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6. The Oommittee strongly urge that, in the interests of the port, no scheme 
should be sanctioned which would have the effect of adding to the present 
difficulties of handling goods at the docks and jetties or prevent the free 
flow of imports into the consuming markets. They cannot but fear that the 
intioduotion of the metre gauge into Calcutta would have that result and they 
thcjefore trust the Bengal Ohambor of Commerce will strongly oppose the 
Bail way Board’s present proposal. 


Ft om the Chairman, Dooars Planters* Association, to the Secretary, Ganges 

Bridge Committee, 


I have theTionour to present the views of my Association on the subiect 
of the proposed Ganges Bridge for the information of the Ganges Bridge 
Committee, and shall be obliged if you will kindly lay these views before your 
Committee in due course. 

1. My Association considers that a bridge over the Ganges is absolutely 
necessary to meet the requii'oments of trade. There has been great delav iu 
the transhipment of stores, owing to the congestion of traffic at Sara, and’the 
inefficiency of tho ferry system there. Goods for the Dooars have even had to 
be sent nia Dhubri recently in order to avoid the block at Sara. 

2. A bridge at Sara is the best for the Dooars tea industry, because it is 
the most direct and quickest route, and because standard gauge wagons, 
on account of their larger loading capacity, moot the requirements of trade 
more adequately than metre gauge. The transference of tea and stores from 
metre to standard wagons north of Sara would not bo difficult -especiallv if 
the interchangeable “Bogey” system were later on adopted — and would 
probably entail less handling, expense and risk than if the transhipment took 
place in or near Oaloutta, 

8. The introduction of the metre gauge system into Calcutta would seem 
a retrograde stop, and it would meet tho requirements of trade better if the 
metre gauge systems north of tho Gauges wore gradually changed to standard 
gauge rather than nice versa. 

4. All the advantages of the Eampur Boal’a route would be lost unless 
goods could be delivered at tho present warehouses, docks and jetties without 
transhipment or break of gauge. 

6. It is vei 7 doubtful if tho mixed working of the metre and standard 
gauges, so as to bring the former direct to the Calcutta docks, warehouses 
and jetties comes within the range of practicability ; and if transhipment 
takes place at all, it should do so north of tho river rather than near Calcutta. 

6. Eor the passenger and mail service, Sara is infinitely the more expedi- 
tious and convenient route. 


APPENDIX T. 


From the'^ Secretary, Ganges Bridge CoimiUtee, to the Manager and Secretary, 

Karachi Fort Trust. 

' w * 



The following is an extract from a brief memorandum by tho Bailway 
Board forwarded with Government of India Eesolution, Department of Com- 
merce and Industry No. 10252 — 102G4, Railways, dated 28th December, 1906;, 
ordering the assembly of a Oommittee to report on the bridging of the Qa^g^s' 
north of Calcutta and on the entry of the metre gauge into Calcutta : — - , ^ 

“ The Port of Madras has at the present time lines of both gauges rfin- 
ning into it and Raracbi has for soi^time .past -been pressing for 
the entry of the metro gauge into^^fiS ^ofti 
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The Gauges Bridge Oommitfee would he highly obliged if the Karachi 
Port Trust would favour them with a desci'iption of the arrangements they 
contemplate in conneotiou with the entry of the metre gauge to their 
premises. 

From the Manager and Secretary, Karachi Fort Trusty to the Secretary, 

Ganges Fridge Committee. 


With reference to your letter No. 44, dated 10th January 1907, 1 am 
directed to inform you that the Trustees of this Port hare so far had no 
arrangements under contemplation in connection with the entry of the metro 
gauge upon their premises. But they have no douht, when the coming of the 
metre gauge to Karachi takes definite shape, satisfactory arrangements can he 
made for dealing with the traffic, hut under no circumstances will it he possible 
to allow the meti'a gauge upon the Keamari Port Trust wharves, the whole of 
the goods dealt with there being loaded into and from broad gauge railway 
trucks. 


Offico.~No. 3126 
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